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TERMS} OF, REFIjlRENCft. 


I am asked to investigate into the 

following questions relating to the India General 
• Navigation and Railway Co., Limited and the 
Rivers Steam Navigation Company Limited** 

(i) Freight rates; 

(ii) Conditions for booking, 

carriage etc; 

(iii) Maintenance of passenger 
services and passenger 
fares; 

(iv) Channel conservancy measures 
adopted and the extent of 
Government assistance in the 
matter; and 

(v) Closure of services in 
Bihar, 
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CHAPTER I. 


INTRODUCTION. 

The Government of India by their letter 
No.6-M(1l)/54, dated the 18th Match 1954, appointed 
me to undertake an investigation into the 
complaints made by certain Associations and Chambers 
regarding the alleged exorbitant freight rates 
charged and onerous conditions imposed for transport 
by the India General Navigation and Railway Company 
Ltd., and Rivers Steam Navigation Company Limited, 
operating transport services in North East India. 

I proceeded to Delhi on 11th April, 1954 
and studied the relevant papers from 12th April 
1954 to 18th April 1954. In order to settle the 
preliminaries and to decide the procedure to be 
followed in connection with the enquiry, I called 
a meeting of the representatives of the Govern¬ 
ments of Uttar Pradesh, Bihar, West Bengal and 
Assam, the Eastern and North Eastern Railways, 
such Chambers of Commerce functioning in 
Calcutta as had made complaints against the 
Joint Steamer Companies and the Karimganj 
Merchants Association, as well as Shri K. P. 
Tripathi and Shri S.C.Deb, Members of Parliament. 

A Press Note was also issued in the 
English dailies in Uttar Pradesh, Bihar, West 
Bengal and Assam requesting the general public 
to present their complaints, if any. A meeting 
was held in the office of the Commissioners 
for the Port of Calcutta on 18th May 1954, 
and was attended by representatives of the 
Joint Steamer Companies, Eastern and North 



Eastern Railways, Indian Chamber of Commerce, 
Bengal National Chamber of Commerce, Bengal Jute 
Dealers Association, Karimganj Merchants Associa¬ 
tion. andi Governments of Bihar, West Bengal, 
and Assam and by Sarvashri Deb and Tripathi. It 
was decided to issue a questionnaire to the 
meroantile community to elicit details about 
their grievances. 

[The terms of reference of my enquiry 
were originally confined to "Freight rates 
charged and conditions of booking imposed by the 
Joint Steamer Companies." In pursuance, however, 
of certain recommendations made by the Ganga 
Brahmaputra Water Transport Board at its meeting 
held on 21st April, 1954, the scope of my enquiry 
was extended to include the following additional 
itemsJ- 

(a) Maintenance of passenger services 
and passenger fares; and 

(b) ahannel conservancy measures adopted 
by the Joint Steamer Companies and 
the extent of Government assistance 
in the matter. 

A questionnaire (Appendix I) regarding 
"freight rates and conditions of booking and 
carriage" was accordingly framed and circulated 
on 8th June 1954 to the following Chambers of 
Commerce in Uttar Pradesh, Bihar, West Bengal 
and Assam, which are recognised by the Government 
of India:- 

(1) Agra Merchants Chamber Limited, Agra. 

(2) Merchants' Chamber of Uttar Pradesh, 
Kanpur. 

(3) National Chamber of Industries and 
Commerce, Agra. 


• t 
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(4) Silk Merchants Chamber of Commerce, 

Banaras. 

(5) Uttar Pradesh,Chamber of Commerce, 

Aanpur. 

(6) Upper India Chamber of Commerce, 

Kanpur. 

(7) Western U.P. Chamber of Commerce, 

Meerut. 

(8) Bihar Chamber of Commerce, Patna. 

(9) Associated Chamber of Commerce of India, 
Calcutta. 

(10) Bengal Chamber of Commerce and Industry, 
Calcutta. 

(11) Bengal National Chamber of Commerce, 
Calcutta. 

(12) Bharat Chamber of Commerce, Calcutta. 

(13) Eastern Chamber of Commerce, Calcutta. 

(14) Hindustan- Chamber of Commerce, Calcutta. 

4 

(15) Indian Chamber of Commerce, Calcutta. 

(1 6 ) Calcutta .Trades Association, Calcutta. 

(17) Calcutta Yarn Merchants association, 
Calcutta. 

(18) Indian Jute Mills Association, Calcutta. 

(19) Marwari Association, Calcutta. 

(20) Merchants Chamber of Commerce, Calcutta. 

(21 ). Upper Assam Chamber of Commerce, Jorhat. 

(22) Darrang Chamber of Commerce, Tozpur. 

(23) lCamrup Chamber of Commerce, Gauhuti. 

(24j Karimganj Merchants Association, 

Aariraganj. 

'^Copies of the questionnaire were sent to 
Shri N.P,Tripathi, H.P., and Shri S.C.Dob, M.P., 
for eliciting their views. Copies of the 
questionnaire wore also forwarded for information 
to the State Governments of Uttar Pradesh, Bihar, 
West Bengal and Assam, and to the North Eastern 
and Eastern Railway Administrations. Copies 
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the questiolnnaire were also forwarded to the 
Joint Steamer Companies and their remarks invited 
on the various questions. At his specific 
request, a copy of the questionnaire was also 
furnished tb Shri U.Shanker Rao of 25A, Palit 
Street, Ballygunge, Calcutta, on 23rd June, 1954 
Later on 8th November 1954* a copy of the 
questionnaire was forwarded to the Secretary, 
Indian Tea planters Association, Calcutta. In 
February 1955, the Public Relation and Welfare 
Association: West Bengal, Calcutta contacted me 
and requested that a member of that Association 
be associated with my enquiry. It was not 
possible foij* me to concede their request. A 
copy of th$(questionnaire was, however, sent to 
that Association for eliciting their complaints 
against the JJoint Steamer Companies. The 
following Chjambers/Associations were also in 
receipt of tjhe questionnaire either from the 
State Gove raiment or through some other Chamber 
of Commerce (.addressed by me):- 

1. National Chamber of Commerce, Tinsulcia. 

2. Indian Tea Association, Calcutta. 

3. Steamejr Mazdoor Union, Digha, Patna. 

4. Easterji Assam Chamber of Commerce, 

Dibrughrh, and 

5. Oswal Association, Patna. 

The letter addressed to Western U.P., 
Chamber of Commerce, Meerut, was returned un¬ 
delivered by the Postal authorities. Despite 
several reminders, replies were not received 
from some of the addressees. The National 
Chamber of Industries and Commerce, Agra, and 



the Upper India Chamber of Commerce, Kanpur, had 
no comments to offer on the questionnaire* The 
Associated Chamber of Commerce of India, Calcutta, 
intimated that theirs being an all-India 
Association, they would not deal with the matter* 
Shri K.P*Tripathi also intimated that he had no 
personal information to offer in reply to the 
questionnaire. The reply given by the Steamer 
Mazdoor Union, Patna (which claims to be a body 
representative of all the Indian crews employed 
on their Ganges Services by the Joint Steamer 
Companies — but does not represent shipping 
interests as such) is a lengthy treatise on the 
working of the Joint Steamer Companies in the 
past, particularly in Bihar, but does not furnish 
direct information on each question in the 
questionnaire. The whole problem has, as the 
Secretary of the Union subsequently declared in 
the meetings, been approached from a national 
angle. The reply of the Public Relations and 
Welfare Association, Calcutta (which, as its 
constitution shows, was set up to promote and 
develop the moral, social and economic advance¬ 
ment of the State of West Bengal and which by 
no stretch of imagination can be regarded as a 
shippers’ representative) is only general. The 
other replies received from the Chambers of 
Commerce and Trade - Associations contain direct 
iniormation on the points raised by me. I have 
taken into consideration all these replies, 
as also the views expressed in the memoranda 
filed and the oral evidence tendered by the 
Chambers of Commerce and Trade Associations at 
various places from time to time. 
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On 25th September 1954, I visited the 
docks in Calcutta and Inspected the working and 
amenities «here, I also visitod the warehouse's 
and observed the storage arrangements. I also 
visited the cargo steamers of the'Joint Steamer 
Companies 4nd watched the loading and unloading 
operations • 

In.jrder to discuss across the table the 
various points raised by the several Chambers 
of Commerce and the justification put forward 
by the Joiht Steamer Companies for their rating 
structure, I convened a meeting on the 1st and 
the 2nd of iNovember 1954 in Calcutta and invited 
the following theretoi- 

1. Bengal Chamber of Commerce and Industry, 
Calcutta. 

2. Bengal National Chamber of Commerce, 
Calcutta.. 

• 

3. Bharat Chamber of Commerce, Calcutta. 

4. Eastern Chamber of Cenr_v.rcj, Calcutta. 

5. Hindustan Chamber of Commerce, Calcutta. 

6. Indian Chamber of Commerce, Calcutta. 

7. Calqutta Trades Association, Calcutta. 

8. Calcutta Yam Merchants Association, 
Calqutta. 

9. Indian Jute Mills Association, Calcutta. 

10. Marwari Association, Calcutta, 

11. Merchants Chamber of Commerce, Calcutta. 

12. Uppur Assam Chamber of Commerco, Jorhat. 

13. Dartfang Chamber of Commerce, Tuspur. 

14. Kamijup Ohambor of Commerce, Guoh.iti. 

15. Kary.nganj Merchants Association, 

Karimganj• 

16. Shri S.C.Deb, Member Parli'ir.ent, 

17. Shi K.P.Tvipatht, ttdnber Parliament. 
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It was also intended to utilise that opportunity 
for discussing the matter with the Chambers of 
Commerce, that had not sent in their replies. The 
response to this invitation was, however, not as 
encouraging as I anticipated, and in addition to 
the representatives of the Joint Steamer 
Companies, only the representatives of the follow¬ 
ing Chambers came up:- 

(1) Indian Tea Association, Calcutta* 

(2) Indian Jute Mills Association, 

, Calcutta. 

(3) Indian Chamber of Commerce, 

Calcutta. 

(4) Bengal National Chamber of Commerce, 
Calcutta. 

(5) Bharat Chamber of Commerce, 

Calcutta. 

(6) Karimganj Merchants Association, 

Karimganj. 

Their view point was explained at length by the 
representatives of the Joint Steamer Companies 
and the position was generally clarified by them 
in the presence of the representatives of the 
Chambers of Commerce. 

It was suggested at the meeting on 2nd 
November 1954 that there should be an inspection 
of the Joint Steamer Companies' ghats in 
Calcutta in ohe company of the representatives 
of the Chambers of Commerce. As I was not free, 

I deputed my Secretary, Shri H.D.Mohindra, to 
go round the steamer ghats on 4th November, 

1 954. Shri Mohindra was accompanied by the 
Assistant Secretaries of the Bengal National 
Chamber of Commerce, Calcutta, Bharat Chamber 
of Commerce, Calcutta and the Secretary, 
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Karimganj Merchants Association, Tho object of 
the visit was to get an idea of the actual condi 
tions prevailing at the Ghats, the acco mmo dation 
available on the Steamer Companies' vessels, the 
acceptance of cargo, tho condition in respect of 
the packing and the marking of cargo, storage of 
cargo in the godowns prior to shipment and the 
actual shipment and storing on the vessels. The 
party visitoji the following ghats;- 

Jaggannath Ghpt, 

"C" Shed (King George's Dock) 

Kulpi Ghat, 

Armenian Steamer Ghat. 

Nimtcilah Ghat. 

Tea Transit Shod, 

The party inspected the packing eond.i*icn of 
general cargo which had been tendered by Shipper, 
for despatch. They also inspected tins and drum; 
of various oils and examined she relevant Forwar< 
ing Notes. They inspected also the storage of 
cargo on board the flats and in the holds . 
Excepting the Secretary, Kariragan.i Merchants 
Association, the other representatives have 
furnished to me their comments in writing, about 
the working of the Joint Steamer Companies' ghats 

On 5th November 195^, I inspected the 
Garden Reach Workshops and the Rajnbagan Dock 
Yard where the vessels of tho P-ivvrs Steam Navigg 
tion Company LV. > and cno Inioa General 
Navigation & Railway Co., Ltd., are ired-. 

Besides the Joint Steamer Companies, 
the following Steamer Companies are registered 
in Calcutta. The particulars oboac their fleet 
are also given below;- 
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'• Bencal-Acsam Steamship (Information not 
°** Ltd * recorded). 

2. East Bengal River Steam Steamers .. 12 

Service Ltd. 

Barges & 

flats. . ..80 

3. Neptune Navigation. .. Steam aid 

Motor 

vessels. ., 11 

Barges.. .. 7 

4. Pioneer Shipping Co.,Ltd. Motor 

Vessels. .. 5 

5. Hiralal Shaw .. Motor 

Vessels. .. 4 

6 . Indian Shipping Co.,Ltd. Steam and 

Motor 

vessels. ,, 5 

7. National Shipping Co. . Motor 

Ve reels. ., 3 

8 . Srinivas Patepuria Ltd. Steamers .. 2 

9. Indian National River Steamer. •• 1 

Service Ltd. 

Ihe Bengal-Assam Steamship C 0 ., Ltd., does 
not operate its services in India - it carries 
cargo only to and from Pakistan. Indian National 
River-Service Ltd.., ha 3 never handled or transport¬ 
ed cargo except about 3,066 maunds of salt in 1950, 
Their Vessels are generally hired out on charter 
to other parties. Neptune Navigation mostly 
brings jute from Assam. Hiralal Shaw is not 
registered ur. ler the Indian Companies Act and has 
no regular transport service. It is understood 
that his vessels are at present on charter plying 
as passenger ferries at Monghyr. All the others 
are operating be tv eon ,7est Bengal, East Bengal 
and Assam. 

In order to make a comparative study of 
the ghat and gouown facilities offered by the 
other Steamer Companies, I arranged through the 
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Principal Officer, Mercantile Marine Department, 
Calcutta, on 11-11-1954, ?ji inspection of the 
ghats from '■"here their services are operated. 
Excepting onje godown, none of these companies 
provides any; godown or ghat facilities worth the 
name. Loading and unloading are done on the 
foreshore taken on lease from the Calcutta Port 
Commissioner|s. The consignors have to do their 
own loading and unloading and their goods are 
brought and dumped on the river bank until a 
steamer calls. These Steamer Companies provide 
only Chowkid&rs. I watched the unloading of the 
"Mahaveer", one of the vessels belonging to the 
Pioneer Shipping Co.,Ltd., at Gauhati on 3rd 
May 1955. The volume of the cargo—on—board—thu 
"Mahaveer" was not much as compared to what was 

seen on the steamers and flats of the Joint 

« 

Steamer Companies. Pioneer Shipping Co.,Ltd., 
have no shore godown at Gauhati, and salt and 

I 

cement were amongst the cargo stacked on the 
bank, covered with tarpaulins. The position 
with regard to the berthing and unloading 
arrangements for the steamers of these Indian 
companies at.Gauhati was not satisfactory. On 
the day of my inspection the jetty Pending to 
the flats of the East Bengal River Steam Service 
Ltd., had been submerged owing to a slight rise 
in the river, making the flats temporarily un¬ 
approachable. 

It was made out at the meeting held in 
Calcutta on 3!nd November 1954 by representatives 
of the Chambers of Commerce that the Steamer 
Companies’ Agents at the ghats were invariably 



conditions regarding packing, which absolved them 
from all liability for loss of or damage to goods 
in transit. It was, therefore, suggested that 
the "Forwarding Notes" tendered by shippers for 
despatch of goods by the steamer services for 
the last two years should be examined. Under my 
instructions, Shri Mohindra examined in November 
1954 tile Forwarding Notes tendered at the Jagan- 
nath Ghat and Armenian Steamer Ghat during the 
last few years. 

Through the Ministry of Transport letter 
No*6-M(45)/54, I was asked on 21st February, 1955 
to include within the purview of my enquiry the 
question of the closure of services by the Joint 
Steamer Companies in Bihar. I, therefore, fixed 
a meeting in Patna on 4.4*1955 and invited the 
Government of Bihar, the Joint Steamer Companies, 
the Bihar Chamber of Commerce, the Oswal^Associa^- 
tion and the Steamer Mazdooi" Union for a discussion 
\t this question. The Bihar Government being 
unable to attend, the proposed meeting had to be 
called off. I, however, proceeded to Patna and 
took the opportunity of informally discussing 
with the representatives of the Steamer Mazdoor 
Union, 1 the Chamber of Commerce and the Oswal 
Association. A formal conference with all the 
interests concerned was later held in the Patna 
Secretariat on 1.6.1955 and 2.6.1955* 

With a view to see the actual conditions 
prevailing at the various ghats and also to 
inspect the river conservancy works which the 
Joint Steamer Companies cariy out tt> maintain 
navigable channels on the Ganges, I proceeded 
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in April from Buxar downstream on board one of 
their cargo vessels. The following ghats on 
the Ganges Despatch Service and the Bihar Feodor 
Services were inspected:- 

i 

Buxar 

Patna 

Beerpur 

Barh 

Mokameh 

Se amaria 

Monghyr 

' Sultanganj 

Bhagalpur 
Colgong 
Kheria 
Rajmahal 
Lalgola 

I inspected the ghats at Patna, and Buxar in the 
company of the representatives of the Government 

i 

of Bihdr, Bihar Chamber of Commerce, Steamer 
Mazdoor Union, Oswal Association, other local 
merchants and the Joint 3tearner Companies. 
Beerpur, Barh, Seamaria and Mokamoh ghats were 

i 

inspected in the company of the representatives 
of the Bihar Government, the Steamer Mazdoor 
Union, Patna, and the Joint Steamer Companies. 

The representatives of tho shippers were not 
free to accompany me on this trip. During the 
inspection of "channel conservancy" works from 
buxar to Patna and thence to Mokamoh ghat I was 
assisted by the Executive Enginoe-r, Arrah 
pivision, and Shri P.Basu, Secretary, Ganga 
Brahmaputra Water Transport Board, As I was ' 
not free thereafter, I deputed Shri P.Basu and 
my Secretary, Shri Mohindra,, to continue the 
inspection of the "conservancy works" and "ghat 
onditions" further downstream from Mok am oh. 
nfortunately, due to another pressing engage- 
ent, the Executive Engineer, Arrah Division, 
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could not accompany thorn. They wore, however, 
joined at Rajmahal by the Executive Engineer, West 
Bengal Government, In consultation with the 
Executive Engineers, Bihar and West Bengal, Shri 
Basu collected all the information about the 
river conservancy works on the Ganges upto Lalgola 
Ghat and submitted a report to me,* This inspec¬ 
tion was completed by 10.4,1955. 

I then proceeded to Dibrugarh and 
inspected the local ghats and godowns and checked 
the working of the Joint Steamer Companies on 
15,4,1955 in the company of the representatives 
of the Eastern Assam Chamber of Commerce, with 
whom I held a meeting on the next day. At that 
meeting, the representatives of the National 
Chamber of Commerce, Tinsukhia and of Dibrugarh 
Truck Owners' Association were also present. 

There are at present operational difficulties in 
transporting goods to Dibrugarh due to channel 
conditions, Assam Sunderbans Despatch vessels 
ply upto Desangmukh (46 miles below Dibrugarh) 
whore cargo is transhipped into smaller vessels 
(ARD type) which have to stop at a distance of 
6 or 6£ miles downstream of Dibrugarh. There 
goods are unloaded into a Receiving Flat and 
are thence carried further upstream for 3^ 
miles by country boats near the old Dibru tukh 
ghat, from where goods are carried by lorries 
to Dibrugarh Town godowns for delivery. Goods 
are similarly taken by lorries to Dibrugarh 
direct from Desangmukh. I proceeded from 
Dibrugarh by road on 18.4.1955 and inspected 
the Khowang and Rajabari ghats on the Dihing 
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Feeder Service en route to Desangmukh when I 
boarded s.s* "Ardlamont''. Desangmukh is a 
transhipment point where cargo is transferred 
from flats to smaller steamers (ARD type) or 
lorries for Dibrugarh. From Desangmukh I 
proceeded to Neamati wnich is a transhipment 
station .for rail—cura-river traffic. Neamati 
serves the town of Jorhat. I inspected the 
local and transhipment ghats at Neamati before- 
mo to ring down to Jorhat where I had a meeting 
with the; Upper Assam Chamber of Commerce, 

Jorhat, on 19*4.1955* The merchants stated 
at the mooting that quite a different 
picture would be seen if the Neamati ghats were 
inspected without prior intimation to the Joint 
Steamer Companies. As I had to return tc Madras 
to attend a meeting of the Airlines Compensation 
Cribunal, I could not undertake a Second 
.nspection of the ghat. I, nowev.,-r, directed ipy 
secretary to visit the ghats ’gain. He visited 
the ghats on 21.4.1955 without intimation to the 
Joint Steamer Companies, in the company of a 
representative of the Chamber of Commerce, but 
he did no« find tnings different from what had 
been seen by me previously. 

1 then proceeded to Shillong to discuss 
with the State Government the general question 
of the working of the Joint Steamer Companies. 

I had a meeting on 25.4.1955 with the Chief 
Minister. The Minister for Transport and 
Industries and the Minister for Development, 
the Secretary for Transport anu Industries and 
the Law Secretary were also present. 

Thereafter I proceeded to C.ichar Valley 



and inspected the Silchar (/hat on 28.4,1955. Tve 
representatives of the Cachar Merchants' Association 
met me in the evening and explained their grievances. 
On 29,4,1955, I proceeded downstream to Kariraganj 
by river and inspected Masimpur and Sealtick 
ghats en route to Badarpur whence I motored to 
Kariraganj. On 29,4.1955, I had a meeting with the 
Karimganj Merchants Association and inspected the 
Karimganj ghat on 30.4.1955 in the company of 
their representatives. An Officer of the Assam 
Government also was with me at the inspection right 
through from Silcnar. The river "conservancy works" 
on tnis stretch of the river were also inspected by 
me in the company of Shri P.Basu, 

I inspected the ghats at Gauhati and the 
Gauhati Fanshi Bazar Depot (for piece-goods) on 
2,5.1955 in the company of the representatives of 
•the Kamrup Chamber of Commerce and had a meeting 
with the Chamber in the evening. At this meeting, 
members of the Gauhati Textile Merchants Associa¬ 
tion were also present. On 3.5.1951, I inspected 
Pandu ghat in the company of' the representatives 
of the Chamber of Commerce, I then proceeded 
to Tezpur and had a meeting on 4,5.1955 with the 
Darrang Chamber of Commerce, On 5.5,1955, I 
proceeded to Bhomraguri to inspect the ghat 
conditions etc, and the passenger vessel "Naga" 
which ferries between Tezpur and Silghat. Later 
I inspected the Tezpur ghat and the loading and 
unloading of cargo into country—boats for 
•arriage to Bhomraguri whence the cargo is 
loaded into Assam Sunderbans Despatch steamers. 
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The representatives of the Chamber of Commerce 
accompanied mo on these inspections* 

Finally I had a conference in Patna on 
1.6.1955 and 2.6.1955 with the representatives 
of the State Government, the Steamer Mazdoor 
Union, Joint Steamer Companies, Oswal Associa¬ 
tion, Bihair Chamber of Commerce and Binapore 
Beopar Mancjal and some local and Buxar merchants. 

o:o:0:o:o:- 



CHAPTER II 


( History of the Joint Steamer Companies ). 

There is no official record of the 
chronological history of the India General Naviga¬ 
tion and Railway Company Ltd., and the Rivers 
Steam Navigation Company Ltd. as such. Prom the 
history as recorded by certain officers of the 
two Companies in their individual capacity based 
on whatever correspondence had passed between the 
local Managing Agents and the Companies' Head 
Offices, I have endeavoured as far as possible to 
trace out when the particular services were 
established and how they were gradually developed. 

The first organised river transport 
service dates back to 1700 A.D, when the East 
India Company inaugurated its regular boating 
service between Calcutta and upcountry factories. 

A regular steamer service up and down the Ganges 
was established in 1834 by the East India Company, 
but no serious attempt to develop inland water 
transport as a oommercial enterprise was made 
until 1844 when the financial possibilities of 
transporting goods from Bihar to Calcutta and 
vice-versa were first realised. A private 
company known as the India General Steam Naviga¬ 
tion Co.Ltd., came into being on 5th August 1844 
for the purpose of "navigating the Ganges by 
steam vessels, and ultimately other Indian rivers 
and seas," with a capital of Rs.20 lakhs and a 
fleet of two steamers and one flat, A Board 
was also formed in ^ondon with a view to helping 
and advising the Company regarding purchases of 
vessels and stores and to represent the interests 
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o£ the shatfe holders in England. The Board was, 
however, dissolved in 1850. 

The Company organised the first successful 
trip to Allahabad in 1846 and made gradual and 
steady progress until by the end of 1851, it was 
firmly established. The Company was formally 
registered in 1853 under the Joint Stock Compa¬ 
nies Act mill of 1850. 

i 

The success initially gained in this 
field attracted many a new enterprise and by i860 
five other river steamer companies had been set 
up and were competing for the traffic which had 
already started to decline as a result of the 

rapid extension of the railway line, parallel to 
the Ganges, 

Concurrently with the decline in the 
traffic on the Ganges, British capital was being 
attracted by the possibilities offered by the 
tea industry in Assam. Transport of large 
quantities of tea to Calcutta, and labour and 
other cargo to tea gardens in Assam offered 
great prospects of lucrative business to pry 
company which could immediately establish regular 
communication between Assam and Calcutta. The 
first trip to Assam was made in 1861, by the 
India General Steam Navigation C 0 .,Itd. In 1862, 
a regular monthly service was started up and 
down the Brahmaputra. A service to Cachar was 
also established in 1864, but for some years 
steamers plied to Cachar during the monsoon onlv 
on account of the shallowness ox vtie rivers 
during the dry season. 
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It was in 1862, the period of a keen 
competition in the field of inland navigation, 
that another company was floated under the name 
of the River Steamer Company with a fleet of 3 
steamers and 3 flats. With the extension of the 
railway to Kushtia, a town situated on the Padma 
river, a,s early as in 1864, the River Steamer 
Company entered into an agreement with the Railway 
for traffic to Assam being transported by rail to 
Khustia and thence by steamer to Assam, and vice 
versa. This arrangement continued till 1871, 
when steamers again began to ply through the 
Sunderbans. In 1873» this Company was newly 
incorporated under the name of "The Rivers Steam 
Navigation Company, limited". 

Between 1864 and 1869, the great 
irrigation system of the northwest provinces was 
commenced and a network of canals spread itself 
over the country, tapping the Ganges at various 
points and drawing off large volumes of water 
even in the dry season, when the river was at 
its lowest level and every drop of water was of 
value for navigation. The large steamers could, 
therefore, no longer reach Allahabad during the 
dry season and this entailed transhipment of 
goods and passengers into smaller craft with 
resultant delay and increased transit costs. In 
consequence, the India General Steam Navigation 
Company had to keep idle some of its fleet during 
the years 1868-70. 

Towards 1872, the India General Steam 
Navigation Company introduced a service to 
Burma also, in competition with other companies 
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already in the field, but that proved a failure* 
With the rise_of the jute industiy in Bengal in 
1870 , the trade and prosperity of the province 
as a whole brightened up. This commodity proved 
an important cargo for the Company* A service 
to Orissa during the "fair months” was opened in 
1874 connecting Balasore with Calcutta. In 1884 
service to Balasore and Chandbali in Orissa was 
opened. The Assam services were also developed 
rapidly on account of the increase in the 
acreage cf tea, and conditions of travel and 
transport were improved considerably. Improve¬ 
ments such as the provision of receiving flats 
for storage of cargo and waiting room accommoda¬ 
tion for passengers were introduced in 1875 at 
the Company's stations in Assam and Bengal. 

By 1378 the Rivers Steam Navigation 
Company was running a regular service to Assam 
in competition with the India General Steam 
Navigation Company. In 1879 the East Bengal 
Railway commenced carrying passengers and goods 
between ic-rsjganj, Narayanganj, Dacca and CaChar 
stations on through Railway tickets and documents* 

* 

The growing menace of railway competition compel**** 
led the two Steamer Companies - India General Stea:. 
Navigation and Rivers Steam Navigation Company - 
to shed their rivalry, and they presented a 
joint petition to Parliament pointing out the 
injustice of allowing the State subsidised 
railways to compete with private enterprise in 
what they alleged to bo the true sphere of 
inland water transport. The appeal was success¬ 
ful to a degree and negotiations took place 
between the E.B.Railway and the India General 
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Steam Navigation Company for the carriage of 
goods between certain river-cum-railway junctions 
by India General vessels under "through railway 
documents" and on 1st January 1882 the "combined 
cargo service" was introduced by the India 
General Steam Navigation Company carrying goods 
between Serajganj and Goalundo for shipment by 
rail to Calcutta. In 1883 this arrangement was 
extended to Narayanganj and Dacca, and it was 
agreed that the India General Steam Navigation 
Company should work the river goods traffic on 
a mileage division of freight. By 1883 the 
Railway was handing over goods traffic to the 
India General Steam Navigation Company and 
retaining only coaching traffic to Narayanganj 
and Dacca. The Railway also transferred some of 
its fleet to the Steamer Company. 

The Assam Government had for some time 

been agitating for the introduction of a speedier 

steamer service in Assam for the carriage of 

passengers and mail-. The steamer companies were 

somewhat slo.w in responding to the demand, since 

it was felt that there was not enough cargo to 

make a more frequent service profitable. In 

1880, therefore, the Assam Government threatened 

to introduce their own steamers to fill the gap. 

In 1882 the Rivers Steam Navigation Company 

accordingly entered into an agreement with the 

Assam Government for a daily service between 

Dubri and Dibrugarh. Thus began the Assam Mail 
• 

Service, 


As competition was proving harmful to 
both the Companies, the India General Steam 
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Navigation Company and the Risers Steam Naviga>- 
tion Company entered into an agreement to share 
the profit8 on the main line service*. This 
arrangement, however, terminated in 1888 and 
competition again started between them. In May 
1889# however, a fresh agreement was entered into 
in London whereby all main line and despatch 
services were to be worked jointly on the basis 
of equal block and equal profits, and all future 
extensions, negotiations and contracts were to 
be entered into jointly. By June 7, 1889, 
negotiations were completed and since then the 
two Companies have been working as p ar tners, 
although they maintain separate managements a»d 
fleets. Operational control, however, is exer¬ 
cised on a joint basis* 

The Canges Despatch Service was started 
by the India General Steam Navigation Company 
in a rather irregular way between Damukdia and 
Rampore-Boliah (Rajashahi) in 1888. A ferry 
service was also provided between Kushtia and 
Patna followed by a further service between 
Patna and Revdganj. These detached «ma.n , sen- 
. vices were later linked up by a dally service 
between Goalundo and Patna in 1894. Direct 
running between Cachar and Calcutta had also 
been started in 1889. 

In 1889, the year of a great religious 
festival, the Railway steamers were unable to 
carry the entire traffic and the Rivers Steam 

Company plied their vessels to relieve the 

• «• 

congestion much against the wishes of the Railways 
who denied them the use of their landing ghats. 
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After a good deal of negotiations, however, an 

agreement was reached allowing the India General 

\ 

Steam Navigation Company to run through to 
G-oalundo from Cachar without transhipping cargo 
at Narayanganj. The Railways, howevor, retained 
the traffic between Goalundo and Narayanganj till 
July 1895 when by mutual agreement they withdrew 
their steamers and both the India General and 
Rivers Steam Companies ran their fleet on joint 
account direct between Goalur.do and Cachar# In 
this way came into existence the Rudda Mail 
Service. In 1896 the India Cooaval Steam Naviga¬ 
tion Company participated in the new .Railway 
project, viz .. the extension of the Mymensingh 
Railway from %mensingh to •T-mn.innr, A special 
service of steamers was also inaugurated between 
Calcutta and Cachar in 1897. In 1897, the Joint 
Steamer Companies took over the fleet of another 
private Company and regular sailings connecting 
Khulna with Barisal and Jalakhati began in 1899 
and a Mail Service was opened between Narayanganj, 
Chandpur, Barisal and Khulna via the Xaleegunga 
and Madumateo rivers. 

As a result of the interest which the 
India General Steam Navigation Company had 
acquired in the Mymensingh Railway, its name 
was changed to that of the India d-eneral Naviga¬ 
tion and Railway Company Ltd. The change of the 
name was partly due also to agitation amongst 
the shareholders. As the bulk of the money 
for this company came from England, there was 
a strong feeling among the shareholders that 
the headquarters of the Company should be in 



- 24 - 


London rather than in Calcutta. The tea industry- 
had also its headquarters in London. Moreover, 
the Registered Office of the Rivers Steam 
Navigation Company - the close associate of India 
General - was also located in London. The India 
General Navigation Company, therefore, went into 
formal liquidation on the 30th March 1899 and a 
new Company was formed on 1st July 1899 under 
the changed name. 

b 

In 1903 revised arrangements for the 
interchange of traffic with both the Eastern 
Bengal and Assam Bengal Railway were concluded. 

In 1904, the Eastern Bengal Railway agreed to 
an arrangement conferring equal rates for tea 
from the Dooars, and the Joint Steamer Compa¬ 
nies thereby obtained a share of this important 
traffic via Dhubri. The Assam Sunderbans 
Despatch Service was opened in 1904 to bring 
tea dire.ct from Assam to Calcutta without 
transhipment at Goalundo. 

The two companies were since then 
rendering transport services till 1941, when 
they were called upon by the Government to assist 
them in organising inland water transport in 
Iraq. The Companies deputed certain of their 
officers to Iraq and they submitted their report 
in September 1941. During the year 1939-41, the 
Companies had to transfer 16 steamers, 4 flats 
and 7 barges to Iraq, and it became impossible 
for the two Companies to run their services 
individually. Consequently the direct service 
block of both companies was run jointly with 
effect from December 1941 and the freight was 
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credit od to their joint account* 

In 1941 and 1942 the policy of the 
Government was to relieve pressure on the railways 
as much as possible by diverting traffic to river 
routes, wherever possible. Among the steps taken 
to this end were the taking over of traffic at 
Manihari Ghat; diversion of traffic via Pandu to 
via the Sunderbans, Silghat, Sokilamukh or Dlbrugarhj 
through booking of teas to Karachi by river and 
rail routes via Manihari Ghat for Cachar and 
Sylhet traffic and via Dhubri steamer ghat for 
Assam valley traffic during the period Caloutta 
was closed to ocean shipping; through booking with 
‘the E. I. Railway via Sahibganj Ghat for traffic in 
non-perishable goods to stations in Eastern Bengal 
and Assam, and through boohing with the B. & N. W. 
Railway via Palez-a for sugar traffic to Assam and 
Bengal stations. 

In order to meet the various Military and 
Government transport demands, the following 
services had to bo closed or restricted:- 

S ervices cl o sed. 

1 • Amingaon-KokHamukh. 

2. Dhubri-Goalpara. 

3. Magura. 

4. Kalia-Boalmari. 

5. Barisal-Chittagong. 

6. Khulna-Madaripur Express. 

7. Barisal-Bhowaniganj, 

8. Madaripur^-Tarpasa Express. 

9. Barisal-Patuakhali Express. 

10. Barisal-Jhalakatio 

11. Hularhat-Banaripara. 

12. Patuakhali-Khopupar? 

13. Patuakhali-Amt oli. 
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Services restricted. 

The following services were converted «to 
alternate day services from daily services:- 

1. Bordutti Feeder. 

2. Goalundo-Bahadurabad. 

3. Narayanganj-Bhairab-Chhatak. 

4. Dhallessary* 

5. Barisal-Madaripur. 

When in 1947, with the attainment of 
Independence, a partition of the countxy took 
place creating the new Dominion of Pakistan, the 
Joint Steamer Companies had to divide their 
fleet between the two countries - India and 
Pakistan. They are, however, still running 
regular services between Calcutta and North East 
India via Pakistan and are playing an important 
role in the transportation system of the 
country. 

There are at present the following 
services in India:- . 

Main line services . 

(Cargo) 

1• Assam Sunderbans Despatch Service. 

2. Cachar Sunderbans Despatch Service. 

3. Ganges Despatch Service. 

Feeder Services. 

(Cargo) 

Assam : 

1. Bordutti Feeder Service. 

2. Desang Feeder Service. 

3. Lakhipur Feeder Service, 

Ganges : 

1. Gogra Feeder Service. 

2. Ganges Feeder Service. 

Passenger Services : 

Tezpur-Silghat Ferry Service. 


Cargo Services * 


-2 


n 

t 


Assam Sun derban s De spat ch Service * 

This service is maintained for the carriage 
of goods between Calcutta (Jagannath ghat) and 
stations in Assam (Brahmaputra valley) in local 
and through booking with the railways* The 
number of sailings both in the Up and Down direc¬ 
tions is according to cargo offerings and the 
availability of vessels. On an average, the 
frequency 'of sailings is eight per week throughout 
the year* 

Cachar Sunde r bans D es patch Service * 

This service is maintained between Calcutta 
(Armenian Steamer Ghat) aud Siichar Ghat'and is 
rendered by main line scearners only during the 
monsoon. 

In the low water season between October 
and April, the service _s maintained by transhipping 
cargo at Markholi or Fon^*vT&anj (Pakistan) to 
Feeder Service steamers, and small barges and 
launches which maintain the service between 
these two stations and Cachar. 

Sailings from Calcutta average three per 
week all the year round. 

GgngosJService. 

This service is maintained between 
Calcutta (Nimtollah GV.t' and Patna. Normally, 
goods are carried from Calcutta by flats to 
Maniharighat where they are transhipped to large 
Ganges Despatch Steamers for Patna. This service 
operates throughout the yeax 1 and the average 
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sailings arte one or two per week according to 
cargo offerings. 

Dur ing about 6 weeks or so in the height 
of the rains only (July/August), the Ganges 
Despatch Service operates through the Bhagirathi 

( all India route) instead of via Pakistan, Only 

% 

goods traffic is cleared by this service, 

Peedey Services : (Assam): 

Bordutti Feeder Service , 

This is a daily feeder service from 
Subansirimukh to Bordutti connecting with the 
main Assam Sunderbans Despatch Service at 
Subaneirimukh. This service is maintained by 
amnii sterawheel steamers and small barges. 

Desang Feeder S ervice. 

This is maintained by Launches and 
barges for the clearance of cargo between 
Desangmukh and Rajabari Ghat connecting with 
the main Assam Sunderbans Despatch Service 
at Desangmukh, It is open only during the 
rains from May to September each year. 

Lakhinur Feeder Service^ 

This is a feeder service between 
Silchar and Fullertol and is operated only during 
the rains, from July to September, for carriage 
of tea and stores, 

Ganges : 

Gogra Feeder Service . 

Due to low river level, the m a in line 
steamers plying between Manihari and Patna on 
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the Ganges Despatch Service cannot proceed beyond 
Patna and a feeder service is run between Patna 
and Barhaj. This service is maintained by small 
stemwheel steamers and transhipment of goods 
takes place at Patna. Sailings are made according 
to cargo offerings, but on an average there is a 
service every alternate day. The service operates 
all through the year. 

Ganges Feeder Service. 

Due to low river level, the mainline 
steamers plying between Manihari and Patna on the 
Ganges Despatch Service cannot proceed beyond 
Patna and a feeder service is run between Patna 
and Buxar. This service is maintained by s mall 
stemwheel steamers and transhipment of goods 
takes place at Patna. Sailings aVe made according 
to cargo offerings, but on an average there is a 
service once per week. 

tagaQQg.tr -services. 

There are no passenger steamer services 

as such operating in India. Passengers are, 

however, allowed to travel by the Assam Sunder- 
* 

bans Despatch Service steamers, but in actual 
practice, very few do, on account of the delay 
involved and other more attractive means of 
travel. On the Ganges Despatch Service also, 
only goods traffic is cleared from Calcutta, 

V 

but passengers may travel on the large Ganges 
Despatch Steamers between Maniharighat and Patna 
or Maniharighat and Buxar or Barhaj. 

There is a daily service botween Tezpur 
and Silghat which carries goods and passengers 



between these two points on the north and south 
banks of the Brahmaputra. 

THROUGH BOOKING OP GOODS TRAFFIC . 

The Joint Steamer Companies have been 
having a system of through booking with the 
Railways for many years via the following princi¬ 
pal junctions:- 

Shalimar 

"C" Shed 

Dhubri 

Pandu 

Amingaon 

Tozpur 

Silghat 

Neamati 

Karimganj 

Manihari 

Paleza 

Dibrugarh (temporaxily closed)* 

The volume of traffic handled by the Joint Steamer 
Companies both in local and through booking with 
the Railways can be gauged from the following 
table 


TRAFFIC TO CALCUTTA. 


Years. 

From Assam. 
(Tons) 

jFrom Cachar.: 
(Tons) i 

From Ganges, 
i. (Tons) 

| Total. 
(Tons) 

1 9 5 1; 

3,81,202 

40,874 

612 

! 

;4,22,688 

1 9 5 2| 

3,10,444 

35,825 | 

6,509 

3,52,778 

19 5 3 

3,91,114 

37,090 ' 

| 6,234 

'4,34,438 

19 5 4 

3,12,142 

43,225 

i 3,011 ‘ 

,3,58,378 

19 5 5 
(Upto 
Oct). j 

2,35,565 

| 35,998 

1 182 

2,71,745 
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TRAFFIC FROM CALCUTTA. 


Years. 

USI 

p«|EES2Sl' 

MHtimSwm 

To Ganges. 
(Tons) 

To Tripura. 
(Tons) 

Total. 

(Tons) 

1951 

4,46,160 

; 73,081 

49,706 

8,142 

5,77,089 

1952 

3,92,071 

! 72,496 

36,395 

10,328 

5,11,290 

1953 

2,06,747 

i 47,260 
j , 

24,418 

! 15,279 

2,93,704 

1954 

3,07,622 

! 54,165 

42,660 

17,512 

'4,21,959 

1955 

3,21,904 

53,567 

27,942 

! 12,758 

'4,16,171 

(JJpto 


t 




Oct). 


i \ 

« 

il 

L _i.. 


INTERMEDIATE TRAFFIC. 


Years. 

Assam 

Internal. 

(Tons) 

Ganges 

Integral. 

(Tons) 

'Ganges to j 
| Assam. | 

' (Tons) ' 

Assam to 
Ganges. 
(Tons) 

! Total. 

; (Tons) 

1951 

1,29,539 

6,91|J 

29,843 j 

593 

'1,66,894 

1952 

1,31,464 

2 ,0l|« 

j 22,665 ' 

271 

4,56,415 

1953 

1,26,959 

7,060 

| 18,625 ' 

523 

1.53,167 

1954 

95,797 

15,325 

| 44,413 

381 

1,55,916 

1955 

(Upto 

Oct). 

42,133 

25,969j| 

| 34,965 ’ 

*115 

11,03,182 



* « 

| 


♦This is upto end of June 1955« 


































CHAPTER III. 


FREIGHT RATES* 

"The dominant economic fact of our own 
age is the development not of. the manufacturing, 
but of the transport industries ,; says Marshall 
in his "Principles of Economics". 

Effective transportation is indispensable 
to economic progress, and no nation can reach any 
advanced stage of development without, adequate 
facilities for moving goods and people. 

The consumers in modem times normally 
enjoy the benefits of many goods that are not 
produced in the immediate vicinity, on account of 
unsuitable climate, lack of raw materials or 
other limiting factors. Such goods are acquired 
by means of an exchange of things that can be 
produced locally, and the exchange is made 
possible by cheap transportation. 

Reasonably cheap rates are essential for 
the economic life of a country. The Government 
of India have, with this object, recently 
appointed Committees to examine the freight rate 
structure of the Railways and also to explore 
possibilities of better co-ordination between 
railways and coastal shipping so that the general 
public may get better and cheaper transport 
facilities. 

The chief complaint made by the public- 
was that the Joint '^mpanies' freight 

rates were exorbitant. The questionnaire that 
was issued by me to recognised Chambers of 
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Commerce functioning in the area where the 
Companies operate their services, included 
the following questions:- 

1 i Do you consider the present freight 
rates charged by the Joint Steamer 
Companies excessive? 

2. If so, what reasonable rates do you 
suggest and on what basis. 

3* Are wharfage rates charged by the 
Joint Steamer Companies excessive 
and do they allow sufficient "free 
delivery" period? 

4# Do you consider that the "customs 
examination charge" levied by the 
Joint Steamer Companies is unjusti¬ 
fied or unreasonable or too high? 

5. Is there any grievance that the 

Joint Steamer Companies discriminate 
between various shippers in respect 
of freight rates? 

I have carefully scanned the replies 
received and have also considered the oral 
evidence tendered at the various meetings 
convened by me. Excepting the Indian Tea 
Association, Calcutta, who have stated that, 
while they would no doubt welcome any reduc¬ 
tion that the Joint Steamer Companies can make 
in their existing freight structure, they are 
satisfied that the present rates are not exces¬ 
sive, all the Chambers of Commerce and Trade 
Associations, various merchants and the Govern¬ 
ments of Bihar and Assam have complained about 
the unreasonable excessiveness of the freight 
rates at present charged by the Joint Steamer 
Companies. The burden of the complaint is that 
the Joint Steamer Companies have increased their 
rates by several hundred per cent over their pre-war 
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rat eo and that they are fleecing the public by 
exploiting their monopolistic position. Comparison 
has been sought by these Associations with the 
rates charged by the ocean going ships, by other 
shipping companies and the Railways. It is also 
argued that if smaller Indian Steamer Companies 
operating between Calcutta and certain stations in 
Assam can offer lower rates, it is unreasonable 
that the Joint Steamer Companies should charge 
higher rates. While recognising that the Joint 
Steamer Companies have been working under 
considerable handicaps and that certain disparity 
in the rates charged by them and those charged by 
the railways is bound to exist, the Chambers of 
Commerce argue that the Joint Steamer Companies, 
being in the nature of public utility concerns, 
should regulate their rates of freight in such a 
way that while securing them reasonable profits, 
they would not impose a heavy burden on the users 
of inland water transport services. 

The Darrang Chamber of Commerce, Tezpur, 
has suggested that there should be pooled rates 
of freight so that the increased burden.thrown 
on Assam may be shared by the rest of India. It 
is not clear how the pooling of freight rates 
can be operated throughout India as the Joint 
Steamer Companies are having their services only 
on the Ganges and the Brahmaputra, and in 
Cachar. The economics of transport demand that 
the distance factor must normally be reflected 
in rating, although it is equally true that 
rates between places frequently ignore or 
partly ignore distance, because if goods were 
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to be charged strictly according to distance, 
the .volume of traffic would be smaller, depend** 
ing upon the ability of particular commodities 
to bear the rates. I do not know of any trans¬ 
port carrier pooling its rates to benefit a 
particular region. Presumably the Chamber 
suggests subsidising the freight rates of the 
Joint Steamer Companies to enable the shippers 
to enjoy the benefit of uniform rates, as has 
recently been done in respect of fertilisers 
moving by rail ex Sindri. This question is 
beyond the scope of my enquiry. 

Attention has been called by the 
Chambers of Commerce to the rates charged by 
ocean going ships, by other shipping companies 
and by the Railways. A comparison has also been 
sought to be made with the Joint Steamer Com¬ 
panies’ pre-war rates and their cost of opera¬ 
tion. It has also been suggested that the 
relativity of the incidence of freight rates 
should be with regard to the. p-rices of oonsuaer 
goods. 

A comparison of the Joint Steamer 

Companies’ rates of carriage with those of the 

ocean going ships is not reasonable since the 

conditions of carriage are entirely different* 

Ocean going steamers are able to move much 

larger quantities at a time, as compared to the 

steamers plying on inland waters. Increasingly 

longer distance enables the carrier to charge 

a correspondingly lower mileage rate. Other 

\ 

items such as employment of labour and cleri¬ 
cal staff in regard to inland water transport 
are also different,. Moreover, excepting .a few 
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main items of export like tea and jute moving 
from Assam to Calcutta, the bulk of the Joint 
Steamer Companies’ cargo is for internal consump¬ 
tion. I do not, therefore, think that a comparison 
of the Joint Steamer Companies* rates with the 
rates of coastal or maritime shipping is likely 
to serve any useful purpose. . . 

As regards the comparison ..between the 
rates of the Joint Steamer Companies and those of 
other Indian Steamer Companies, it may be stated 
that the latter are concentrating on the Brahmaputra 
only and do act run services in Bihar and on Cachar 
rivers which are reported to be unattractive. They 
get the benefit of the channel marking, lighting 
and river conservancy maintained by the Joint 
Steamer Companies and enjoy the free use of 
service arrangements provided by the Joint Steamer 
Companies at all customs posts. They do not provide 
facilities by way of storage godowns, nor do they 
perform loading and unloading operations. A 
representative of the Pioneer Shipping Co., told 
me at Sauhati on 3.5.1955 that their handling 
charges were practically nil, as all handling was 
done by the consignors and the consignees them¬ 
selves. Their cost of operation is thus very 
much lower than that of the Joint Steamer Companies. 
Moreover, some of these Companies are reported to 
have no fixed freight chart. Neptune Navigation 
has stated that freight rates vary from time to 
time according to circumstances and demand for 
space. Last but not the least important in this 
context is the quality of service offered by the 
Indian Steamer Companies as compared with that of 
the Joint Steamer Companies. To quote the words 
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of the Bhara + Chamber of Commerce, Calcutta; 

"Security and delivery arrangements 
of this small Indian Companies are 
also stated to be considerably worse. 

The tiime taken by these companies 
for traffic over the same distance 
is al'so reported to be longer. All 
these deficiencies create a sense 
of unreliability in the Indian 
Companies outside the group of the 
Joint Steamer Companies. " 

Almost all the Merchants Chambers have complained 
that the shipping documents issued by the Indian 
Steamer Companies are not accepted for advance 
of loans etc., nor are these documents admitted 
for business transact ions by the Indian Jute 
Mills Association. The Bharat Chamber of 
Commerce even requested that I should go into 
the complaints against the Indian Steamer Companies 
and suggest ways and means for putting them on a 
more sound apd efficient foundation. This is 
beyond the scope of ray enquiry. In transportation 
efficient service is as important as reasonable 
rates. Reliable service is even more important 
than rates. While I have not a word to say 
against th Indian Steamer Companies’ working, 

I think, in view of the position explained above, 
a comparison of their rates with the rates of 
the Joint Steamer Companies is not helpful. It 
is often possible for small operators covering a 
select run to offer cheap rates even at the cost 
of efficiency. 

A suggestion has been made that the 
Joint Steamer Companies' rates should be brought 
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as near 1938 level as possible, after allowing 
them a fair rise in keeping with the increased 
cost of operation. The Joint Steamer Companies 
do not deny that their rates have been raised 
considerably in the past. It has been calculated 
that the average increase in the rates works out 
to 324$ of what they were in 1938. The increase 
in their operational cost has, however, been 
much more. The increase in operational cost 
during 1953 (excluding depreciation) over that 
during 1938 works out as follows:- 



Increase in 

1252 QY£r 
1328.. 

Percentage of 
1953 total 
expenditure. 

Vessel Repairs 

557.1<¥ 

19.20 

Landing and Shipping 
(Handling) 

268.05% 

7.71 

Crews Wages 

192.19% 

13.83 

Fleet Fuel (Coal and 
Oil) 

285.64% 

20.40 

Establishment 

426.67% 

13.95 

Miscellaneous 

338.33% 

24.91 


Moreover, the present economic.conditions are 
quite different from what they were in 1938* It 
is common knowledge that the economic pattern 
of the country has entirely changed after the 
war. Railways also had to increase their rates 
from time to time to meet the increasing costs 
of operation. It is, therefore, not reasonable 
to expect that the Joint Steamer Companies 
should stick to the 1938 level of rates as far 
as possible. 

As regards a comparison between the 
freights charges by the Indian Railways and the 
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Joint Steamer Companies, it may be stated that 
water transport is normally slower than rail* 
Another disadvantage of water transport is the 
susceptibility of goods to atmospheric condi¬ 
tions. Mojroover, in comparison with the railways, 

water carriers comparatively need less capital, 

• * 

both in the absolute sense and in relation to 
the volume of business. As regards the way, the 
investment - is negligible when compared with that 
of the railways, as the waterway is provided by 
nature. Hates of water transport are in all 
countries, therefore, fixed’ so as to offset the 
'slowness and other disadvantages of water trans- 
portatioh, and in America they are 20 per cent 
less, on the basis that the charges for the water 
® hould ^e.30. per cent of the rail road rate. 
•Jhis ^ving of 20 per cent on the basis of direct 
all-water route makes the rail-water route lower 
than tho all-rail route, in spite of the circuity 
of the water route. 

All major forms of transportation in 

America have been financed in the past from 

public funds, which may be described as pecuniary 

grants made by Government without any diroct 

consideration thorefor. Subsidies to water 

transportation have generally taken the form of 
• • 

direct outlays for tho way itself, for the 
construction of terminals and for other aids to 
navigation. In India, however,' the position is 
different. Excepting partial grants made by 
the State Governments of Uttar Pradesh, Bihar, 

West Bengal and Assam for bandalling work on 
Ganges and in Assam, the Joint Stoamer Companies 




Not appended 


•Appendix 2 
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do not receive any subsidy for the development of 
water transport* Adoption of the American yard¬ 
stick for comparing rates charged by the Joint 
Steamer Companies, with those charged by the 
Railways would not, therefore, be proper. 

The Joint Steamier Companies do not publish 
annual budgets, nor do they publish Administration 
Reports (other than ‘those submitted by the 
Directors to the share holders) as the Railways 
do. It is not, therefore, possible to determine 
how much traffic and what earnings therefrom they 
expect in any particular year. They do not also 
work out their cost of operation like the Railways 
on a 'per mile per maund/ton' basis to ascertain' 
what profit the level of their rating would earn. 
The Joint Steamer Companies have, however, filed 
their audited Balance ^Sheets for the years 1.938 
and 1947 to 1953. An examination of these shows 
that the Rivers Steam Navigation Co*, Ltd,, ... 
suffered a heavy loss in 1947, but was able to 
pull through subsequent years t-ill 1953, when it 
again had a heavy working loss. India General 
Navigation and Railway Co., Ltd., also suffered 
losses 'in 1947 and 1949, but managed .to- make a 
profit during the subsequent years. Their 
audited Balance Sheet for 1953' has* not. been 
available, but from what has appeared in the 
Hindustan Standard** of 10.2.1955, the working 
of 1953 shows a loss of £.117,091. After taking 
into account the balance brought forward from 
the previous years on account of depreciation, 
there was a net debit balance of £.138,620. Of 
course during the year in question, the Joint 
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Steamer Companies incurred an expenditure of 
Rs,7*5 luce on Towing Trials conducted under the 
aegis of the Economic Commission for Asia and 
the Par East. The fact that the India General 
Navigation and Railway Company Ltd., is running 
at a loss has already given rise to rumours that 
the Company may close its services on the Ganges. 
Any recommendation made for a revision of the 
rating structure of the Joint Steamer Companies 
should necessarily keep this consideration in 
view. 

Although I have said previously that in 
America, relation between the rail rates and 
rates of inland water transport is maintained on 
the theory that all water rates are 20 per cent 
lower than rail rates irrespective of distances, 
the same could not be rigidly adopted in India. 

In complaining against the Joint Steamer Compa¬ 
nies' freight.rates as compared.to Railway 
freight rates, the public seem to have irnored 
the eloment of distance involved in the two kinds 
of transport. . It has been often said that the 
Steamer Companies' rates from Calcutta to Assam 
stations were in the past lower than the rail 
rates, whereas npw even with the longer run 
involved on the Assam rail link the position 
has turned in favour of the railway rates. The 
primary reason for this reversal in favour of 
the Railways is that, in pursuance of their 
general policy, the railways have, with effect 
from 1.2.1952 abolished inflated mileage on the 
Assam rail link reducing, the distance for 
charge considerably lower than the river route. 
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Actual checking up of the distance between 
Calcutta and stations in Assam and for that 
matter any two stations on their services on the 
Ganges also, indicates that the river distance 
has been and still continues to be longer than 
the rail route. The comparative distances from 
Calcutta to certain places are shown belows- 



B.v Rail. 

By River. 

Percentage of 
River distance 
longer than by 
rail. 


(Miles) 

(Miles) 

Calcutta- 
Gauhati 

635 

826 

32 

Calcutta- 
Patna 

325 

919 

183 

Patna- 

Gauhati 

583 

795 

36 


The Joint Steamer Companies, however, discount 
the mileage by 200 miles in the case of bookings 
from Ganges stations to Assam and 100 miles in 
the case of Ganges stations to Cachar, 

It cannot be disputed that the freight 
rates by any mode.of transport have got to be 
revised from time to time to fit in with the 
changing economic pattern of the country and the 
growing demand for transport. On the railways 
also the freight rates have been changed from 
time to time, the last change being made with 
effect from 1.4.1955> said to have been designed 
"to secure additional revenue which is necessary 
for the financial stability of the railways 
during the next quinquennium". 

Rates on the railways fall into three 
divisions:- 

1, Standard telescopic class 
rates; 
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2 * Standard telescopic wagon 
load scale rates; ana 

3» Station to Station rates. 

In addition to freight calculated on the standard 
telescopic class rates or wagon load scale rates, 
there are certain incidental charges payable by 
the consignors, such as terminal charge, 

transhipment charge and wharfage or demurrage 
charge. 

I propose to examine below the various 
■"incidental .charges", th<=> class rates and the 
special rates levied on the Joint Steamer 
Companies’ cervices in the light of corresponding 
charges prevalent on the railways. 

CUSTO^JSXftMIN AT ION CTAffl fiL 

There is a good deal of confusion a™pn g 
the shippers as to what this charge represents. 
Some Chambers feel it paradoxical that the Joint 
Steamer Companies should collect from the 
merchants a levy which Government intended the 
Joint Steamer Companies to pay. Others have 

complained that whilst this charge is being 
realised from shippers, the consignor's staff 
has to do everything in respect of customs forma¬ 
lities, They argue that, when the Joint Steamer 
Companies book goods and recover freight there¬ 
for, ic is mi obligation on them to get the 
steamers.examinee. The exact basis of this 
charge has, however, been appreciated by 
some Chambers who feel that the fault i s not 
that of the Joint Steamer Companies, but is 
inherent in the present system of customs 
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clearance. They suggest that suitable action 
should be taken at Government level to eliminate 
avoidable customs delays. 


Customs examination charge was first 
levied on the railways with effect from 1.1*1951. 
Rule 5 of Chapter VIII' of. the North Eastern 
Railway (Pandu Region) Goods Tariff Part I-A 
contains the following provision:- 


"Customs examination charges at the 
following scales are leviable on all 
goods traffic booked between stations 
in India and stations in Pakistan and 
also on all goods booked from a 
station in India to a station in India 
via Pakistan or from a station in 
Pakistan to a station in Pakistan via 
India; 



Additional charge to be levied. 


All traffic 
except in 
S wagon loads 


Rate 

per maund 


Traffic 

in 

wagon loads 


Rate 

per maund 


Rs 


(i) Prom a station in 0 0 6 0 0 3 

India to a station 
in Pakistan. 


(ii) Prom a station in 0 0 6 0 0 3 

Pakistan to a 
station in India. 


Ciii) Prom a station in 0 1 0 0 0 6 

India to a station 
in India via 
Pakistan. 


(iv) From a station in 0 10 0 0 6 

Pakistan to a 
station in Pakistan 
via India. 


Booking from one station to another in 
India via Pakistan or from one station to 
another in Pakistan via India was, however, 
suspended on the Railways for some time. 
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Through-India-Pakistan goods traffic has now been 

restrored wit a effect from 1.5.1955 and "customs 

examination charge" according to the above scale 

is levied on all rail traffic. The procedure is 

described in North Eastern Railway Circular* No. *Not appended* 

RG/G-152/CT/CRDII dated 25.4.1955. This charge 

is realised by the Railway Administration and has 

nothing to do with the Customs Department of the 

Government of India. 

The Joint Steamer Companies also have 
introduced this charge on their services with 
effect from 1.6.1951. The charge is 6 pies per 
maund for each bordei>-crossing, so that in respect 
of inter-country traffic the total charge is six 
pies per maund and in the case of "In transit" 
traffic i.e., India to India passing through 
Pakistan, the total charge is one anna per maund. 

While it partly reimburses the cost of accommoda¬ 
tion and other facilities which the Joint Steamer 
Companies have to provide at border stations to 
the Government staff required for the checking 
of vessels, the charge is mainly intended to 
compensate the carriers for the overall loss of 
efficiency and earning capacity of their fleet 
caused by the detention of vessels, on account 
of the introduction of customs and security 
facilities. These check posts on the Calcutta- 
Assam Calcutta trip are as many as eight in 
number,, and the total detention time is estimat¬ 
ed approximately at 10$ of the total time taken 
for the voyage. In this connection, the Joint 
Steamer Companies have furnished a *stateraent *Appendix 5* 
showing the average detention times of steamers 
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on the Calcutta-Assam run. The statement is not 
exhaustive, but is fairly illustrative. During 
my inspection tour of the Ganges, the detention 
of the vessel "S. W.Mars" at. Lalgola was noticed* 
•The steamer called in at 15.00 hours and the 
Passport Officials boarded it at 16.15 hours, 
followed by Customs Officials at 16.30 hours. To 
avoid this delay the Joint Steamer Companies 
have provided accommodation on the Receiving 
Plats, but this is not being used by Customs 
Officials as being inadequate. The vessel cleared 
at 18-40 hours. The steamer was thus detained for 
3 hours and 40 minutes. Prom international 
standards as witnessed on the Rhine in Europe, 
this delay is excessive. 

It may as well be argued that no levy 
should be charged from shippers for the detention 
of the vessels for customs examination over which 
they have no control. Similarly the detention 

t 

is beyond the control of the Joint Steamer 
Companies, which also, are made to suffer for 
no fault of theirs. The principle is more or 
less the same as io involved in the payment of 
"waiting charges" for the hire of motor taxis, 
when the taxis have to 3top at closed level 
crossing gates or due to a traffic jam on the 
way. Neither of these conditions is occasioned 
either by the taxi driver or the passenger; 
it is beyond the control of either. Yet for 
the loss of his time the taxi driver charges 
the passenger according to a fixed schedule 
in addition to his normal charges and the 
passenger has to pay it. 



I do not find anything objectionable in 
the Joint Steamer Companies realising a customs 
examination charge from the shippers. The charge 
may be allowed to stand as it is. 

BOATING CHARGE : 

No definite date of the first introduc- 
• . 

tion of this charge could be traced, but the 
• • 

Joint Steamer Companies have stated that the 
principle has been in force for many years 
although its application may not have been enforc¬ 
ed. The system of levying this charge at 
destination stations up-country only arises when 
the vagaries of the river, principally during 
the low water season, prevent the vessels berthing 
along the bank to enable the cargo to be landed 
or loaded. The only alternative to the imposition 
of the charge could be the closure of the ghat 
or ghats, and that would involve a greater hard-* 
ship to the merchants. 

The position has been in the past and 
still is that where the cost of boating is sm all » 
it is defrayed by the Joint Steamer Companies 
themselves, but wherever the co.st is substantial* 
they recover a portion thereof from' the shippers 
by the levy of an additional charge. The 
approximate cost of "boating” is converted to a 
per maund basis on estimated traffic normally 
moving and is levied as a separate charge only 
during the period when boating is necessary. 

The Joint Steamer Companies have, as a matter of 
compromise, begun to bear the first anna of this 
cost and only the remainder of the cost is 
transferred to the shippers. . The following 



-48- 


boat ing charges wore till recently in forcei- 

Nprth Bank Actual Boating Date of 

stations cost charges intro-* 

■ in Assam* per md . imposed . duction . 

fts* a* p. Rs» a* p» 

1. Bishnath 026 0 1 6 10.11.1954 

2. Kathanibari 026 016 10.J1.1954 

3. Tezpur 036 026 4.12.1954 


V/ith effect from 28.10,1954 a boating charge of 
Re.0-2-0 per maund, based on the actual cost, was 
levied also at Dibrugarh, where due to low river 
levels the main bank road connections within 2 
miles could not be reached by the steamers. 


With the rise in the river level, this 
charge is withdrawn sometime in May every year. 

It is submitted by the merchants that 
when the Joint Steamer Companies have received 
the freight on goods and have offered to carry 

• 

the same to the destination, imposition of a 
further charge for boating is unjustified, and 
that all charges incidental to carriage should be 
borne by them. On my inspection trip in Assam, 

I have seen the location of Tezour ghat and 
Bhomraguri ghat. It is not, as is the common 
assumption, that the steamers do not go up to 
their destination (fezpur) and the remaining 
portion of the voyage is done ia country boats. 
Bhomraguri is 5 miles upstream of Tozpur and 
because of shallowness of water near Tczpur ghat, 
the steamers have to make a detour and go up¬ 
stream to Bhomraguri whore goods are unloaded 
into receiving flats and transported to Tezpur 
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downstream by country boats, I.have not been able 
to visit Bishnath and Kathanibari ghats. No 
carrier can be expected to carry cargo by country 
boats at his cost, especially as they have to be 
hired out from others. 

As regards the charge, as already stated 
the Joint Steamer Companies have to hire country 
boats and they would naturally hire them at the 
lowest rates available. Normally, if the Joint 
Steamer Companies had been flourishing, they 
might have borne the entire cost themselves, but 
as things stand, they have to pass on the incidence 
of this extra charge to the shipper. At Tezpur, 
however, the Joint Steamer Companies have agreed 
to deliver cargo at Bhomarguri to such merchants 
as have offered to make their own arrangements 
for transport by road to Tezpur. 

DEMURRAGE CHARGE : 

Demurrage charge is not strictly speaking 
a charge for any specific service rendered by the 
carriers nor is it a compulsory levy. While it 
also represents an element of rent for the use of 
the carriers' premises, it is really intended to 
be a penalty imposed upon the shippers for non- 
clearance of cargo within the specified period. 

The basic idea in imposing this penalty is to 
expedite clearance of «;\::-.ri' o rs' vessels and 
godowns. The points for examination are, there¬ 
fore, two-fold: - 

1. Whether the shippers are allowed a 
reasonable time for clearance; and 

2. Whether the charges recovered as 
penalty for failure to clear goods 
within the "free time" are justi¬ 
fied. 
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Uni ike the railways, which charge demurrage 6n 
wagons, and wharfage on goods, detained in excess 
of the fixed free periods, the Joint Steamer 
Companies have only one charge, namely demurrage, 
which term is applied to charges levied by them 
on account of both vessels and goods which are 
not cleared by the<consignors/consignees within 
the stipulated free periods. 

Demurrage charges have been levied by the 
Joint Steamer Companies for many years, but the 
rates charged in the early years on the different 
services are not now ascertainable. The Joint 
Steamer Companies' Goods Tariff in force in 1927 
shows that the "warehousing or storage charge", 
a,s it was then termed, as applied to every kind 
of goods was as follows:- 

Free storage time. Inward Cargo. Outward Cargo. .. 


All stations 
except Calcutta 

Str. ghats 

||6 

hours 

5 

days 

All Calcutta Ghats 
except Nimtollah 

Ghat and T.T,Sheds 

2 

days 

2 

days 

Nimtollah Ghat 

•*> 

days 

3 

days 

T.T.Sheds 

7 days 

m 

— 


Charges : (After expiry of prescribed free storage 
t ime) 

Single packages Re. 6-1-0 per day. 

Consignments exceeding Re. 0-0-3 per maund per 
single packages day for first 

24 hours and 
up to one week. 

Re. 0-0-6 per maund per 
day there¬ 
after. 
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T.T.Sheds Rs. 0-2-0 per chest 

(any size) 
for first 
month or 
part of 
first month. 

Rs. 0-0-6 per chest 
per week 
there¬ 
after. 

Plat (vessel) demurrage charge ? Rs.50/- per 
day for small flats and Rs.100/- per day for large 
flats at Companies' discretion, for undue delay 
in discharging flat-load cargo. 

In 1938 the- Joint Steamer Companies 
allowed a free delivery period of 48 hours in 
Calcutta and 96 hours in Assam, Cachar and Bihar 
in the case of general cargo. At present, except¬ 
ing T.T.Sheds, Calcutta, where 7 days are allowed, 

48 hours only are allowed at all places. Like 
the Railways, the Joint Steamer Companies also 
allow Sundays and special holidays as dies non . 

The Railway rules on the subject are 

sufficiently elaborate and each zonal railway is 

empowered to make rules for separate stations 

specifically. The basis is, however, broadly 

laid down by the Ministry of Railways in their 

♦notification N 0 .IO 8 O-T dated 18.12.1926 as *Not 

appended. 

corrected upto 1.2.1954. These rules provide 
a minimum free delivery period of 24 hours. In 
actual working, however, in certain cases it 
may exceed 24 hours subject, a .uaxinmm of 36 
hours depending upon the time of arrival. 

Just as on the Railways certain officers 
have the power to waive demurrage, the Agents 
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end ix 


and Superintendents of the Joint Steamer Companies 
have authority to waive or reduce the demurrage 
charges or extend the free delivery period 
according to the circumstances of each case and 
availability of godown space. In August 1954, on 
a representation from the merchants of Bordutti 
ghat regarding their difficulties in clearing 
cargo by reason of non-approachability of ghats 
due to rains, the Joint Steamer Companies extended 
the free storage period to 96 hours for all general 
cargo for one month. A general liberalisation of 
'•free period" is, however, bound to adversely 
affect the clearance of cargo. I do not think 
tjhat the "free period" is either short or un¬ 
reasonable. 

A ^statement is appended indicating the 
charge levied in 1938 on general cargo booked on 
the Joint Steamer Companies' services. These 
^<3 rawig in-ftri. urmhruagAri in the. Case- of CachaX 
and Bihar till 1.12.1953. Ibis statement also 
indicates the charge at present levied. In the 
case of tea shipments, however, after a free 
period of 7 days is allowed at T.T.Sheds 
(Calcutta), the demurrage charges are Re.0-2-3 
per chest per week or part thereof. 

» 

As already stated the Railway rules on 
the subject are elaborate and wharfage charges 
vary from station to station depending upon local 

r 

conditions. At certain stations telescopic 
rates have been provided. The basis is, 
however, Re.0-1-0 per maund or part of a maund 
per day or part thereof, notwithstanding whether 
the goods are warehoused under cover or kept in 
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cne open,, as the space may be available* Wharfage 
is levied at this rate in respect of goods left 
on railway premises either for booking without 
acceptance of Forwarding Note3 or after delivery 
or not taken delivery of within the free period 
allowed. The fundamental difference between the 
Railways and the Joint Steamer Companies' working 
is that whereas in respect of goods brought to 
railway premises without Forwarding Notes the 
Railways charge wharfage, although goods lie at 
the owner's risk, the Joint Steamer Companies do 
not levy any such charge in respect of oargo 
dumped on their premises in anticipation of 
acceptance of Forwarding Notes. 

In the case of wagon loads, the railways 
allow only six hours of day light for either 
loading or unloading irrespective of the carrying 
capacity of the wa~on and levy thereafter a charge 
of Re.0-1-0 per ton or part thereof per hour 
according to the marked carrying capacity. The 
Joint Steamer Companies levy no charge if the 
following- scale for loading and unloading is 
followed by shippers: 



Minimum loading 
required in 

24 hours. 

(Maunds) 

Minimum unloading 
required in 

24 hours. 
(Maunds) 



Elsewhere. 

Calcutta. 

Elsewhere* 

Flats 

5,000 

4,000 

4,000 

3,000 

Barges 

Full capa¬ 
city. 

Full capa¬ 
city. 

Full capa¬ 
city. 

Full capa¬ 
city. 


If the average daily rate of loading or 
unloading falls short of this standard, demurrage 
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at the following rates is levied:- 


Flats of oarrying capacity Rs.200/- per day or 
upto 500 tons, in Calcutta part of a day of 24 
and in the Mofussil. hours. 


Flats of carrying capacity Rs.400/- per day or 
exceeding 300 tons in part of a day of 24 
Calcutta and in the Mofussil. hours* 


Barges of carrying capacity 
upto 50 tons in Calcutta 
and in the Mofussil. 


Rs. 35 /- per day or 
part of a day of 24 
hours. 


Barges of cariying capaoity Rs.70/- per day or 
exceeding 50 tons in part of a day of 24 
Calcutta and in the Mofussil. hours. 


I do not consider the scale adopted by the 
Joint Steamer Companies fer levy of demurrage as 
unduly high or unreasonabJ.e. The shippers should, 
instead of complaining about the demurrage 
charge, try to clear the goods within the "free 
time" and co-operate with the Joint Steamer 
Companies in getting a better and more efficient 
service. 

TERMINAL CHARGE ; 

A terminal charge •;as introduced by the 
Joint Steamer Companies with effect from 1.11.1951 
to help them in meeting largely increased handling 
costs. The charge was 6 pies per maund at each 
end plus an extra charge of 75%. In effect it 
amounted to 1.0-J- pies per maund. With effect 
from 15.4.1955 in the care of local booking and 
with effect from 1.9*1954 in the case of through 
booking, the terminal charge was fixed at 10 
pies at each end. At present on all commodities 
chargeable at class rates, a terminal charge 
of 10 pies per maund at each end is being 
levied. The following o:.... uv ;di+ies when booked 
at class rates in flat load quantities are, 
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however, subject to a terminal charge of 5 pies 
per maund at each end:- 

1, Coal, Coke and Patent Fuel. 

. 2* Fertilisers, when booked to dumps in 
Assam* 

. 5. Bulk Oil. 

4* limestone, 

5, Kerosene Oil, 

6 , North Eastern Railway Stores, 

7, Assam Oil Company’s upward Stores; 
and 

8, Cement from Chhatak a/c A,B*C»Coy, 

In through booking-with^he .railways# the 
terminal charge is levied at one end only when 
the booking of destination station is on the 
Steamer Services. No terminal charge is levied 
over the steamer services in through booking 
with the Railways when the traffic is from via 
one rail/river junction to via another. 

Special rates quoted by the Joint Steamer 
Companies are inclusive of terminal charges. 

The Le vy—cflte- aimilar has been in 

force on the Railways for many years. The rail¬ 
way charge is, however, 8 pies per maund at each 
end where loading and unloading are done by the 
railways. In the case of loading and unloading 
being done by the owners, the railways charge 
6 pies per maund. Whereas in the case of 
railways the lead from the railway godowns to 
the wagons remains constant throughout, the lead 
from the steamers/flats to the ghats and godowns 
varies from time to time and during the dry 
season the lead is appreciably longer. This 
charge does not fully cover the actual cost of 
handling incurred by the Joint Steamer Companies, 
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A recent check by the Joint Steamer Companies of 
their expenditure on this account has shown that 
the actual cost of handling labour works out to 
approximately Re. 0-2-0 per maund at each end, 
i,e., a total of Re. 0-4-0 per maund on movement 
of local oargo. This is because of the compulsion 
imposed in 1954 by the Government of Assam to 
introduce direct employment of handling labour 
in Assam. The Joint Steamer Companies assert 
that the present work load per man per day is 
veiy low. The Government of Assam, it is unde]> 
stood, have set up a Labour Enquiry Committee to 
examine this question in detail. In view of the 
fact that the difference as compared to Railway 
scale is very little, and the overall picture of 
the Joint Steamer Companies working shows that 
they are running at a loss, I do not recommend 
any reduction in the present scale of rates fixed 
by the Joint Steamer Companies. 

PEEPER TRANSHIPMENT CHARGE : 


The Joint Steamer Companies are running 
the following Feeder Services in Assam:- 


Feeder Service. 

Junction 


Lakhipur Feeder 

Station. 

Silchar 

feeder. 

(Miles) 

*38 

Bordutti Feeder 

Subansirimukh 

28 

Rajabari Feeder 

Desangmukh 

*14 

Khowang Feeder 

Dohingmukh 

*14 

♦Open only during the rainy season 

months 


frora June to October on account of the 
requirements of tea gardens. 

In booking to and from Calcutta, which is the 
main traffic centre, no separate transhipment 
charge is levied. A transhipment charge of 
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Rs. 0-2-0 per maund is levied in booking to and 
from intermediate stations i.e., from stations 
other than Calcutta on goods traffic chargeable 

i 

at class rates. 

The transhipment charge has been intro¬ 
duced with effect from 15*4.1953. Prior to that 
date, freight rates for the feeder services were 
fixed as a lump sum on an arbitrary basis, which 
included also the cost of transhipment. With 
effect from 15.4.1953 when the rates were 
rationalised, there was a fairly heavy rate reduc¬ 
tion on the feeder service and the Joint Steamer 
Companies endeavoured to make it up by levying a 
standard transhipment charge. 

The present "class rates" combined with 
"Feeder transhipment charge" still Compaq 
favourably with the charges previously levied on 
the feeder lines, as indicated below:- 

(i) Between Bordutti Ghat and Calcutta 
Steamer Chat . 

Ra te per md . Rate per md . 

(1st class) (1st class) 

P rior tu !.,* ujt. Prom 1.1.1954. 



Rs. 

cl# 

P* 


Rs. 

a. 

P« 

Basic 

1 

7 

10 

. Basic 

2 

8 

6 

Terminal charge 

0 

1 

0 

Terminal charge 

0 

1 

8 

Extra charge 

0 

2 

8 

Customs Exam.Ch. 

0 

1 

0 

Customs Exam.Ch. 

0 

1 

0 





Total 

2 

1.2 

6 

Total 

2 

11 

2 


(ii) Between Bordutti Ghat and Patna 
Steamer Ghat. 


Rote per md . 

Tl st' class) 
Prior tp 154i.1953.t 

Rs. a. p. 


Rate per md . 
(Isst class) 
P.rQPL 1 

Rs* a. p. 


Main line 

1 

10 

4 

Basic 

1 

12 

1 

Feeder 

0 

3 

6 

Feeder Tranship- 




Terminal charge 

0 

1 

0 

raent charge- 

0 

2 

0 

Extra charge 

1 

7 

2 

Terminal charge 

0 

1 

8 

Customs Exam.Ch. 

0 

1 

0 

Customs Exam.Ch. 

0 

1 

0 


Total 


3 7 0 


Total 


2 0 9 
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(iii) Between Bordutti Ghat and Gauhati 
Bazar Ghat. ~ 


Rate per md . Rate per md. 

(1st olassT (1st class! 

Prior to 15*4.1953. Prom 15.4.1953. 



Rs. 

81# 

P. 


Rs. 

a. 

P* 

Main line 

0 

9 

4 

Basic 

0 

11 

2 

Feeder 

0 

3 

6 

Feeder Tranship- 




Terminal charge 

0 

1 

0 

ment charge 

0 

2 

0 

Extra charge 

0 

10 

5 

Terminal charge 

0 

1 

8 

Total 

~T 

8 

~ 

Total 

0 

14 

10 


It must be appreoiated that the cost of 
maintaining a short feeder service with small 

carrying units is relatively greater than that of 

\ 

serving a main line station. There is, therefore, 
no case for abolishing or reducing this charge. 

TRANSHIPMENT CHARGE : 

The levy of transhipment charge by the 
Joint Steamer Companies‘at rail/river junctions 
is a comparatively new innovation. Previously 
the cost of transhipment was shared, by both the 
Railways and the Joint Steamer Companies. In 
January 1951 when the labour conditions became 
difficult, in order to avoid a breakdown in the 
interchange of traffic between rail and river, 
the Joint Steamer Companies took over from the 
Railways the labour handling arrangements at 
Assam rail/river junctions, the cost of which was 
approximately Re. 0-2-2 per maund. This arrange¬ 
ment was given effect to from 1.5.1951 in 
respect of Dhubri, from 1.5.1951 in respect of 
Pandu and from 15.6.1951 in respect of Amingaon. 
The following is the scale and progress of the 
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charge at main junctions:- 



Gross 

Tranship- 


Rail/River Junction 

ment 

; charge 

Date. 


ner maund 



Rs. 

a. 

P. 


Pandu Steamer Ghat) 

0 

1 

4 

17-11-1950 

Amingaon Ghat ) 

0 

2 

2 

1- 5-1951 

Dhubri Steamer Ghat 

0 

2 

2 

1 - 5-1951 

Neamati Steamer Ghat 

0 

2 

2 

1-11-1951 

Manihari Ghat 

0 

2 

2 

15- 6-1951 


0 

1 

4 

1- 1-1954 


0 

1 

9 

1- 9-1954 

Karimganj 

0 

2 

2 

1- 8-1950 


0 

1 

4 

1- 1-1954 


. This charge raises the cost of transport by river- 
cuifr-rail route materially as compare! to the all 
rail route or all river route. It thus militates 
against movements by river-cum-rail route. The 
Joint Steamer Companies are willing to share this 
charge with the railways as was being done before 
the change took place, and reduce approximately 
the cost to the public. The question has already 
been taken up by them with the Worth Eastern 
Railway Administration. 

In addition to the charge of Re. 0-2-2 
levied by the Joint Steamer Companies at tranship¬ 
ment points, a further, charge of Re. 0-0-5 per 
maund is added by the Railway Administration, 
although no handling is done by them. Thus' the 
shippers have to pay on through booked cargo 
Re.0-2-5 per maund extra as compared to cargo 
moving oitl or by a river route or a rail route. 
This is definitely a heavy charge on the 
shippers. 

The Joint Steamer Companies argue that the 
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charge of Re. 0-2-2 is less than the actual 
handling cost which amounts on an average to Re* 
0-2-9 per maund. The high cost is attributable 
to their being obliged to maintain extra labour 
as direct employees. While comparing it with the 
railway transhipment charge of Re. 0-0-3 per 
maund at break of gauge stations, it has to be 
noted that the handling lead between river 
vessels and the railway wagons is considerably 
longer than that of a purely railway transhipment 
at a break of gauge junction. 

In view of the dwindling finances of the 
Joint Steamer Companies, I see no justification 
for recommending that they should bear the cost of 
transhipment themselves or reduce the charge to 
the shipper. The right course to follow is that 
the railways should, as before, equally share the 
cost of transhipment thereby giving relief to the 
shippers. 

GHAT CHARGES: 

Another important item of freight that 
militates against the Joint Steamer Companies' 
services is the "ghat charge" which is levied 
on the cargo moving by rail-cunnriver route. 

While the proceeds of this are credited entirely 
to the railway administration, the general public 
wrongly assume that this is' something which the 
Joint Steamer Companies earn. Ghat charges on 
an ad hoc basis agreed upon by mutual consulta¬ 
tion between the railway administration and the 
Steamer Companies were levied in 1948 with a 
view to meet the cost of shifting rail ghats 
every year. These charges varied from time to 
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ti;.y, in keeping with their policy of standardising 
charges, the railway administration fixed, with 
effect from October 1952, the ghat charge, (irres¬ 
pective of the cost of maintenance thereof) at 
Re. 0-2-9' per maund at all ghats excepting 
Karimganj, where it continues to be Re. 0-1-0 per 
mauna 0 This charge is levied irrespective of . 
whether the commodity is an essential foodstuff 
or is an expensive luxury. 

The Joint Steamer Companies have been 
consistently agitating against the imposition of 
this charge, the very principle of which works to 
their detriment. They have often suggested that 
the rate of ghat charges should vary according to 
the value of the commodity moved. They have also 
been'.insisting that a similar ghat charge should 
be levied on rail borne traffic which is not 
interchanged with the Joint Steamer Companies but 
which passes through these ghats. The Ministry of 
Raid way s have by their border No.6278-TC dated *Not appende< 

1.9.19 i; reduced with effect from 15.10.1954 the 
"ghat charge" leviable on traffic interchanged 
with the Joint Steamer Companies, at the follow¬ 
ing ghats, to 20 pies per maund:- 

Dibruraukh 

Silghat 

IJeamati 

Pandu 

Aningaon 

Dhubri 

Maniharighat 

Tezpur 

The ‘‘ghat charge" at Karimgan.i remains unchanged. 

They have now levied ghat charge on all rail 
borne goods traffic not interchanged with the 
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Joint Steamer Companies, vide their orders:- 

1. N 0 .6278-TC(I) dated 1.9.1954. 

2. No.6278-TC dated 50.11.1954. 

5. No.6278-TC/Pt.A dated 6.1.1955. 


They are as detailed 

below:«? 


Ghat. 

Amount. 

Date of effect. 

• * 

Maniharighat 

Sakrigalighat 

8 pies 

8 pies 

15.10,1954. 

* . Pandu 

Amingaon 

5 pies 

5 pies 

15. J.1955. 

Digha 

Paloza 

Barari 

Mahadeopur 

Mokameh 

Seraaria 

8 pies ) 
8 pies ) 
8 pies ) 
8 pies ) 
8 pies ) 
8 pies ) 

IS, 2.3255. 


The question of imposition of a similar 
charge at other ghats is still under the considera¬ 
tion of the Bailways. The reduction of charge 
on interchanged cargo and imposition of a charge 
on ’'all-rail cargo" at certain ghats has 
favourably affected the cost of transport by 
river-cunw-rail route to some extent. Equity 
demands that the rate should be the same in the 
case of 'rail-river* cargo and 'all-rail cargo'. 

The Joint Steamer Companies' Foreign 
Rate Circular No. 2 of 1955 mentions the 
imposition of a ghat charge with effect from 
4.2.1955 of Re. 0-1-0 per maund creditable to 
them, on all goods traffic including coal booked 
via Dhubri Steamer Ghat in through booking with 
the North Eastern Railway. This was a temporary 
charge imposed on account of ghat difficulties 
during the low water season when approach to 
the rail ghats became impossible by river and 
the lorrying of traffic had to be resorted to 
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between the railway station and the local ghat* 

The imposition of this charge became necessary 

ap-the railway administration did not share the 
• 

expense. This charge was enhanced to Re.0-2-0 
per maund with effect from 2.4.1955 due to 
further increased cost of transhipment. It has, 
however, been cancelled with effect from 9.6.1955 
owing to a rise in the river which has made it 
possible for the vessels to get near the rail ghat 

Due to the recent floods in Upper Assam 
and consequent dislocation of their normal 
operations, the Joint Steamer Companies have 
imposed a temporary ghat charge of Re.0-1-6 per 
maund on traffic at stations Neamati and above 
in local booking and on via Neamati and via Pandu 
in through tooking. The Companies have explained 
that the imposition of this temporary ghat 
charge became necessary as they had to surrender 
their coal loading line at Neamati which was the 
only rail link to the river for shipment of 
through booked traffic and they had to resort to 
lorrying all their goods at Neamati from a siding 
on the railway at Patiagaon, some 6 miles from 
Neamati. The ghat charge is said to be just 
sufficient to cover the additional cost. The 
alternative to the imposition of this charge 
would have been a total restriction of traffic 
via Neamati or the lorrying of through traffic 
between Neamati and Patiagaon, on recovery of 
actual cost which would have resulted in the im¬ 
position of a much higher charge than Re.0-1-6 
per maund. The Joint Steamer Companies assert 
that this temporary ghat charge will be cancelled 
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♦Appendix 5. 


as soon as the railways are able to restore the 
siding to the rail ghat at Neamati. This has 
since been done. 

On the Joint Steamer Companies' services 
also, rates fall under three divisions as follows* 

1. Standard Class Rates. 

2. Standard Cl'ass Rates under 
stipulated weight conditions# 

3. Station to Station Rates. 

CLASS RATES : 

The general classification of goods and 
general rules for acceptance, carriage and delivei 
of goods for through booking between the different 
railways were framed and the maxima and the 
minima class rates introduced for the first time 
on 1.4.1910 (I.R.C.A.Goods Tariff No.l). These 
rates were revised with effect from 1.4.1922 and 
the general classification of goods was also 
changed (I.R.C.A.Goods Tariff No.10). With 
effect from 1.5.1936 the classification was 
again altered, although the basis of charge re¬ 
mained very much the same. (I.R.C.A.Goods Tariff 
No.20), To meet the increased operational cost 
during the war, a surcharge of 12-£# was imposed 

on 1.3.1940. With effect from 1.10.1948, 

• • 
however, the rating system on railways underwent 

a radical change and standardised telescopic 

class rates were introduced (I.R.C.A.Goods 

Tariff No.27). The surcharge of 12^ was merged 

in the rate structure. These rates are shown 

in the statement appended.* Since then the 

rate structure did not undergo any alteration 
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till 1*4.1955. The rates introduced with effect 
from that date are also shown in the statement 
appended.* 

The Joint Steamer Companies have adopted 
the I.R.C.A. classification of goods ever since 
its inception. The exceptions to general 
classification at present made by them are given 
in the statement appended.* Although it has not 
been possible to trace the exact date when class 
rates were first introduced over the Joint 
Steamer Companies' services in local booking and 
through booking with the railways, records exist 
showing that class rates have been in use for 50 
years at least. Till 1.7.1945, the Joint Steamer 
Companies had two sets of rates separately for 
"Despatch Service" and "Direct Service". The 
former rates were intended to apply to goods 
carried by steamer and the latter to goods 
carried by flats* The difference in the two 
separate sets of rates which were introduced 
about 70 years ago was influenced by operational 
methods, which in turn were governed by demands 
to meet Government and public requirements. There 
was no fixed difference between the two sets of 
rates, and in many qases the same freight applied 
to -both, but an overall assessment of variation 
between the two rates has been reckoned at 7^* 
"Despatch Service" meant a relatively fast 
passenger-mail-goods service? In those days, 
the movement of tea garden labour to and from 
Assam was heavy and the vessels used to carry 
mails also. "Direct Service" meant a slow move¬ 
ment of goods by flats towed by steamers. With 


♦Appendix 5# 


♦Appendix 6. 
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the passage of time, however, the general trend 
in traffic also changed. With the development of 
railways, the passenger traffic and mail Contracts 
declined appreciably, and rising prices prompted 
the demand for quicker carriage of goods. 
Operational methods kept pace with public 
requirements and during the years 1930-39, the 
demand for direct service movement dwindled to 
such an extent that the maximum movement from 
Calcutta to Assam averaged not more than 4 flats 
per month and in the reverse direction the 
movement was practically nil. The Joint Steamer 
Companies, therefore, abolished the two sets of 
rates on 1.7.1945 and since then only one set 
of rates prevails. The transit has now generally 
improved and the time now required, whether by 
steamers or by flats, is almost identical. The 
class rates in force on the Joint Steamer 
Companies' services in 1938 were arbitrarily 
fixed, but were generally in a line with the 
corresponding class rates by rail to those steamer 
stations which were also served by rail. On 
1.3.1940, in view of the increasing operational 
cost, in consultation with the Railway Board, 
the Joint Steamer Companies levied an "increase- 
in-charge" of 12•£# of the total freight. In 
the first instance, coal, coke, patent fuel, 
foodgrains, fodder, manures, tea, jute and 
military stores were exempted from this extra 
charge. With effect from 1.12.1947, in order to 
meet the still rising operational costs, the 
Joint Steamor Companies substituted the "increase- 
in-charge" of 12-J# by an Extra Charge of 75# on 
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the total freight* M i li tary traffic was exempted 

l 

from this Extra Charge and in the case; of grains 

c; 

and pulses the Extra Charge was limited to 50$. 

On 1.9.1951, the Joint Steamer Companies revised 

/ 

their class rates on the Ganges Despatch and 
Feeder Services as they were, considered to be 
abnormally low and in November of the same year, 
the class rates between Calcutta and Assam and 
Calcutta and Cachar were also revised on a flat 
basis of .24 pie per maund per mile for first 
class traffic. Freight for other classes was as 
per I.R.C.A. ready reckoner. These class rates 
were subject to the extra charge of 75$ which 
resulted in the first class rate basis being .42 
pioti per maund per mile. Near about the same 
time, the Joint Steamer Companies increased their 
class rates for intermediate booking i.e., from 
stations on the same service. A short distance 
charge of 4 pies per maund basis was also intro¬ 
duced in local booking between stations less than 
75 miles apart on the lines of a similar charge 
levied by the railways as notified in the I.R.C.A, 
Tariff. Simultaneously, the extra charge of 50$ 
in the case of grains and pulses was also enhanced 
to 75$. With effect from 15.4.1953, the Joint 
Steamer Companies revised their intermediate 
station rates absorbing the 75$ extra charge. 

These raics were placed on a mileage basis 
combined with a.telescopic scale which resulted 
in a reduction of the class rates and these 
rates are currently in force. With effect from 
1.1.1954, the Joint Steamer Companies revised 
their class rates to and from Calcutta to local 
booking on a telescopic mileage basis absorbing 
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thc 75$ extra charge. With effect from 1.9*1954, 
the short distance charge was cancelled and class 
rates were revised in through booking with rail¬ 
ways on the same basis as local booking. The 
♦Appendix 7. attached statement* gives the basis of the Joint 

Steamer Companies' present rates for distances 
more than 374 miles as compared to the railway 
rates operative before 1.4.1955* The general 
level of Joint Steamer Companies' rates then was 
approximately 7i$ below the railway rates. The 
railways have, with effect from 1.4.1955, revised 
the basis of their class rates. The effect of 
this alteration is that railway rates for distances 
upto 300 miles have been increased by approximately 
10 $ and while rates for the next 300 miles remain 
static, rates for distances more than 600 miles 
are now lower by 15$. Although the middle leg has 
remained unchanged, in actual calculation, all 
rates are inevitably affected as shown in the 
♦Appendix 8* attached statement*. Generally speaking at 850 

miles, the present railway rates are equal to the 
pre 1.4.1955 rates, and for stations above 850 
miles their present rates are lower. A statement 
giving a comparison of the railway rates in force 
from 1.4.1955 with those of the Joint Steamer 
♦Appendix 9. Companies is also attached*. 

On an average the rates of the Joint 
Steamer Companies are now a little over 9$ lower, 
than the railway rates. In actual calculation, 
however, because of the longer distances 
involved, freight by river comes to slightly 
more than that by rail. For purposes of comparison 
all inclusive freight based on certain class 
rates has been calculated from Calcutta to 



Gauhati and Tezpur as unfte:fc 



It will be noticed that the disparity 
between the railway freight and the Joint Steamer 
Companies' freight is not great. Moreover, with 
effect from 1.4.1955* the Railway have introduced 
a surcharge of on consignments weighing less 
than 20 maunds irrespective of distance. In 
respect of "smalls" carried over distances upto 
approximately 850 miles, therefore, the 
disparity between the railway rates and the 
Joint Steamer Companies' rates has turned in 
favour of the latter. 

The following table illustrates the 
posit ion:- 

Examnles of rating on "smalls" traffic weighing 

below 20 maunds. 

Ex: Calcutta to Gauhati nor maund. 




■■KilX&EEESHi 

8 th ( 

31a ss. 



snjQan 




Since 


wXmSS 


IK9E»1 

insmi 

iRnKvi 

1.4.1955 


Rs. 

Rs. 

Rs. 

! Rs. 

Rs. 

Rs« 

All rail 







rate 

1 13 8 

! 1 14 9 

2 5 2 

[267 

3 0 7 

3 2 4 

Add 


0 2 0 


0 2 0 


0 3 0 

surcharge 








Total 

2 0 9 


2 8 7 


3 5 4 

Steamer 

1 15 1 


2 8 0 


3 4 9 


rate 
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Ex: Calcutta to Teznur. 


1 at Class 


4th Class 


8th Class 


Pre Since 
1.4.1955n.4.1955ii 


Pre 

1.4.1955 


gjjpg 

urn 

mm 

Rs. 

Rs. 

Rs. 

to 

00 

CM 

3 3 7 

3 4 9 

6 

to 

o 


0 3 0 

2 113 


3 7 9 

* 

3 10 4 



Rs. 


Rs. 


All rail X 1 15 l| 1 15 11 
rate 


Add 6-J# 
surcharge! 


Steamer 

rate 


Rs. 

2 7 3 


0 2 0 


Total 2 111 


2 2 3 


2 12 3 


The Joint Steamer Companies have for 

many years had through booking arrangements with 

the Railways via the several "rail-river" junctions. 

The Joint Steamer Companies have assessed that 

the traffic handled by them in through booking 

with the Railways is approximately 4C$ of their 

total traffic. Traffic moving partly by rail ar.d 

partly by river is generally termed "by the river 

route" as distinct from the "all rail-route". I:i 

practice, in thrcigh booking, the Joint Steamer 

• 

Companies apply as their portion of the through 
rate, the rate applicable in local booking to or 
from the junction station concerned. There are, 
however, factors which make the through rates 
higher in relation to the "all rail" or "all 
water route" rates which must be appreciated. 

These are ‘ 

1• The railway ghat charge; 

2. Transhipment cost at the junction; and 

3. The effect of the telescopic rates both 
on the railways and on the Steamer 
Companies services. 

As already indicated for all traffic 
interchanged with the Railways at "rail-river" 















- 71 - 


junctions, the Railways impose a ghat charge and a 
transhipment charge in addition to the transhipment 
charge which the Steamer Companies levy for carry¬ 
ing out actual transhipment operations. In effect, 
traffic moving by the "rail-river" route has to 
bear an additional charge of approximately Re. 

0 -4-0 per maund, which upsets the balance of 
freight between the "all rail” route, "all river" 
route and "rail-cum-river" route. 


A ^statement showing the calculated 
freight on certain commodities from Calcutta to 
Gauhati, Karimganj and Patna in 1938 and now both 
by river and rail is attached. The table below 
gives a comparison of the railway rates and the 
Joint Steamer Companies’ rates per maund for 
movement of tea and jute from certain stations to 
Calcutta. 


^Appendix 1 


Tinsukia 
(954 miles) 


Jorhat 
(868 miles) 


Dalgaon 


TEA TO CALCUTTA. 



5 All-flail ' 

0 Rail-cum-River. 

Prom 

0 Prior to 

| Since { 

5 Priorto} Since 


_01.4.1955 

11.4.19551_ 

_11.4.1955H.4.1955 



Rs. 



Rs. 




Rs. 



Rs. 


4 

14 

5 

4 

15 

1 

N.E. 

0 

11 

10 

0 

12 

10 







Riy. 













(117) 

Strar, 

4 

4 

0 

4 

4 

0 

I 

311 

-5, 

LD., 



4 15 

10 * 

i 

0 

JO* 

4 

8 

5 

4 

8 

0 

N.E. 

0 

4 

6 

0 

4 

8 







Riy. 













(20) 

Strar. 

4 

4 

0 

4 

4 

0 

4_ 

8 

-1 

± 

8 

_0 


£ 

8 

_6* 

L 

8 

_8* 

2 

8 

0 

2 

10 

5 

N.E. 

0 

12 

9 

0 

15 

9 







R-.v. 

(125) 













Stmr. 

i 

7 

9 

1 

7 

9 

2 _ 

8 

_ 0 _ 

_ 2_ 

10 

J5 


2 _ 

~T 

6@ 

2 _ 

5 

' "6@ 


* via Neamati Steamer Ghat. 


@ via Dhubri, 
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'i - All-Rail 8 8 Rail-cum-River 


From {Prior to5 

Since 

0 

5 Prior to5 Since 

01 

^4 

:.195531 

.4.19553 

JLL 

4.195531.4.1 955 



Rs. 

Rs. 



Rs. 

Rs * 


Tezpur 

3 

11 7 

3 13 0 




3 9 

5)c s> 

(692 miles) 








)£h 









)• 

Gauhati 
(635 miles) 

3 

8 1 

3 10 1 




3 4 

ii r 



JUTE TO CALCUTTA. 





Cooch-Behar 

o 

3 7 

2 5 6 

N.K. 

0 

9 

4 0 10 

0 

(478 miles) 




Rly. 
(103) 
St mr. 

G.C. 

1 

14 

7 1 14 

7 





(Temp) 

• i 





T 

3 7 

2 5 6 

2_ 

8 11@ 2 9 

• 

Nowgong 

3 

1 8 

3 2 8 

N.2. 

0 

7 

9 0 8 

3 

(703 miles) 




Rly. 









(79) 

3tmr, 

o 

•w 

8 

6 2 8 

6 


T 

1 8 

3 2 8 


3_ 

0 

3+ 3 0 


Gauhati 

2 

13 6 

2dfe2 


2 

1 1 

0 


@ via 

Dhubri. 

+ via 

Pandu. 

G 

r.C. 

a Ghat 



Charge. 


Apparently, the Joint Steamer Companies are not 
in a position to adjust their basic class rates 
for through nooking sc as to keep the freight 
on "rail-river" traffic equal to "all-river" or 
"all-rail" traffic. 

As already stated, the basis of class 
rates of the Joint Steamer Companies is about 
9% lower than the railway rates although in 
certain cases the actual freight comes to a 
little higher than the railway freight on 
account of the longer distance involved. The 
above basis of class rates is, however, not 
followed by the Joint Steamer Companies in 
respect of traffic from Calcutta to Ganges 


All 

water 
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Despatch Service and Feeder Service stations and 

i 

vice versa. Class rates on this Service are not 
determined according to any telescopic mileage 
basis, but are arbitrarily fixed to offset the 
comparatively very longer distances between 
Calcutta and stations on the Ganges Despatch and 
Feeder Service as compared to rail distances. 

The Joint Steamer Companies' basic calculated 
class rates frotn Calcutta which are in force 
from 1.1.1954, have been published in their 
Local Rate Advice No.12 of 1953. Reduced to 
the basis of pies per maund per mile, these 
rates work out to between ,21 and .23 pie for 
I Class. Rates for other classes generally 
follow the graduation in respect of the then 
existing Railway rates. A statement is 
attached* indicating the basic class rates from 
Calcutta to certain stations on this service 
which are also served by rail. This statement 
also indicates the current railway distances 
and rates. It will be noticed that in all cases 
the Joint Steamer Companies calculated class 
rates are higher than railway rates. The fact 
must, however, be appreciated that distances 
by rail between Calcutta and these stations stand 
no comparison to distances by river. Moreover, 
the basis is very much lower than that of the 
Railway rates. The Joint Steamer Companies are 
already losing heavily on this Service and are 
anxious to close it down. I do not think it 
would be justified to recommend any further 
reduction in their basic class rates on this 


*Append; 


Service 
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♦Appendix 


♦Appendices 


The Joint Steamer Companies also do 
not follow the same basis of charge for 
traffic (both local and in through booking) 
moving upto 374 miles (which is termed as 
"short distance" traffic) as is the case for 
more than 374 miles. Their short distance 
class rates are indicated in the attached 

12, *statement. Statements comparing these class 
rates on the Joint Steamer Companies' ser¬ 
vices with those obtaining on the railways 

13 & are also attached*. The basic difference 

14 * 

between the two sets of telescopic rates 
adopted by the Joint Steamer Companies is 
that at approximately 374 miles the rates, 
according to the two scales, more or less 
coincide, and the incidence of higher rating 
is limited only to traffic extending to a dis¬ 
tance of 374 miles or less. 

The following are some of the important 
ghats lying within the distance of 374 miles, 
from which the volume of traffic is not in¬ 
considerable!- 


Prom Dibruscarh 

(Miles 

Prom Ra.imahal 

) 

(Mil 

Zholabanda 

358 

Buxar 

296 

Neamati 

71 

Barhaj 

344 

Prom Neamati. 


Prom Gauhati 


Dhubri 

371 

Dhubri 

137 

Tezpur 

135 

Tezpur 

99 

Gauhati 

234 



Prom Laltfola 


Prom Karimgan.i 


Siswan 

366 

Silchar 

55 

Patna 

291 



Dhubri 

367 



Ballia 

370 
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*Not appended. their Local Rates Advice* No. 5 of 1953 (publish¬ 
ed on 1st May 1953) that the minimum distance 
for charge in booking between stations on the 
Ganges Despatch Service to stations on the 
Assam Despatch Service and Cachar Despatch 
Service will be reckoned as 250 miles. 

There has been a lot of complaint from 
the public with regard to the class rates for 
distances upto 374 miles. There is no doubt 
that on the Railways also charge for "short 
• distance" is more than for "long distance" 

(the first leg of the telescopic scale is 
higher than the other two). The Joint Steamer 
Companies’ rates for "short distance" traffic, 
are on an average, 16$ higher than their rates 
for "long distance" traffic. While the Joint 
Steamer Companies’ long distance rates are 9$ 
lower than railway rates, their short distance 
rates are higher than the railway rates. To 
maintain parity of the difference between the 
Joint Steamer Companies' class rates and the 
railway class rates irrespective of the 
distance and to avoid confusion that arises 
from the existence of two sets of rates the 
existing distinction between class rates for 
distances upto 374 miles and distances more 
than.374 miles should be abolished and there 
should be one standard schudule as the railways 
have. In other words, the Joint Steamer 
Companies' schedule in respect of distances 
of over 374 miles should be uniformly adopted 
in all cases irrespective of the distance. 

To compensate them for the higher operational 
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cost in respect of short haulage, the Joint Steamer 
Companies may, if necessary, revive the Short 
Distance Charge. They had till 1.9.1954 Short 
Distance Charge for less than 75 miles at 4 pics 
per maund which worked out to .05 pie. per raaund 
per mile. On the railways the Short Distance 
Charge is levied on distances less than 75 miles 
at the rate of 6 pies per maund. This works out 
to roughly .08 pie per maund per mile. It has 
been calculated that for distances upto 75 miles, *Appendix 15. 
the Joint Steamer Companies’ class rates for long 
distance traffic plus the Short Distance Charge 
of 4 pies per maund would be lower than the rail¬ 
way rates i. e., basic class rates plus their Short 
Distance Charge. Even if the Joint Steamer 
Companies were to levy the Short Distance Charge 
at the rate of 6 pies per maund, the total class 
rates for a given distance would still compare 
favourably with the railway rates. Attached is a 
statement# showing an example of calculations of * Appendix 16. 

class rates on short distance traffic both on the 
railways and the Joint Steamer Companies' Services. 

Excluding incidental charges, the basic freight on 
I class commodity weighing 100 maunds for a distance 
not exceeding 74 miles on the Joint Steamer 
Companies' Services on their existing rates is 
higher than that on the railways. If the standard 
telescopic class rates (now operative for distances 
over 374 miles) were to be applied to traffic for 
74 miles, the calculated class rates would compare 
favourably with the railway rates as is the case on 
long distance traffic. Even with the imposition of 
a Short Distance Charge of 4 pies per raaund the 
total class rates would compare favourably with the 
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railway rates. In view of the fact, however, 
that very few ghat stations on the Joint 
Steamer Companies’ services lie within 75 
miles of each other, the imposition of a 
Short Distance Charge strictly on the lines 
followed by the railways (i. e., for distances 
less than 75 miles) may not materially help 
the Joint Steamer Companies. As there is not 
much traffic within a distance of 74 miles 
and most of the important stations from which 
traffic originates fall within 150 miles of 
each other, I would have no objection to the 
Short Distance Charge being levied on the 
Joint Steamer Companies’ services upto a dis- 
*Appendix 17. tance of 150 miles, A statement* showing the 

calculations of class rates on I Class 
commodity of 100 maunds carried by rail and by 
the Joint Steamer Companies for a distance of 
150 miles is attached. The Joint Steamer 
Companies' present class rates calculated on 
100 maunds according to the "short distance" 
schedule are very much higher than the railway 
rates for a similar distance. This is so 
because the railways do not impose any Short 
Distance Charge for distances of more than 
75 miles. If the Joint Steamer Companies were 
to apply to traffic moving upto 374 miles also 
the same schedule of charges as is applied to 
traffic moving beyond 374 miles the class 
rates would compare favourably with the 
railway rates. Even with the imposition of 
a Short Distance Charge of 4 pies per maund 
for distances upto 150 miles the balance 
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still remains in favour of the Joint Steamer 

Companies' rates. Increases in the Short 

Distance Charge from 4 pies to 6 pies would no 

doubt enhance the freight, but the charges 

would still, remain lower than those obtained 

on the railways. It has been calculated* ^Appendix 17. 

that the imposition of a short distance charge 

of 6 pies per maund would keep the steamer 

freight rates at 9% lower than the railway 

freight rates for distances uptfr 150 miles. 

would, therefore, recommend that the Joint 

Steamer Companies; 

(1) should abolish the existing two 
sets of telescopic class rates 
and adopt uniformly the schedule 
at present applicable to dis¬ 
tances over 574 miles; and 

(2) may levy a Short Distance Charge 
upto 150 miles at 6 pies per 
maund. 


STANDARD CLASS RATES UNDER STIPULATED WEIG HT 
CONDITIONS ; 

Rule 64 of the Joint Steamer Companies' 

Goods Tariff (Part I) in force from 1.12.1954 
mentions that the Metre Gauge weight and other 
conditions shown against the lower classifica¬ 
tion of the commodities as appearing in the 
third column "scales of charges applicable to 
wagon loads" in Chapter VIII of the I.R,C.A. 

Goods Tariff No.29, have been adopted on the 
Joint Steamer Companies’ services on a 'C' 
basis, subject to the provisions as laid down 
in the I.R.C.A.Goods Tariff. On the Railways, 
the wagonload scales have been revised with 

effect from 1.4.1955. The current scales are 

given in the attached statement.* These apply ^Appendix 18. 

for certain commodities notified in Chapter 

VIII of the I.R.C.A. Goods Tariff No. 29. 
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The difference between the Railways and 
the Joint Steamer Companies' rules in this 
regard is that whereas on the railways consign¬ 
ments actually weighing less than the specified 
weight condition can enjoy the benefit of 
lower wagon load rate (if the freight works out 
cheaper than that calculated on actual weight 
at class rate) on payment of charges for the 
specified minimum weight, ' • the case of the 
steamer services, the advantage of lower rate 
relative to a specified weight condition can 
be availed of only on fulfilling that minimum 
weight condition. However, there is nothing 
objectionable in this, as on the railways also, 
in bookings to or via a gauge broader than the 
gauge of the forwarding station, the weight 
condition of the broadest gauge over which 
traffic is carried, applies on a ' C* basis. 

STATION TO STATION RATES ; 

On the Railways, station to station 
rates are shown in Station to Station Rate 
Lists and are inclusive of terminals, tranship¬ 
ment, short distance charge, special tolls 
etc., but do not include charges for extra 
services the Railways may be required to 
perform in special cases. On the Joint 
Steamer Companies' services, station to 
station rates which are known as 'special rates' 
are as follows:- 

(a) Between any two stations on the 
Steamer Services, i. e., station 
to station rates in local book¬ 
ing; and 
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(b) between a station on the Steamer 
Service and a station on a Railway. 

These rates are inclusive of Terminals, Tranship- 
ment etc., unless otherwise notified or shown 
in the Tariffs, but do not include charges for 
any extra services the Companies may be required 
to perform o.g., boating etc. 

No record is now available when special 
rates were first introduced in local boohing 
(over different services) or in through booking 
with railways. The earliest traceable tariffs 
are dated 1900 and these records show that 
lumpsum rates were in force at that time. In 
regard to the introduction of special rates 
on through booking with railways a record 
exists of the through booking between the then 
E.B. S.Railway and the Joint Steamer Companies 
via rail river junctions as long ago as in 
1882. 

Special rates have also been and still 
are being fixed arbitarily, having regard to 
the purpose for which the transport of the 
particular commodity is intended and on the 
merits of each case. In view of the fact that 
there is a wide difference between the rail and 
river route mileage:.-, it is not practicable to 
fix a definite basis for special rates, but 
the special rates are generally in a line with 
those obtaining on the railways. The Railways 
have in the past abolished many special rates 
and there is a growing tendency to keep the 
number of special rates as low as possible. 

There is no standard monetary difference between 
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a class rate and a special rate since the latter 
is fixed according to the merit of each parti¬ 
cular case. The following example illustrates 
the posit ion: - 


Cement from Calcutt'a to Gauhati. 

! .vor By Rail 

Ratu per md . Rate per md . 
Rs. a* p» Rs» a. p. 

Class* 2 5 1 Cl.* 2 0 1 

Spl.(c/200) 1 0 0 WL/E 1 1 6 


inclusive of terminals. 


Distance by river: 826 miles. 
Distance by rail: 635 miles. 


Prior to 1946, special rates wore notified for 
a large number of commodities, the main ones 
being:- 

Atta, Floor, and Su,ii, Cement, Ghee, 
Brass Sheets etc., firebricks, Clay, 
Iron beams, Joists, Machinery, Oils, 
Mustard and other oils, Piecegoods, 
Wheat, Rice, and Paddy, Seeds Common, 
Edible grains, Kerosene Oil, Tea 
Shooks, Soda, Chillies, Timber, 
Medicines, Hides, Manure, Boncmeal, 
Indigo, Potatoes, Ginger, Gunnies, 
Turmeric, Planters Stores, Cotton 
and Salt. 


By 1946 many of these special rates had become 
obsolete and consequent on the partition of 
the country and change in traffic trends, 
these rates were considerably altered, and by 
1951, the number of special rates in force 
was considerably reduced. At present special 
rates arc in force for most of the essential 
commodities. The following list is not 
exhaustive, but is fairly illustrative. 

Special rates arc being introduced by the 
Joint Steamer Companies when large quantities 



of any commodity are offered for carriage: 

Asbestos Cement and Cement Products, 

Bamboos and Bamboo Chips, Bitumen, 

Bonemeal, Chemical Manures Div.B, 

Cotton half pressed, Flour, Grain. & 

Pulses, Iron and Steel Divisions 
A and B, Motor Vehicles, Oilcake, 

Oils Division D, Paraffin Wax, Petro¬ 
leum and other Hydrocarbon Oils- 
non-dangerous, Salt, Sillimanite, 

Sugar and Timber, Tea, Coal in bulk, 

Matches, Cigarettes etc. 

Special rates apply both in local booking and 
in through booking with railways. The special 
rates are notified by the Joint Steamer 
Companies in their Local Rate Advices and 
Foreign Rate Circulars issued from time to 
time. For many years there had been a working 
agreement between the then E.B. and A.B, 
Railways and the Joint Steamer Companies, 
whereby in order to offset against the slower 
transit by the river, the Joint Steamer 
Companies were permitted to quote rates l^fo 
below the corresponding rate by rail, and this 
general arrangement is still being followed 
by the Joint Steamer Companies. Generally 
special rates quoted by the Joint Steamer 
Companies between two steamer stations, both 
of which are also served by railways, are 
either slightly less than or equal to the 
railway rates. All current special rates are 
inclusive of terminal charges, feeder and 
other transhipment charges and customs 
examination charge where leviable. Boating 
and ghat charges, which are purely temporary, 
are, however, charged in addition to the 
special rates. 
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A few examples of special rates are 
shown below: - 

CALCUTTA TO ASSAM AND CACHAR. 
Inclusive Rates par maund. 

Calcutta 5 Calcutta 
Assam j Cachar 
(Gauhat i) *5 (Karimganj) * 


Flour 


Grain & 
Pulses, 


Salt 





Rs. 

a. 


Rs. 

a. 

P» 

- 

By 

river 

C/200 

1 

7 

3 

1 

11 

9 

C/200 

By 

rail 

tf/450 

1 

10 

1 

1 

14 

8 

W/ 450 

By 

river 

C/200 

1 

15 

6 

2 

2 

1 

C/200 

By 

rail 

W/500 

2 

2 

5 

o 

12 

2 

W/500 

By 

river 

C/200 

1 

2 

9 

1 

6 

0 

C/200 

By 

rail 

W/500 

1 

5 

5 

1 

9 

0 

W/500 

By 

river 

C/500 

0 

11 

6 

1 

5 

6 




C/300 

0 

12 

6 





By 

rail 

W/500 

1 

4 

8 

1 

7 

8 

W/500 


♦Applies correspondingly to all Assam and Cachar 
Stations respectively. 

In respect of Calcutta to Ganges Service Stations: 


Inclusive Rates per maund. 
Hardware Gunnies Oils Div, 
N.O.C. ' D* 


Miles c. ■ -v d, 

■■■ — ■ ■ ■■ -. 5 * -« - ’ 


*• ># !»• 


Calcutta By river 919 113 0 1 4 9 015 9 

to 

Patna. By rail 325 1 15 5 167 112 


In respect of Ganges Service Stations to Assam/ 

Cachar: 


Inclusive Rates per maund 

Miles. Sugar _ 

Rs. a. p» Rs, a. p. 

Ganges Patna 795 C/200 1 12 6 C/100 1 1 0 By river 

Stations to 

to Assam Gauhati 583 W/500 1 12 6 W/500 1 1 5 By rail 
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The same competitive rates are charged 
in respect of major commodities from Assam and 
Cachar to Calcutta:- 


Jute - Inclusive Rates per 4 maund bale . 



Dhubri to 
Calcutta 

} Gauhati to { 

f Calcutta 

Karimganj to 
Calcutta 


MilesORs. a. p. 

5 MilesORs. a. p. 1 

MilesORs. a. p. 

By River 

689 7 13 9 

826 10 12 0 

753 7 12 1 

By Rail 

548 9 7 4 

627 10 10 0 

867 14 0 4 


The Steamer Rates include free boating 
to all Mills and Presses within 40 miles of 
Calcutta at a cost of Rs. 1-2-9 per bale (4 maunds) 


to themselves. 


Tea - Inclusive Rates per maund . 



Dhubri to 
Calcutta 

0 Tezpur to 
| Calcutta 

o' 

!- 

Karimganj to 
Calcutta 


MilesORs. a. p. 

0 Miles. ORs. a. 

p. 1 

MilesORs. a. p 

By River 

689 2 1 6 

925 

3 9 

5 

753 2 15 6 

By Rail 

548 2 14 11 

62 ?r 

3 9 

3 

867 4 5 6 


Grains and 
Pulses. 


By River 689 1 0 0 925 1 3 6 C/ ) 

300 ) 

) No traffic. 

By Rail 548 1 1 5 W/ 692 1 4 0 W/ j 

300 300 ) 

Bamboo 

Mats. 

By Rail 1 * j No traffic j No traffic Jsgiy 2 13 3 


The rate for the carriage of coal, coke, 
and patent fuel on the Railways is under Class I 
:B»R, an& the rules and conditions of carriage 
are the same as those for general goods. The rates 
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for wagon load scales are, however, different 
and are as follows:- 


AT OWNER'S RISK. 


Distance in miles. j 

Pie per maund 
per mile 

1 to 200 

.30 

plus 201 to 400 

.10 

plus 401 to 1000 

.08 

plus for distances 

.07 

beyond 



At Railway risk, the rate per maund per mile is 
20$ higher than the owner's risk rate except 
for traffic in bulk involving transhipment due 
to break of gauge or ferry for which Class I 
rate applies. No short distance charge is 
leviable on coal but a terminal charge of 8 pies 
per maund at each end is levied and where there 
is break of gauge en route, a transhipment 
charge of annas five per maund is levied. 

These charges do not include cesses or other 
special charges notified by £he individual 
railways from time to time. 

In the case of the Joint Steamer 
Companies also, coal is classified under class I 
but generally it is moved at special rates. 
They carry coal on public account both from 
Calcutta to Dhubri, Manihari, Cachar and also 
from Gauhati (Khasi coal) and from Nearaati 
(A.R.T.Company coal). Coal from Gauhati and 
Neamati is, carried at a concessional rate 
and a statement showing the special rates at 
present in force on public account for both 
Khasi coal and A.R.T. coal over the Joint 
Steamer Companies' services is attached*. Coal 
is also carried in through booking with the 


♦Appendix 19 
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Railways frc)m Calcutta via Karimganj, Manihari 
and Dhubri.; Special rates for these places 
are Rs. 28-12-0, Rs. 24-2-0 and Rs. 25-12-0 

respectively per ton inclusive of the cost of 

i 

transportation. Through booking of A.R.T. 
Companies' cjoal from the collieries at Ledo 
via Neamati ihas never been in force. All such 
coal is beiqg booked by rail to Neamati in the 

j 

first instance and rebooked afresh over the 
Joint Steame-r Companies services. Likewise, 
Khasi coal iis transported by loriy to Gauhati 
and from thelre it is booked on the Joint 
Steamer Companies' services. The Joint 
Steamer Companies have explained that until 
recently, Ledo coal used to move down by 
their services as far as Gauhati and the small 
quantities o£ Khasi coal used to be carried 
in the returning empty coal flats. The 
position is, however, now changed and Ledo 
coal from Neamati no longer moves as far as 
Gauhati and separate coal flats have to be 
allocated fob shipping the increased quanti¬ 
ties of Khasi coal upstream. There can be no 
comparison between the railway rates and the 
Joint Steamer Companies* rates for coal. The 
railway rates arc specially designed low with 
a view to affording cheap coal to industries 
and have no relation to the actual cost of 
carriage. Apparently, private enterprise is 
* at a disadvantage and cannot compete with State 
T:r:-/rort. 

r 

The Joint Steamer Companies entered 
into a Tea Carriage Agreement during the 1880s 



- 88 - 


with tea gardens in Assam and the Dooars, which 
subject to modifications from time to tim^ are 
at present in force as regards gardens in Assam 
only. No record is available of the rates 
charged in the early days of these agreements. 
Originally there were two sets of rates for 
"Direct Service" and "Despatch Service" which 
distinction was abolished in 1925. The gradual 
increase in rates from certain stations in 
Assam to Calcutta governed by the Tea Agreement 
of 1908 is as follows:- 


Gross Rates for Tea uer 80 lbs, neti 


YEAR 


1908 

1925 


s|s*=== 

DIBRUGARH 


Direct 


0 14 081 3 0 

5 

1 6 Ofi1 11 0 



jpibrugarhj To spur ( ' ao.hati { Dhubri 


Prom 1 7 1925 jj 1 6 10 ] 1 


{ <) 

1 0 11 ‘I } 0 9 0 

5 4 


Prom 20 8 1940 j 1 9 9 jj 1 4 5 jj 0 12 11 ■ 0 10 2 

Prom 1 2 1947 { 2 9 3 j 1 14 6 j 1 4 S j 0 14 10 

Prom 1 12 1947 |40 2 2 15 5|20l|l7 1 

1 I 5 ') 

Prom 1 6 1951 jj 4 1 2 j 3 0 5 jj 2 ! 1^1 8 1 

4 0 i $ 

Prom 1 11 1951 j 4 7 9 j 3 11 1 jj 3 4 11 j 2 1 6 

__ _ _ . . A il i j rv f h a r- u f *7 A A ^ '"'1 4 /*" 


Prom 22 9 1952 $443|395*|3411j21 6 


♦Prom 30.12.1952. 


The rates shown above are inclusive of all 
charges except any temporary boating charge 
when the despatching ghats are otherwise in¬ 
accessible. 
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A statement showing the current rates 
as notified in the Joint Steamer Companies’ 

Local Rate Advices No. 12 of 1953 and 5 of 1954 

is appended*. It has been stated that these *Appendix 20 

rates apply to over 99.7$ of tea which arrives 

in Calcutta in local booking. There are a few 

non-agreement gardens which consign tea in 

local booking to Calcutta, the actual number 

during 1954/55 being 8. These 8 gardens 

booked a total of 12,000 chests of tea, out of 

a total tea traffic of 34,00,000 chests i.e., 

about .3$ and even a part of this tea was 

received in through booking with the railways. 

It has been seated that the special rates for 
tea notified in through booking with the North 
Eastern Railway via the various rail-river 
junctions in Assam are applicable to all 
shippers. 

Rates for tea booked by non-agreement 
parties are, however, different. Tea is 
charged at the 11th class rate by the Joint 
Steamer Companies as against 10th class charged 
by the Railways. Specimen agreement rates 
compared with the exceptional. 11th class rates 
for tea are given below; - 

Current rates for Tea to T.T, Sheds. 

( per maund of 80 lb. gross ) 



Agreement 

Non-Agreement; 

F_ R_0_M. 

rates 

rates (Class 1 


Rs. a. 

P» 

Rs. a. p. 

Dibrugarh Depot 

4 8 

0 

6 0 6 

Desangmukh 

4 4 

3 

5 2 6 

Neamati Steamer 

Ghat 3 14 

8 

5 0 9 

Gamiri Ghat 

3 14 

8 

4 11 10 

Tezpur Ghat 

3 9 

5 

4 7 5 

Dhubri Steamer 1 

Ghat 2 1 

9 

3 6 4 
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*Appendix 21. 


A complaint has been made that the 
Joint Steamer Companies discriminate between 
shippers in respect of freight rates. The posi¬ 
tion is that certain Tea Gardens have entered 
into an agreement with the Joint Steamer 
Companies to book all their tea by their services. 
In consideration o.f their being regular customers, 
the Joint Steamer Companies charge these Tea 
Gardens concessional freight for movement of tea 
to Calcutta. By virtue of this Agreement, the 
Shippers are also charged concessional rates for 
movement of Tea Garden stores from Calcutta. 

These concessional rates are notified in the 
schedule appended to the Agreement. The percen¬ 
tage of reduction between the class rates and 
the concessional rates varies, but is generally 
within 15$. A copy of the Tea Carriage Agreement 
is appended*. The Joint Steamer Companies have 
confirmed that the Tea Carriage Agreement is not 
confined to members of the Indian Tea Association 
only but is open to any Tea Garden wishing to 
enter into an agreement. As a matter of fact, 
the Joint Steamer Companies have entered into 
an agreement with many Tea Gardens who are not 
members either of the Indian Tea Association or 
the Indian Tea Planters' Association. The grant 
of concession to regular shippers does not 
amount to discrimination. There is, therefore, 
nothing objectionable in the Joint Steamer 
Companies charging their regular shippers a 
concessional rate for moving tea and tea garden 
stores. 

The Jute Enquiry Commission have in 
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their report observed that the present freight 
rates on jute to Calcutta from Assam by rail 
are stated to be more than sea freight from 
Calcutta to U.A. and only slightly lower than 
Calcutta to IhS.A. It has also been stated 
that freight by steamer services has gone 
higher than what it was in pre-war days. The 
Commission have accepted that there has been 
a great rise in the cost of operation of 
transport agencies. They have, however, 
recommended that the railways should consider 
a change in the classification of jute so as 
to effect a due reduction in freight rates. 

They have ilso recommended that the river 
transport companies should evolve a more 
equitable freight schedule for jute despatched 
to Calcutta. 

The Joint Steamer Companies entered 
into an agreement with the Indian Jute Mills 
Association in 1390 for carriage of jute to 
Calcutta. This agreement has continued ever 
since and is still ir. force in respect of both 
mills and presses and covers despatches from 
specified stations which are now in Pakistan. 
Originally there wore two sots of rates, one 
for the "busy" season and the ether for the 
"slack" season. No record is now available 
with the Joint Steamer Companies to shovr what 
rates were charged when the agreement was first 
entered into. Slack season rates were in 
force until February 1947, mainly from stations 
which are row in Pakistan. The only Indian 
station from which slack season rates applied 
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was Dhubri. No definite percentage reduction 
was followed for the slack season rates, but it 
averaged about 15%• There are no slack season 
rates for jute at the present time. 


The following table shows the increases 
in freight rates for jute from some Assam 
stations to Calcutta since the year 1920. (The 
rates are gross for 4 maund bales inclusive of 
terminal and customs examination charges). These 
also include boating charges to all mills and 
presses in Calcutta upto a distance of about 40 
miles which approximately costs Rs. 1-2-9 per 4 
maund bale. These rates apply alike to all 
shippers. 


Dhubri jjGauhatixT ez pu rjj 
FOR jstr.GhatjB. Ghat| Ghat { _ REMARKS. 

Rs. a. pfiBs. a. pdRs. a. p " 


All thef 

year §311 Of 
round 


Ditto 0511 

0 


Ditto 5 7 13 
0 
0 
5 

Ditto { 7 13 
• 5 


5 

951 


Busy { 2 6 5{2 5 8$2 11 6$ 

Slack 0 1 15 2| 

Busy 0 2 15 353 0 10§3 9 10 

Slack 5 2 9 75 

5 

Busy 5 2 10 6| 

Slack 2 0 10i 


|3 7 1 54 4 1 5 


5 2 1156 6 0 


958 0 1 1 59 14 8( 


10 12 0513 1 6| 

5 


A 

5 


0 12 oill 8 7 

5 I 

5 ! 


1920 


1926 


1941. Inclusive of 1 2-£% 
I/C. 

1947. (1. 2. 1947) 

Inclusive of \2tyo 
I/C. 

1.12.1947. Inclusive 
of 75/° E.C. 

1.11.1951. Rates revised 
and inclusive of termi¬ 
nal and 75% E.C. & C.E.C, 

February 1955. Inclu¬ 
sive of terminal 75% 

E.C. and C.E.C. 


Temporary boating charges would normally 
be charged separately in addition, if in force 
at the sending station, but in actual practice 
the necessity rarely arises since in the event 
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of boating being necessary, shippers usually 
employ thoir own boats. 

The Joint Steamer Companies' present 
rates are not susceptible of reduction without 
inflicting a loss on them in their services. 

Their balance sheet shows that they are already 
running at a loss, I have, therefore, not 
considered it desirable to suggest any reduction 
in rates. 

The Joint Steamer Companies have 
explained that the following factors limit their 
ability to reduce their rates: 

1. Cost of operation which has increased 
several times since 1938. This in¬ 
cludes heavy expenditure on repairs 
which is not susceptible of reduction; 

2. River conservancy for which they have 
to spend very large sums; and 

3. Heavy expenditure on coal on account 
of their being forced to buy costly 
Khasi coal. 

The Companies are taking all possible steps to 
reduce their operational cost. I have recommend¬ 
ed elsewhere that the river conservancy 
arrangements may be taken over by Government 
and till this is done, their grants should be 
suitably enhanced. As regards coal, the Joint 
Steamer Companies state that they are compelled 
by Government to take 22,000 tons of Khasi coal 
at a much higher price at Gauhati as compared 
to Ledo coal and Bengal coal which are cheaper. 
This compulsion causes them an additional 
expenditure of Rs.7,64,500 per annum. Since 
1954, the Joint Steamer Companies have been 
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agitating against this allocation of Khasi coal. 
They have submitted that the allocation of 
increasingly larger quantity of Khasi coal has 
adversely affected their operational cost. 


Coal is being delivered to the Joint 
Steamer Companies from various coal-fields at 
the following place s:- 

Bengal: Calcutta, Patna, Colgong 

and Rajraahal. 

Ledo & Nazira: Neamati and Di'orugarh. 

Khasi: Gauhati. 

The following are the bunkering stations 
on their services:- 

A. S.D. Service: Calcutta, Khulna, Goalundo, 
Dhubri, Pandu, Gauhati, 

Tezpur, Subansirimukh, 

Neamati, Desangmukh and 
Dibrugarh. 

C.S.D.Service: Narayanganj, Fenchunganj, 
Karimganj, Badarpur, 

Sealtick, Masimpur and 
Silchar. 

Ganges D Patna, Colgong and Rajmahal. 

Service: 

Their approximate consumption on these 
services from 1.7.1954 to 30.6.1955 has been as 
follows:- 

Tons. 

A.S.D.Servicc 2,09>000 

C.S.D.Service 43,000 

G. D. Service 28,000 

2.80.000 


Given below arc the figures in respect 


of their demand, final allocation and offtake 
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from 1951 to 1955: 


Beng* 1 Nazim Khasi ToT ^ 


Tons _ Tons Tons Tons 


1951 

( Demand 
( Pinal 

- 

- 

- 

- 

( allocation 

2,53,110 

57.500 

12,000 

3,22,610 


( Offtake 

2,12,717 

61, 

060 

2,73,777 

1952 

( Demand 
( Pinal 

- 

- 

- 

- 

( allocation 

2,01,680 

60,000 

12,000 

2,73,680 


( Offtake 

1,93,346 

55,437 

16,899 

2,65,682 

1953 

( Demand 
( Pinal 

- 

55,000 

24,000 

- 

( allocation 

1,96,128 

60,000 

27,000 

2,83,128 


( Offtake 

1,82,911 

49,319 

22,000 

2,54,230 

1954 

( Demand 
( Pinal 

- 

50,000 

20,000 

- 

( allocation 

1,87,358 

48,000 

22,000 

2,57,358 


( Offtake 

1,76,395 

45,036 

30,638 

2,52,069 

1955 

( Demand 

1,83,036 

70,000 

22,000 

2,75,036 

( Allocation 

2,03,036 

40,000 

32,000 

2,75,036 


Coal for bunkering stations (other than 
delivery points) is carried in the Companies' 
own flats and is rarely used for ballasting. 
Based on the principle of minimum haulage, their 
requirements are as follows:- 

Tons. 

■* ’ Bengal 1,80,000 

Ledo and Nazira 28,000 

Khasi 72,000 

2.80.000 

This is based on the supply of Ledo coal for all 
stations between Tezpur and Dibrugarh, of Khasi 
coal for Qauhati, Pandu and Dhubri and of Bengal 
coal for all other stations. 


The statement below shows the prices 

of Bengal, Ledo and Khasi coals from 1951 to 
1954:- 
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Bengal Coal 
"E" Grade 


Ledo Coal 


Khasi Coal 


YEARS Purchase {Laid down } Purchase {Laid down{Purchasc<)Laid down 
5 price {cost per| price {cost per{ price {cost per 
Qper tonf ton. Ot>er tonfl ton, {per ton| ton. 

j (be) I (RJj { (Rs) (ns) j (Ss) | Tto) 

0 5 0 5 D 0 

19510 15 4 0 j 26 2 840 39 4 90 43 0 6 { 64 0 0 0 70 14 0 

1952{ 15 4 0 0 26 2 84} 39 14 30 38 4 6 0 64 O 0 0 70 14 O 

19530 15 4 0 | 26 12 8i| 33 9 60 38 3 6 { 64 0 O { 70 14 0 

19540 15 4 0 } 26 12 8-H 33 9 6| 38 3 6 0 64 0 0 ft 70 14 0 

JuneQ 5 { { 5 { 

1955 15 4 0 5 27 3 2*0 33 11 Oj 37 13 0 0 57 O O 0 61 2 0 

====L======J=^== S ===ir,^.-.=====l=^--:=:=-====i===:=====-I===== S === 


Note: (Where rates vary average rate has been taken) 


^Appendix 22. A statement* showing the all inclusive 

current price of coal at various places is attached. 

Admittedly the price of Alias! coal is 
higher than that of coal from other :''\olds. The 
landed cost of Khasi coal at Lhubri, Gauhati and 
Tezpur is much higher than the price oi Bengal, 

Ledo and Nazira coal. While the Government are 
naturally anxious to find an outlet for the Khasi 
coal, it has to be appreciated that the high 
cost of that coal has its repercussions on the 
Joint Steamer Companies' cost of operation. The 
Companies have represented that allotment of 
additional quantities of coal in excess of 
their demand increases their cost of operation 
by Rs.4* lakhs per annum. The use of Bengal 
coal for bunkering beyond Gauhati may not be 
economical to the Companies, yet they would 
prefer to take as much Bengal coal as possible 
on account of its high efficiency. I am given 
to understand that Messrs. Macnoill & Barry 
Ltd., and Messrs. Kilburn & Co., who arc the 
Managing Agents for the Joint Steamer Companies, 
have vested interests, cither directly or 




- 97 - 


indirectly, in the Bengal-Bihar Coal fields. 
They, therefore, naturally like to take coal 
from these sources and move it to their dumps. 
They have got their own permanent gangmen on 
a contract basis and move coal by their own 
flats - thus earning profits in all possible 
ways. It is alleged that Bengal coal which is 
being brought into Assam (especially to Dhubri, 
Karimganj, Badarpur and Silchar) ostensibly 
for bunkering is sold in the black market to the 
public and the Tea Gardens. Black market sale 
of coal received from Assam Railway Trading 
Company Collieries to brick manufacturers and 
rice and oil mills at Gauhati has also been 
alleged. At Patna also, it was mentioned 
that coal was being pilfered in large quanti¬ 
ties and all shortages were being covered by 
showing inflated figures of issue of coal to 
steamers, I have no means cf verifying these 
allegations. Government may look into the 
question of coal allocations to the Joint 
Steamer Companies. It is obvious that reduc¬ 
tion in their cost of operation will be reflect¬ 
ed in a corresponding reduction in their freight 
rates. 


In comparing the Joint Steamer 
Companies' rates with those of the Railways, it 
must oe borne in mind that the Joint Steamer 
Companies' operations are confined to a small 
part of the country, without the means of 
recouping their losses out of the gains in 
other parts of the country where conditions may 
be less exacting or where traffic flow may bo 
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more lucrative, while the railway rates have 
little bearing to the cost of operation in a 
particular area, as losses in one sector can be 
made good from earnings in the other. Prom a 
Appendix 23. news item that appeared in the *Jugantar dated 

23.2.1955, it is seen that the North-Eastern 
Railway is working at a loss. This loss is 
apparently made good from profits earned on other 
Railways. Moreoever, the large volume of 
passenger traffic on railways swells their 
revenue so that they can afford to charge lower 
rates for certain items of goods traffic. The 
Steamer Companies have no passenger traffic 
worth the name, and where they do run a passenger 
service, it is a losing concern. The Joint 
Steamer Companies' traffic largely consists of 
the produce of the area within which their 
vessels ply and their main revenue depends on 
tea and jute, both of which are seasonal commodi¬ 
ties. 

I have already indicated that the basis 
of charge adopted by the Joint Steamer 
Companies is 9$ lower than that of the Railway 
rates. The Joint Steamer Companies are running 
at a loss and there are already ruraou:.-.'’. *...,t 
the India General Navigation and Railway Co., 
Ltd., are thinking of closing their services 
on the Ganges, which will be detrimental to 
trade in general. In the circumstances, I am 
not inclined to recommend any drastic reduction 
in their freight rates. The Joint Steamer 
Companies should, however, in their own 
interest, consider the question of readjusting 
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their rates so as to attract more traffic. 

This should be possible with the increase in 
grants for river conservancy works, which I 
have recommended elsewhere. With a view to 
develop the jute export industry, the Govern¬ 
ment of India have recently abolished the 
export duty on jute so that Indian jute may 
compete favourably in the world market. The 
Joint Steamer Companies should make special 
efforts to reduce rates on jute. 

With a view to rationalise the rail 
transport in the light of the growing demand 
for the development of the country, the 
Government of India have set up Railway Freight 
Structure Enquiry Committee to investigate and 
recommend the basis for charge for various 
commodities moving by rail. If as a result 
of the findings of that Committee, the Railways 
revise their rate structure and class rates 
are reduced, I vie expect that the Joint Steamer 
Companies will follow suit. 


-;o:o:0:o:o:- 



CHAPTER IV. 


CONDITIONS FOR BOOKING AND CARRIAGE IMPOSED BY 

STEABffiR COMPANIES.' 


One of the complaints made by the public 
to the Government was that the conditions of 
booking and carriage imposed by the Joint 
Steamer Companies were too onerous. In order to 
have a clear ide$ of the nature of the complaint 
I oalled a meeting at Calcutta to which were 
invited the representatives of the Governments 
of U.P., Bihar, Vest Bengal and Assam, the 
Eastern and North Eastern Railways and such 
Chambers of Commerce in Calcutta as had made a 
complaint to Government, the Karimganj Merchants 
Association, Shri S.C,Deb, M.P,, and Shri K.P. 
Tripathi, H.P., as well as representatives of 
the Joint Steamer Companies. It was generally 
stated at that meeting by the former that the 
conditions of booking were not fair, that 
storage facilities were inadequate and that the 
incidence of loss ahd theft of cargo was on the 
increase. The Joint Steamer Companies' 
representatives explained at length the view 
point of the Companies. It was decided at 
this meeting that a questionnaire be issued to 
the mercantile community to elicit the details 
of their grievances. A Copy of the question¬ 
naire which was issued on 8,6.1954 is appended 
to Chapter I of this Report. 

While the attitude of the Indian Tea 
Association, the Indian Jute Mills Association 
and the Bengal National Chamber of Commerce, 
Calcutta, was somewhat sympathetic towards 
the Joint Steamer Companies, the majority of 
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of the replies received from the other Trade 
Associations indicated a feeling against their 
working. For the sake of convenience, 
complaints of an allied nature may be grouped 

i 

together as follows: - 


GROUP I. 

1. The conditions imposed by the 
Joint Steamer Companies at the 
time of booking are onerous. 

2. The Joint Steamer Companies do 
not intimate the merchants about 
the arrival of their goods. 

3. The Joint Steamer Companies do 
not give full weighment delivery 
when demanded by the consignees. 

4. The Joint Steamer Companies do 
net give open delivery when 
demanded by the consignees. 

5. The Joint Steamer Companies do 
not issVi receipts for charges 
reco - ■ .°do 


group i;:. 

1. The Joint Steamer Companies 
have no standardised rules re¬ 
garding packing; and book the 
consignments under qualified 
remarks, absolving themselves 
of responsibility for loos, 
damage etc. 

2. The Joint Steamer Companies do 
not take adequate steps to en¬ 
sure the safety of cargo and 
the incidence of damage to and 
loss and theft of cargo is 
very high. 

3. The Joint Steamer Companies do 
not issue shortage certificates". 

4. The Joint Steamer Companies do 
not entertain claims for loss 
of or damage to articles. 


GROU P I IT.. 

1. The Jj int Steamer Companies dis- 
cr.ixm v cit-: among various shippers 
in respect of booking. 

2. The Joint Steamer Companies stop 
booking of cargo as and when they 
like. 
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3. The Joint Steamer Companies 
do not take adequate care of 
perishables. 

4. The services provided by the 
Joint Steamer Companies are 
inadequate and irregular. 

5. Storage facilities provided 

by the Joint Steamer Companies 
are not adequate. 


GROUP IV. 

1. The Joint Steamer Companies 
do not execute a composite 
bond in respect of consign¬ 
ments booked by their services. 

2. The Joint Steamer Companies 
have set up no Advisory 
Committees. 

3. Complaints of general routine 
nature. 

When considering complaints that the 
terms and conditions of carriage as imposed by 
the Joint Steamer Companies (briefly recorded 
on the reverse of their Forwarding Notes) are 
unnecessarily comprehensive and onerous as 
compared with the conditions under which traffic 
is booked by the Railways, it needs to be 
remembered that the two carriers are operating 
under different laws. Carriage of goods by rail 
is governed by the provisions of the Indian 
Railways Act, 1890, as amended from time to 
time. The liabilities of the Railways are 
limited to those of bailees under sections 151> 
152 and 161 of the Indian Contract Act and they 
would be liable only if they do not exercise 
such proper care as is required of bailees, 
i.e., they do not take as much care as a 
reasonable or prudent man would take of his own 
goods. The carriage of goods by inland 
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navigation is governed by the provisions of the 
Carriers Act, 1865. The Carriers Act of 1865 
is framed on the lines of the English Carriers 
Act of 1830 with certain modifications. Under 
this Act, a common carrier in India is subject 
to two distinct classes of liability, the one 
for loss for which he is liable as an insurer 
and the other for loss for which he is liable 
under his obligation to carry safely. Speaking 
generally, the former is an insurable risk in 
which the element of default is absent and the 
latter is the risk in carrying in which that 
element is present, and a carrier can by 
special contract indemnify himself against 
insurable risk only. He cannot contract himself 
out of negligence or oriminal acts of himself 
or his servants. Section 6 of the Carriers 
Act, 1865, however, provides for ’common 
carriers’ limiting their liability by a 
special contract, but not so as to get rid of 
the liability for negligence. It follows that 
if the carrier does not choose to limit his 
liability by a special contract, then by 
necessary implication the liability which the 

common law imposes upon him shall remain un- 

i 

limited. 


The terms of carriage are contained in 
the Steamer Receipt or Bill of Lading, but the 
mere insertion of such terms into the Bill of 
Lading to be handed to the owner after he had 
parted with the goods is not sufficient proof 
of the contract. It is considered necessary that 
owners of goods, before parting with their goods 
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and their control over them, should have an 
opportunity of seeing, considering and approving 
of or rejecting the clauses by which a carrier 
might propose to exempt himself from any 
liability. These terms are, therefore, contained 
in the Forwarding Note which is signed by or on 
behalf of the consignor. Such conditions thus 
constitute a special contract and the liability 
of the carrier is to be determined with reference 
to the conditions printed on the back of the 
Forwarding Note. 

A "common carrier" under common law is 
liable as an insurer, and such liability is 
subject to four well established and recognised 
exceptions, where he cannot bo held liable. 

These are:- 

(1) Act of God (i,e., perils of 
navigation)• 

(2) action by State's enemies; 

(5) inherent defect; and 

(4) shippers’ default. 

The Joint Steamer Companies claim that the rules 
they have framed are intended to limit their 
liability as permitted by statute and that it 
is of the utmost importance that the protection 
given to them by the Common Carriers Act should 
not be curtailed. They arc equally anxious 
that the public should be made clearly aware 
of the conditions under which, they operate. 

I will now deal wish the various 


complaints groupwisc. 
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GROUP I : 

(1) Conditions of booking. 

Legally there is nothing to prevent 
the Joint 3tearaer Companies iron limiting their 
liability as much as they like by contracting 
with the shippers, which in fact they do when 
the shipper signs the Forwarding Note on the 
reverse of which certain conditions governing 
the carriage of goods have been printed. It 
is, however, necessary to see that the condi¬ 
tions drawn up by the Joint Steamer Companies 
are not unduly unfavourable to the shippers. 

The Joint Steamer Companies have been 
publishing the general rules, regulations and 
conditions for the carriage of goods and 
conveyance of passengers, luggage, parcels, 
live stock, motor cars etc., in local and in 
through booking with Railways in their Goods 
Tariff and Coaching Tariff. These tariffs 
are revised from time to time and the latest 
issues are now in force with effect from 
1.12.1954. I would not go into a detailed 
examination of the earlier issues of the 
Tariff books (I have studied them and find 
that they are more or less on the same lines), 
but I would confine myself to an examination 
of the rules as they are not* operative. As 
there is not much of coaching traffic and 
there has been no complaint about the rules 
and regulations governing it, I have confined 
ray examination to goods traffic only. 

I discuss below certain rules which 
really call for examination or which would 
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appear to a layman as objectionable. I have also 
taken into consideration suggestions made by the 
various Chambers of Commerce, etc,, in this 
regard. 

Rule 8: 


"Supply of space not guaranteed. - 
The Companies do not guarantee to 
provide space at any station". 

This is similar to Rule 9 of the I.R. C.A, 

Goods Tariff No. 29, quoted below: - 

"Supply of wagons not guaranteed.- 
The Railway does not guarantee to 
supply at stations wagons of any 
particular type or tonnage. If 
wagons of a special type or tonnage 
are required by consignors and 
such are not available at the 
station at which they are required, 
special arrangements must be made 
with the District/Divisional 
Traffic Officers of the Railway". 

There is nothing objectionable in this 

rule. 


Rule 9 : 

"Despatch of goods by any particular 
vessel. - The Companies do not 
guarantee the despatch of goods, by 
the first steamer leaving after 
receipt of the goods nor by any 
particular succeeding vessel, nor 
will they be responsible for the 
arrival of goods at any station 
within any definite time". 

This is similar to Rule 8 of the I.R.C.A, 

Goods Tariff No. 29, quoted below: 

"Despatch of goods by any particular 
train not guaranteed.- Railways 
do not guarantee the despatch of 
goods by any particular train nor 
will they be responsible for the 
arrival of goods at any station 
within any definite time". 

There is nothing objectionable in this 

rule also. 


Rule 10 : 


• • 


• • 
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Rule l6 : 

"Shipment in vessels optional to the 
Companies. - A Steamer Receipt or 
other Shipping document admitting 
receipt of any goods upon any 
vessel of the Companies shall not 
be conclusive evidence that the 
goods have been loaded on such 
vessel and such goods may be loaded 
on any of the Companies' vessels". 

Similar protection is provided in Rule 

16 of the Forwarding Notes of the Indian Shipping 

Co., Ltd., and the Bengal Assam Steamship Co., 

Ltd., and in Rule 15 of the Forwarding Notes of 

Neptune Navigation, Hiralal Shaw and Bengal 

River Service Ltd. The Rule runs as follows: - 

"A bill of lading or other shipping 
document admitting receipt of any 
goods upon any vessel shall not be 
conclusive evidence that the goods 
have been loaded on such vessel, 
but such goods may be loaded on any 
steamer or steamers, flat or flats 
of the Company". 

The present practice of the Joint Steamer 
Companies is not to issue receipts until the 
goods have actually been loaded on board the 
steamer. Apparently, the Joint Steamer Companies 
have introduced this as a saving clause to 
absolve themselves from responsibility if the 
situation ever requires the shifting, either in 
full or in part, of cargo from one steamer to 
another. Normally no carrier would resort to 
this without good reasons, but the contingency 
has to bo provided for. This Rule is not pre¬ 
judicial to the interests of the shippers and 
no change is called for. There is no parallel 
to this in the I.R,C.A.Goods Tariff No. 29, but 
in the absence of any provision to the contrary, 
there is no binding on the part of the Railways 
to despatch goods in the same wagon, the number 
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of which is quoted in the Railway Receipt issued 
to the consignor. The Railway Administrations 
also enjoy the right to change wagons if 
considered necessary for good reasons. 


Rule 11 : 

This is the same as Clause 8 of the 
Forwarding Note and runs as follows: - 

" Carriage of Goods and deviation 
from intended voyage. - 

The Companies shall bo at liberty 
to carry any goods to their port 
or place of destination by any 
vessel or vessels, whether belong¬ 
ing to the Companies or not, and 
by any route, and to carry the 
goods beyond their port or place 
of destination and to tranship or 
land and store the goods either 
on shore or afloat and re-ship 
and forward the same at the 
Companies' expense. The Companies 
shall also be at liberty to 
deviate from an intended voyage 
and to call and stay at any port 
or place, whether in or out of the 
usual course of the voyage, and 
in any order and for any purpose 
or at any time whatever, and 
further, the Companies do not 
undertake to deliver goods at 
destination within any stipulated 
time". 


A similar provision is made by the Bengal Assam 
Steampship Co., Ltd., and Indian Shipping Co., 
Ltd., in Rule 8 of their Forwarding Notes and 
by Neptune Navigation, Hiralal Shaw and Bengal 
River Service Co,, Ltd., in Rule 10 of their 
Forwarding Notes. The Railways also do not 
guarantee the arrival of goods at any station 
within any definite time (vide Rule 8 of the 
I.R.C.A. quoted elsewhere). 


No carrier would like to change the 


route of the voyage or unload any cargo off the 
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steamer and reload it into another without 
sufficient justification. This is only a saving 
clause to safeguard the interests of the carriers 
in the event of emergencies. There is nothing 
objectionable in this rule, and no change is 
called for. 


Rule 15 : 


"Conditions of carriage. - The Companies 
shall not be liable for goods unless 
and until the Companies shall have 
granted a written receipt therefor, nor 
after a reasonable time not exceeding 
24 hours after arrival of the goods 
at destination. In all cases and 
under all circumstances the Companies' 
liability shall absolutely cease when 
the goods are free of the vessel's 
tackle and thereupon the goods shall 
be at the risk for all purposes and in 
every respect of the Shipper or Consignee". 

This appears as Clause 2 of the forwarding 

Note. 


A similar provision is made by th^ Bengal 
River Service Co,, Ltd., and Neptune Navigation 
and Hiralal Shaw, in their rules 1 and 5 quoted 
below: - 

Rule 1 : 

"The service will not be liable for 
goods until they are placed on board 
their running vessels nor after a 
reasonable time not exceeding 24 hours 
after arrival at destination. The 
service will not be liable for or in 
respect of goods whilst in receiving 
flats or on shore". 

Rule 5: 


"The service will not be responsible 
for any goods unless the same are 
signed for as received by their clerks 
or agents". 


The Bengal Assam Steamship Co., Ltd., and the 
Indian Shipping Co., Ltd., have also included a 
similar prevision in their terras of carriage in 
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their Rule 2 quoted below:- 

"The Company shall not be liable 
for goods unless and until the 
Company shall have granted a 
written receipt therefor or 
after a reasonable time not 
exceeding 24 hours after 
arrival at destination. In all 
cases and under all circumstanoes 
the Company's liability shall 
absolutely cease when the goods 
are ffee of ship's tackle and 
thereupon the goods shall be at 
the risk for all purposes' and 
in every respect of the shipper 
or consignee". 

The Joint Steamer Companies have explained that 
in the course of their business, which is to 
carry safely, they have involuntary and 
gratuitous custody or cargo offered for shipment, 
where their liability is that of a "bailee", 
as distinct from that of a "carrier". In this 
clause, they, therefore, seek to distinguish 
between their respective liabilities as a 
"bailee" and as a "carrier". The Railways also 
proteot themselves suitably in Rule 31 (Clauses 
1 and 2) of the I.R.C.A.Goods Tariff No. 29, 
quoted below:- 


"Responsibility of the Railway for 
goods.-The Railway Administration 
hereby give public notice— 

(1) That they are not accountable 
for any articles unless the 
same are booked and a receipt 
for them given by their clerk 
or agent, and that when the 
articles are so accepted for 
conveyance, the responsibility 
of the Railway for the loss, 
destruction or deterioration 
of the articles is subject to 
the provisions of Sec.72 and 
Sec.74A of the Indian Railways 
Act IX of 1890. 

(2) That in respect of goods not 
removed from railway premises 
at station of destination 
within a reasonable time, the 
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railway is not liable in any 
respect for any loss, destruc¬ 
tion, deterioration of or 
damage to such goods, arising 
from whatever cause notwith¬ 
standing that the railway may 
have warehoused or otherwise 
kept the goods and notwith¬ 
standing that the railway shall 
be entitled to be paid the 
authorised charges for goods so 
left on their premises. 
Normally, the free time allowed 
for demurrage and wharfage on 
railways should be considered 
as reasonable time for this 
purpose". 


** ** ** 

While I appreciate the justification for absolving 
the Joint Steamer Companies from the continued 
responsibility for the safety of the cargo for 
an indefinite period after its arrival at the 
destination, I do not agree that the Joint 
Steamer Companies can shake off responsibility 
as soon as the goods are free of the vessel's 
tackle or within 24 hours thereafter. I do 
not think that the word "arrival" is intended 
to mean "made available for delivery". Except 
in the case of full steamer or flat loads 
booked against Shipping Orders, where loading 
and unloading are done by the owners, 
deliveries are not effected straight from the 
steamers, (nor is this convenient from the 
shippers' point of view) but the goods are 
transferre". to the Companies' godowns and are 
made available there for delivery. A period 
of 24 hours after arrival of cargo is definitely 
too short. To determine what would be the 
reasonable period during which the consignees 
are expected to take delivery, regard must be 
had to certain factors which circumscribe the 
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consignees' ability, viz., local transport, 
general political condition of the area, such as 
strikes, and weather conditions. A shipper may 
not be able to arrange for quick transport duriing 
a very heavy monsoon period when certain roads 
to the ghat stations become impassable or when 
the general political condition of the area 
may not be settled or peaceful. One can visua¬ 
lise that any relaxation in this regard is likely 
to be abused by certain unscrupulous merchants 
who would consider the Joint Steamer Companies' 
storage godowns as the best place for storing 
their goods till they find market conditions 
favourable to them. Taking all these factors 
into consideration, I would not limit the 
liability of the Companies to a period of 24 
hours after arrival of the goods at destination, 
but would recommend that it continues upto the 
expiry of the "free delivery time allowed". 
Thereafter, notwithstanding the fact that the 
Joint Steamer Companies shall be entitled to 
be paid authorised charges for goods left on 
their premises, they would not be responsible 
for the safety of the goods under any circums¬ 
tances. The rule may be reworded as follows:- 

The Companies shall not be liable 
for goods unless and until the 
Companies shall have granted a 
written receipt therefor. Their 
liability as bailees shall cease 
on the expiry of the free delivery 
period as notified from time to 
time. Thereafter the goods 
shall be at the risk, for all 
purposes and in every respect, of 
the shipper or consignee". 
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Rule 20 : 

"Right to correct charges on Receipt 
Notes. - The weight, description and 
classification of goods, and quota¬ 
tion of rates, as given in the 
Steamer Receipt, Forwarding Note or 
Railway Receipt are merely inserted 
for the purpose of estimating the 
freight and charges, and the 
Companies reserve the right of re- 
mea surement, re-weighment, r e- 
classification and re-calculation 
of rates, terminals and other 
charges and correction of any other 
o:r.at the place of destination 
and of collecting any amount that 
may have been omitted or undercharged. 
No admission is conveyed in a 
Steamer Receipt, Forwarding Note or 
Railway Receipt that the weight as 
shewn therein has been received or 
that the description of goods as 
furnished by the consignor is 
correct". 


This is similar to Rule 15 of the 
I.R.C.A. Goods Tariff No. 29, quoted below:- 

"Right to correct charges on receipt 
notes. - The weight, description and 
classification of goods and quota¬ 
tion of rates as given in the Railway 
Receipt and Forwarding Note are 
merely inserted for the purpose of 
estimating the Railway charges and 
the Railway reserves the right of 
re-measurement, re-weighment, re¬ 
classification and re-calculation 
of rates, terminals and other charges 
and correction of any other errors 
at the place of destination and of 
collecting any amount that may have 
been omitted or undercharged. No 
admission is conveyed by a Railway 
Receipt that the weight as shown 
therein has been received or that the 
description of goods as furnished by 
the consignor is correct”. 

Similar protection is contained in Rule 
13 of the Forwarding Note of Indian Shipping 
Co., Ltd., and Rule 19 of the Forwarding Note 
of Hiralal Shaw, Bengal River Service Co.,Ltd., 
and Neptune Navigation. The Rule may stand a3 


it is 
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Rule 27 : 

"Weight, quality etc., of goods 
shipped and Companies' right to 
correct Charges. - The Companies 
make no admission regarding 
weight, quality, quantity, 
contents and value of goods 
shipped and the Companies shall 
be entitled to correct any 
charges made on goods that may 
be undercharged in the Steamer 
Receipt or other Shipping docu¬ 
ment and the Companies reserve 
the right of re-measurement, 
re-weighment, re-classification 
and re-calculation of charges 
at the place of destination". 

This is based on Rule 15 of the I.R,C.A. 
Goods Tariff No. 29 quoted above and is more 
or less a repetition of Rule 20 discussed above. 
This rule may stand as it is. 


Rule 29 : 

"Delivery of goods on arrival 
and risk etc., on default. - 
The consignees shall be ready 
to take delivery of their 
goods as soon as the same can 
be discharged from the 
Companies running vessels and 
in all cases the Companies 
shall be at liberty to dis¬ 
charge any goods, at 
Consignee's risk,. into godowns, 
receiving or other vessels or 
into warehouses and to ware¬ 
house or store the same. In 
cases of default in taking 
delivery the discharge shall 
be at the consignee's risk 
and expense and in all cases 
the Consignee shall be liable 
for demurrage according to 
the Companies' rules and the 
expenses of and incidental to 
warehousing or storing such 
goods and the Companies 
shall have a lien upon all 
goods discharged, warehoused 
or stored for such expenses 
and demurrage and shall be 
entitled, on expiry of three 
months after landing such 
goods, to sell the same in 
liquidation of all dues and 
may further recover any 
balance by legal proceedings, 
but shall in no case bo 
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liable for any loss or damage how¬ 
soever caused to any goods discharged 
from such vessels after the same 
have been so discharged. The 
Companies shall be at liberty to 
sell by auction or otherwise, 
damaged goods refused or not removed 
by consignees within a reasonable 
time. 


The Companies, their Managers, 
servants and Agents shall have a 
general lien, together with a right 
of sale by public auction, over 
the goods shipped, not only for 
freight and charges due thereon, 
whether payable in advance or not, 
but also for all amounts in anywise 
to become payable to them under the 
provisions of the Steamer Receipt 
although the same may not be then 
ascertained and also in respect of 
any previously unsatisfied freight 
or other charges or amounts due 
either 1 from Shipper or Consignees 
to the Companies and also for all 
costs and expenses of exercising any 
such lien and the right to deduct 
from the proceeds of any such sale 
the costs of and incidental to or 
to the exercise of any such lien as 
aforesaid". 

This appears as Clause No. 7 of the 
Forwarding Note, The Joint Steamer Companies 
claim that they should receive payment for 
the conveyance and that the consignees cannot 
legally refuse to take delivery of their goods. 
They *ay that this rule is based on Rule 31 
of the I.R.C.A.Goods Tariff No.29 (already quoted) 
and Rule 10 quoted belows- 

n Payment of charges.-Except in the 
case of dangerous and other goods 
specially provided for in this Tariff 
or in i’ .coption Lists for which 
pro—ray-icnt of freight is compulsory, 
all charges must be paid either 
when goods are presented for despatch 
or at the time of delivery, and all 
goods are subject to lien not only 
for the freight, wharfage, demurrage 
and handling charges on the particu¬ 
lar goods, but also for any general 
balance which may bo due to the 
Railway by the owner or consignor 
or consignee of such goods. If the 
raonoy in respect of which goods are 
detained, be not paid, they may be 
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sol d by auction, in the case of 
perishable goods at once and in 
the case of other goods, on the 
expiration of 15 days' notice 
of the intended auction and the 
proceeds applied in liquidation 
or reduction of the amount due 
and expenses". 

+ 

Rule 9 of the Forwarding Note of Bengal 
River Service Ltd., Hiralal Shaw and Neptune 
Navigation and Rule 7 of the Forwarding Note of 
Indian Shipping Go., Ltd., and Bengal Assam 
Steamship Co., Ltd., also seek to provide a 
similar protection. 

As stated above, except in special 
cases, goods are not delivered direct from the 
steamer or flat, but are transferred therefrom 
to the Companies' godowns before they are made 
available for delivery to the consignees. It 
is also not possible for individual merchants 
to arrange to take delivery direct from a steamer. 
This arrangement works quite well. While the 
Joint Steamer Companies would naturally be 
anxious to absolve themselves from the responsi¬ 
bility for storing the cargo indefinitely, it is 
not fair that they should avoid their 
responsibility as soon as the steamer touches 
the shore or goods are unloaded. I do not 
question the Joint Steamer Companies* right to 
recover demurrage and other charges incidental 
to warehousing or storing, if the goods are not 
removed within the free period allowed. I also 
do not question their right to recover their 
dues even by auctioning the uncleared or reject¬ 
ed cargo, but they must be held responsible for 
the safe custody of the cargo till the expiry 
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of the free delivery period. The rule may, ther 
fore be suitably amended. 


Rule 31 ; 

"Risk of Cargo on stoppage of voyage.- 
Whcn the carrying vessel is unable 
■;c proceed or continue a voyage for 
want of sufficient water in the 
rivers or by reason of restraints 
of princes, rulers or people or 
persons purporting to act on their 
behalf, all cargo will be carried to 
she furthermost recognised station 
which the carrying vessel can reach 
or to which the vessel may be 
permitted to proceed and the owners 
of the cargo will be required to 
lake delivery from there. All 
handling and vrarehousing charges at 
such stations shall be payable by 
the owners of the cargo. Freight 
shall be payable distance carried". 


This appears as Clause ho. 11 of the Forwarding 
Note. Too Joint Steamer Companies explain 
that by reason of partition and having to carry 
goods through foreign waters whore they arc 
unable to resist the Government or people or 
persons purporting to act on their behalf, 
the Companies were constrained to alter the 
Clause flora its original for..i which was as 
follows: - 

'When the carrying vessel is unable 
to proceed or continue a voyage 
for v;an : ; of sufficient water in 
the rivers all cargo will be carried 
to vhe furthermost recognised 
station which the carrying vessel 
can reach an:” the owners of the 
cargo will be required to take deli¬ 
ver.-' from there"r 

The Joint Ctearner Companies have pointed 
out that where goods are detained it is invariab 
ly due to the fault of the shipper (mis- 
deelaration}, They, therefore, feel that if, 
the offending consignment is off loaded at the 
point of detention it is obligatory that the 
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that the shipper must act in accordance with the 
laws of the country and reimburse the Companies 
for all charges incurred by reason of his fault. 

Exactly similar provision has been made 
in Rule 11 of the Forwarding Notes of the Indian 
Shipping C 0 ., Ltd., and Bengal Assam Steamship 
Company Ltd. The provision in Rule 13 of the 
Forwarding Notes of Neptune Navigation, Hiralal 
Shaw and Bengal River Services Co., Ltd., quoted 
below is, however, not so comprehensive for it 
does not provide for vessels being detained for 
any reason in foreign waters: 

"When vessels are unable to proceed 
further for want of water in the 
river all cargo boated shall be at 
the entire risk and expense of the 
shipper and the consignee". 

The practical operation of this rule is 
bound to be hard on the merchants for, while for 
want of sufficient water in the river, the 
steamers may not be able to proceed to the 
destination station, the merchants may themselves 
find it still more difficult to take delivery of 
the cargo at an out of the way place and arrange 
its onward carriage on their own. In their 
attempt to safeguard their own position, the 
Joint Steamer Companies do not seem to have 
given sufficient consideration to the difficul¬ 
ties with which the individual merchants would 
be faced if they are required to take delivery 
of their cargo in Pakistan on the plea that the 
carrying vessel is unable to proceed for want 
of sufficient water in the river, because it 
would be well nigh impossible for them to 
arrange clearance from Pakistan. The Joint 
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Steamer Companies must assume responsibility 
for carriage of tho cargo to destination 
(through Pakistan) in all circumstances. The 
Joint Steamer Companies are surely in a 
better position to arrange it by country 
boats and/or lorries. In the case of Indian 
waters also, in the event of vessels being 
unable to proceed to a particular ghat to 
which the cargo has been booked the shippers 
may have the option to take delivery at the 
point beyond which the vessel is unable to 
proceed or at the ghat to which the consign¬ 
ment has originally been booked. In the latter 
case, it shall be incumbent on the Joint Steamer 
Companies to arrange transhipment by country 
boats and/or lorries. The expenditure incurred 
for engaging country boats or lorries etc., 
shall, in all cases, be recovered in full 
from the consignees by levy of a suitable charge 
per maund. 

I do not suggest that any protection 
should be given to shippers who fraudulently 
mis-declare their goods, and it eventually results 
in the detention of vessels (which the Joint 
Steamer Companies t.re naturally anxious to 
avoid). In such cases, therefore, if either 
the steamer is detained or the offending con¬ 
signment is off loaded, tho Joint Steamer 
Companies' responsibility to carry the goods to 
destination should be deemed to have been fully 
discharged, and the consignee should take over 
the responsibility of the cargo. The Joint 
Steamer Companies would no doubt pick up such 
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cargo on release from the Governmental authorities 
concerned and carry it on payment of schedule 
charges either to destination or the booking 
station, as desired by the consignor or the 
consignee. In such cases, no responsibility for 
delay, damage or deterioration shall attach to 
the Joint Steamer Companies* 

The rule may, therefore, be suitably 

amended. 

Rule 58: 


"Partial delivery of consignments.- A 
consignee must take delivery of 
goods forming part of a consignment 
whenever they are available for 
delivery notwithstanding that the 
remaining goods are short or damaged 
or have not arrived at their 
destination or are otherwise not 
available for delivery; and, if the 
Consignee does not take delivery of 
such goods forming part of a 
consignment as are available for 
delivery, they will be subject to 
demurrage charges if not removed 
within the time allowed for removal M * 

This is similar to Rule 47 of the I.R.C.A. 

Goods Tariff No.29> quoted below:- 

"Partial delivery of consignments.-A 
consignee must take delivery of 
goods forming part of a consignment 
whenever they are available for 
delivery notwithstanding that the 
remaining goods are short or damaged 
or have not arrived at their ; destina¬ 
tion or are otherwise not available 
for delivery; and if the consignee 
does not take delivery of such goods 
forming' part of a consignment as are 
available for delivery, they will be 
subject to wharfage charges if not 
removed within the time allowed for 
removal M . 

There is nothing objectionable.in this 

rule. 

Rule 40 : 

"Non-liability of Companies. - The 
Companies shall not be liable for 
loss, damage or delay to any property 
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del ive red to be carried directly or 
indirectly resulting or arising from 
latent defects of any kind in hull, 
boilers, engines, machinery, ships' 
tackle, equipment or appurtenances 
at “he commencement or at any stage 
of the voyage provided reasonable 
means have been taken by the Compa¬ 
nies to ensure efficiency, or for 
loss, damage or delay directly or 
indirectly caused by or arising from 
Act of God, State's enemies, piracy, 
robbery, theft, pilferage with or 
without violence on board or else¬ 
where and whether by persons in the 
service of the Companies or not, 
arrests and restraints of princes, 
rulers or people; riots and civil 
commotions, strikes, lock-outs or 
other labour disturbances, barratry, 
jettison, collision, fire, breakage 
or leakage, vermin, sweat, rust, 
temperature of holds, climate, rain, 
injurious effect of other goods, 
whether by contact or otherwise 
howsoever, perils, dangers and 
accidents of the sea, rivers or 
navigation, storm, tempest or stress 
of weather or any other loss, damage 
or delay of whatsoever nature or 
kind howsoever caused unless such 
loss or damage shall have arisen 
from the negligence or criminal act 
of the Companies' own servants or 
agents". 

This appears as Clause 5 of the Forwarding 
Note, and is different from Clause 5 of the For¬ 
warding Note which was in use in 1938 and which 
ran as follows:- 

"The Company shall not be liable for 
loss, damage or delay to any property 
delivered to be carried directly or 
indirectly resulting or arising from 
latent defects of any kind in hull, 
boiler, engines, machinery, ship's 
tackle, equipment or appurtenances at 
the commencement or at any stage of 
the voyage provided reasonable means 
have been taken by the Company to 
ensure efficiency or for loss, damage 
or delay directly or indirectly 
caused by or arising from Act of God, 
King's enemies, piracy, robbery, theft 
or pilferage, with or without violence 
on board, or elsewhere and whether by 
persons in the service of the Company 
or not, arrests and restraints of 
princes, rulers or people, riots and 
civil commotions, strikes, lock-outs, 
or other labour disturbance, barratry, 
jettison, collision, fire, breakage 
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or leakagei vermin, sweat, rust 
temperature of holds, climate, 
rain, injurious effect of other 
goods, whether by contact or 
otherwise howsoever, perils, 
dangers, and accidents of the 
sea, rivers or navigation, storm, 
tempest or stress of weather or 
any other loss, damage or delay of 
whatsoever nature or kind howso¬ 
ever caused (except to the extent 
of the liability admitted in 
Condition 6 in cases where 
additional freight shall have 
been paid) unless such loss or 
damage shall have arisen from the 
negligence or criminal act of the 
Company's own servants or agents"* 

Exactly similar provision has been made 

in Rule 5 of the Forwarding Note of Bengal Assam 

Steamship Co., Ltd*, and Indian Shipping Company 

Ltd. The provision made in Rule 6 of the 

Forwarding Note of Neptune Navigation, Hiralal 

Shaw and Bengal River Service Co*, Ltd*, is, 

however, slightly different and is reproduced 

below: 

"The Service will not be responsible 
for loss of or damage to goods 
arising from the Act of God, the King's 
enemies, Civil Commotion, Robbers, 
Thieves, Dacoits, Machinery Boilers 
Steam explosion, heat K fire, Strandings, 
Groundings, Collisions, Snags or any 
accidents or dangers of the rivers, 
canals, locks or navigation nor for 

pr danafift .ftriginfi from gpftfl.g 
being insufficiently or improperly 
packed , marked, directed or described, 
or from any packages containing a 
variety of articles liable to damage 
each other goods, or from leakage 
arising from bad vessels or 
cooperage or from fermentation or 
for any loss or damage however 
occurring of or to any property deliver¬ 
ed to the service for carriage 
except such as it may notwithstand¬ 
ing any contract to the contrary be 
liable for, under the express 
provisions of any Act in force for the 
time being". 

The Companies have explained that if they 
do not limit their liability as per Section 6 
of the Carriers Act they would be liable as 
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insurers under common law. The Companies admit 
that they are liable where the loss or damage 
has arisen from the negligence or a criminal 
act of their servants or agents (Section 8 of 
the Carriers Act) and that thuy must prove that 
the loss or damage was not duo to any negli¬ 
gence or criminal act of their servants or 
agents (Section 9 of the Act). The Companies 
have only endeavoured to give a list of contin¬ 
gencies where they feel they are not liable. 

They explain that when a servant conspires to 
do a criminal act, he ceases to act as servant 
though, technically he might continue to be 
one; he has in fact become a criminal; and the 
companies cannot be held liable for loss or 
damage resulting from the servant's wrongful 
act outside the scope of his authority or duties 
(as distinguished from his irregular exercise 
of his authority). The Steamer Companies con¬ 
tend that the Railways also are not liable in 
cases whore a criminal act is done by their 
servants or agents acting beyond the- scope of 
their duties. I quite see the force of the 
argument that when theft is committed by the 
servants of the Companies acting beyond the 
scope of their duties, the Companies cannot be 
held liable for the loss or damage. A servant 
of the Companies in committing a theft is no 
more a servant representing the Companies, 
but is an ordinary criminal. As such the 
Companies cannot be held liable for the misdeeds 
of their servants committed outside the scope 
of their duties. The vital point, however, is 
whether or not the loss or damage has arisen 



- 124 - 0 

..if 

from the negligence or criminal act of the 
Companies* own agents or servants acting as suoh. 
I do not, therefore, recommend any alteration 
in this rule* 


Rule 45(iv )* 

'•The Companies shall not be liable 
for detention, non-delivery or 
misdelivery of any paokages or 
goods unless the same are distinctly 
and indelibly marked before ship¬ 
ment with a distinguishing mark, 
and in addition, with the name of 
the port of destination, nor shall 
the Companies be liable for deten¬ 
tion, non-delivery or misdelivery 
caused by insufficiency, inaccuracy, 
obliteration or absence of marks or 
descriptions”• 

This is based on Rule 31(3) of the 
I.R*C.A, Goods Tariff No. 29, copied belowi- 

"That they are not liable for the 
loss of, or damage done to, goods 
put into returned wrappers or 
boxes, or packages described as 
"empties", or for any goods left 
until called for, or to order; or 
for the loss of, or damage done to, 
any packages or their contents 
which may be insufficiently, 
improperly, or incorrectly packed, 
marked, d irec^d or described, 
or which.may contain a variety of 
articles liable to break or damage 
each other or- for leakage arising 
from bad casks, bad cooperage, 
bad soldering or defective joints 
in tins or drums, or fermentation; 
or for any lpss of, or damage to, 
any goods whatever by reason of^ 
accidental or unavoidable del&yajf 
in transit or otherwise". '■* 

Similar provision exists in Rule 6 of 
the Forwarding Notes of the Bengal Assam Steam¬ 
ship Company ltd., and Indian Shipping Company 
ltd., and Rule 8 of Nept.une Navigation, Hiralal 
Shaw and Bengal River Service Co., ltd. 

Although the Joint Steamer Companies insist on 
the proper mar k ing of cargo, cases may arise 
when cargo may not be so marked. This is only 
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a saving clause and I see no objection to it. 

Rule 48 : 

"Fractions of a Maund in Calculation. - 

Subject to the minimum weight for 

charge vide rule 2*, Chapter V, *Not copied. 

fractions of a maund will be charged 

as follows, viz., 

Any weight upto 10 r.^orr; as t maund. 

Any weight above 10 seers and upto 

20 seers as i maund. 

■ Any weight above 20 seers and upto 

50 seers as % maund. 

Any weight above 50 seers and upto 

40 seers as 1 maund. 

Any weight above 40 seers and upto 

50 seers as lx maunds". 

This is similar to Rule 77 of the I.R. C.A. 

Goods Tariff No. 29, quoted below:- 

"Fractions of a maund;- 

(1) Subject to the minimum weight 

for charge vide Rule 84* *Not copied, 

fractions of a maund arc charged 
as under:- 

Any weight upto 10 seers i maund. 

Any ’weight above 10 seers and upto 
20 seers half maund. 

Any weight above 20 seers and upto 
30 seers as three-fourths maund. 

Any weight above 30 seers and upto 
40 seers as one maund. 

Any weight above 40 seers and upto 

50 seers as one and quarter maunds. 

Note:-A calculated rate table showing 
proportionate charges for 10 
seers units calculated from pie 
1 to Rs. 10 per maund is. shown 

in Appendix *H« *Not copied. 

(2) These rules as to frictions apply 
to each class of goods in each 
consignment; thus, if a consign¬ 
ment consists of 16 seers of 2nd 
class, 18 seers of 3rd class and 
19 seers of 4th class goods each 
class is charged as 20 seers un¬ 
less the freight charge on the 
total weight of the consignment 
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calculated at the highest 
class of rate applicable 
be less, in which case the 
latter will be charged". 

The Kamrup Chamber of Commerce, Gauhati, has 
represented that the Steamer Companies should 
introduce a lower fraction of 5 seers also. The 
Steamer C 0IQ p an ies are handling both "local" 
traffic and "rail-cum-river" traffic. The 
volume of 5 seers traffic in local booking is 
insignificant. In the case of ‘rail-cum-river’ 
traffic, the Steamer Companies have to follow 
the fractions obtainable on the railways. Intro¬ 
duction of a lesser fraction (5 seers) which 
could be operative only in "local" booking and 
not in "rail-cum-river" booking is sure to 
cause embarrasement to the Steamer Companies. 
There is no special justification for introducing 
this fraction. 

Rule 66 ; 

"Dryage. - The Companies shall 
not be responsible for loss in 
weight due to dryage or wastage 
in transit in respect of the 
following articles to the extent 


noted below:- 

Per cent. 

Betelnuts " 4 

Be t elnut s siightly 8 

green or not 
entirely dry 

Chillies 5 

Lac 5 

Mustard seeds 3 

Pepper 4 

Rice 2i". 


The Joint Steamer Companies have had a provi¬ 
sion on these lines since long although the 
exact date with effect from which this 
provision was introduced has not boon traced. 
I have been.able to find in Local Rate Advice 
*Not appended. No.172* of 1910 issued by the India General 
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Navigation and Railway Company Ltd., and Rivers 
Steam Navigation Company Ltd., that the dryage 
clause on rice and grains was operative in 
booking on the Ganges service stations as early 
as in.March 1910, the percentage being 2£ in 
respect of stations from Ganges service via 
Golundo and l£ between any two stations on the 
Ganges Feeder Services. The dryage clause has 
been extended to other articles and the per¬ 
centage varied from time to time. There have 
been complaints from certain quarters that 
the percentage for dryage is very high and 
that this indirectly helps the pilferage of 
goods to the extent of the difference between 
the actual dryage and this fixed provision. 

It is also complained that this dryage clause 
is availed of to the detriment of the shipper, 
notwithstanding the fact that the cargo is 
already completely dry and is not susceptible 
of dryage. I have no means to determine what 
should be the reasonable provision for dryage, 
but I feel that the Companies must have good 
reasons for fixing the present percentage for 
dryage or wastage and I see no reason to 
recommend any reduction therein. Although 
there is no specific provision similar to this 
in the I.R. C.A. Goods Tariff, Rule 17(3) 
thereof implies that certain allowance on this 
account is made on the Railways also. 

As regards the point whether or not 
the condition of the cargo warrants the operation 
of the dryage clause, I cannot think of any safe¬ 
guard to be provided in the Rules to the benefit 
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of the shipper, because the degree of moisture 
in a given commodity cannot be determined except 
by laboratory tests. Each case will have to be 
loft to the good sense cf the Companies and I 
do hope that as shrewd business concerns they 
would not operate this clause unjustifiably to 
the disadvantage of the shipper. 

The lacuna in the present rule, however, 
is that it does not make any provision for the 
time factor for actual dryage on the longer run 
from the Ganges Despatch Service and Feeder 
Service stations to stations in assam (including 
Cachar valley), which will definitely be. higher 
than that in the case of local booking involving 
shorter haulage. I would, therefore, suggest 
that in assessing the shortage on account of 
dryage, due regard must be paid by the Steamer 
Companies to the distance covered- and the per¬ 
centage fixed (which is in fact the maximum) 
should not be taken as a definite fixed figure. 

Rule 67 ; 

"Heavy packages weighing over 
i ton. - .ill packages exceeding 
half-a-ton in weight are carried 
at owner's risk. Loading and 
unloading on and from carrying 
vessels to be arranged by 
Consignor and Consignee. The 
Steamer Companies reserve the 
right to undertake the loading 
and landing of packages at the 
sole risk and expense of the 
concerned". 

This appears as Clause 20 of the 
Forwarding Note. suggestion has been made 
that the words ".111 packages" should be re¬ 
placed by the words "Each package". This 
hardly makes any difference in the sonce of 
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the Clause. Similar provision has been made 
in Rule 20 of the Forwarding Note of the 
Indian Shipping Company Ltd., and the Bengal 
Assam Steamship Company Ltd. Rule 25(2)(v) 
of the I.R,C.A. Goods Tariff No. 29 (quoted 
below) also exempts the Railway Administra¬ 
tion from responsibility for loading and un¬ 
loading of heavy articles of 1 ton and over 
per piece, unless otherwise provided: 


" Conditions under which goods are 
loaded and unloaded by the Rail¬ 
way. - 


(2) Exceptions.-Loading and un¬ 
loading of goods by consignors 
and consignees, respectively, 
are required to be done in the 
following cases ~ 

, f , f t #..*..... 

(v) Heavy machinery, long 
timber or other heavy 
articles, weighing one 
ton and over per piece, 
unless otherwise 
provided. 

(vi) .*.*.*.*. 


If the Joint Steamer Companies are 
not in a position to handle cargo heavier than 
•£• ton per piece, there is no justification in 
forcing them to do 30. No change is called 
for in this rule. 


I have examined in detail the Forward¬ 
ing Notes that were used by the Joint Steamer 
Companies in 1938 and those that are used at 
present. Copies of both these Forwarding 
Notes are appended* to this Report. In the 
old Forwarding Note there were 22 clauses, 
while the new one consists of 21, I have 


♦Append i: 
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conpared the two Forwarding Notes and find that:- 

(a) Clause 6 of the old Forwarding Note 
has been deleted. This covered the 
question of insurance of cargo consider¬ 
ed unnecessary by the Joint Steamer 
Companies as, according to them, 
shippers generally preferred to cover 
risk under their own separate arrange¬ 
ments. This deletion cannot be said 

to be detrimental to the shippers. 

(b) Clause 21 of the old Forwarding Note 
has been deleted as this was considered 
irrelevant as a condition solely 
relating to the Calcutta Port Commis¬ 
sioners *• and not to the Joint Steamer 
Companies' terms of carriage. This 
does not affect the working of the 
Steamer Companies. (The other clauses 
have consequently been serially re¬ 
numbered). 

(c) In Clauses 12 and 17 (old clauses 13 
and IS), the phrase "unless there is 
an agreement to the contrary" has 
been added. This in fact relaxes the 
rigidity of the condition, since the 
shippers are given the option of 
entering into an agreement in writing. 

(d) In Clauses 14 and 16 (old clauses 15 
and 17) the term "Bill of Lading" 
has been substituted by the term 
"Steamer Receipt". This is a neces- 
nuy a- vend no: ;t. 

(e) Clause 11 (old clause 12) has been 
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considerably amended. I have already 
examined this in relation to Rule No.31 
of the Steamer Companies Goods Tariff 
(Part I). 

(f) Clause 21: The Joint Steamer Companies 
explain that the introduction of this 
clause became necessary on account of 
the frequent and prolonged detention of 
goods and their vessels by Customs 
Authorities. It is certainly a matter 
for the shippers to minutely observe 
the customs and other laws of the country 
where the Joint Steamer Companies operate. 
This clause is said to be in conformity 
with the normal shipping practice through¬ 
out the world and if the shippers follow 
the Governmental regulations they have 
nothing to fear. This clause is, there¬ 
fore, not detrimental to the shippers in 
any way. 

Besides the Joint Steamer Companies, the 
following Indian Steamship Companies are also 
registered in Calcutta:- 

1. East Bengal River Steam Service Ltd. 

2. Neptune Na : gat ion, 

3. Pioneer Shipping Co.,Ltd. 

4. Hiralal Shaw. 

5* Indian Shipping Co.,Ltd. 

6. Indian National River Service Ltd. 

7. Shrinivas Fatehpuria Ltd. 

8. National Shipping Co. 

9. Bengal River Service Ltd. 

10. Bengal Assam Steam Ship Co.,Ltd. 

For the sake of comparison I had called (through 
the Government of Nest Bengal) for copies of 
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ipendix 25. 


appended. 


the Forwarding Notes of these Companies. 

Shrinivas Fatehpuria Ltd., is reported to he a 
private limited concern and has prescribed no 
Forwarding Note form. Indian National River 
Service Limited have intimated that they do 
not carry commercial cargo and their vessels 
are generally hired out on charter. Forwarding 
Notes had been submitted only by Neptune 
Navigation, Hir a lal Shaw, Indian Shipping Co*, 

Ltd., Bengal River Service Ltd., and Bengal 
Assam Steamship Co., Limited. I have compared 
the terms in the Forwarding *Notes submitted by 
these Companies with those of the Joint Steamer 
Companies and do not find that the terms of 
the latter are in any way more rigid than those 
of the former. Some of the important rules 
contained in the former have been examined in 
relation to corresponding rules laid down by 
the Joint Steamer Companies; 

The rules of the Joint Steamer Companies 
have also been examined in the light oi the 
rules contained in the ♦Schedule to the Indian 
Carriage of Goods by Sea Act, 1925, and have 
not been found unreasonably strict in any 

manner. 

Although the Joint Steamer Compani". c 
are not a party to the Indian Railway Conference 
Association, they have adopted, subject to a 
few exceptions, the •'Classification of Goods" 
and "rules of booking" contained in the 
I.R.C.A. Goods Tariff, published from time to 
time, because they have through booking 
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arrangements with the Indian Railways. In the 

case of bookings at a "special reduced" or 

"Owner’s Risk" rate, the Joint Steamer 

Companies have introduced a special contract 

Note Form* "B". This is equivalent to the Risk ^Appendix 

Note Forms which were till 1.8.1950 in use on 

the Indian Railways. In case the sender does 

not wish to execute a separate contract for 

each consignment, he may enter into a general 

agreement in Special Contract Note Form* "Z" *Appendix 

which is valid for 6 months. 

In both the cases, the consignor, in 
consideration of lower charges, agrees and 
undertakes to hold the Joint Steamer Companies, 
their transport agents or carriers free from 
all responsibility for any loss, destruction 
or deterioration or damage to the therein 
mentioned consignment from any cause whatso¬ 
ever except when such loss, destruction, 
deterioration or damage arises from the mis¬ 
conduct of the said Companies or their 
servants, provided that in the following casebJ- 

(a) Non—deliveiy of the whole consignment 
or of the whole of one or more packages 
forming part of a consignment properly 
packed and fully addressed; unless 
such non-delivery is due to accidents, 
unforeseen events or to fire; and 

(» Pilferage from packages of merchandise 
properly packed or protected otherwise 
than by paper or other packing readily 
removable by hand provided the pil¬ 
ferage is pointed out and recorded on 
delivery. 

the Joint Steamer Companies shall be 
required to lead evidence to show how the 
consignment was dealt with throughout the time 
it was in their possession or control, but if 
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no circumstances from which misconduct can 
fairly be inferred are disclosed from the in¬ 
ability of the Companies to account for th,e non¬ 
delivery or pilferage, the burden of further 
proof shall lie upon the consignor. 

It should be observed that the Joint 
Steamer Companies do not disclaim liability if 
packages are properly packed or protected and 
damage, deterioration or loss is occasioned by 
the negligence of their staff. I do not find 
any provision in the Special Contract Note Forms 
objectionable. 


2, Notice of Rule 28 of the Joint Steamer Companies' Goods 
arrival. 

Tariff: 

"Notice of arrival.- The Companies 
do not undertake to send notice 
of arrival of goods to consignees 
or their Agents and the absence of 
such notice will not entitle 
consignees to claim exemption from 
wharfage or demurrage, if goods 
are not removed within the free time 
allowed. Endeavours will, however, 
be made at receiving stations to 
advise Consignees when practicable, 
of the arrival of their goods". 

This is based on Rule 33 of the I.R. C.A. Goods 
Tariff No. 29, quoted below:- 

"Notice of arrival of goods. - The 
Railway Administration do not 
undertake to serve notice of 
arrival of goods on the consignees, 
or their agents and non-receipt 
of such advice will not entitle 
the consignee to exemption from 
wharfage and demurrage charges, 
if the goods are not taken 
delivery of within the free time 
allowed". 

While the Forwarding Notes of Bengal Assam 
Steamship Company -utd., and Indian Shipping Co., 
Ltd., are silent on this point, Rules 9 and 
24 of the Forwarding Notes of Bengal River 
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Service Company Ltd., Neptune Navigation and 
Hiralal Shaw quoted below provide similar pro¬ 
tection to the carriers: - 

"The Service shall not be bound to 
give the consignee any notice of 
the arrival of goods or of their 
being ready for delivery. 

".The Service does not 

undertake to send notice of arrival 
of goods to the consignee and non¬ 
receipt of such advice will not 
entitle the consignee to exemption 
from demurrage if goods are not 
taken delivery of in the time 
allowed". 

It is only an act of grace that the 
Joint Steamer Companies undertake to make 
endeavours at receiving stations to advise 
consignees, when practicable, of the arrival 
of goods. This particular aspect I have 
checked up at certain ghats of the Joint 
Steamer Companies. The present practice is 
to send a post card to all Government, Semi- 
Government or known consignees within the 
municipal area. Such intimation is also 
sent to consignees outside the municipal 
limits if the address is known to the Steamer 
Companies. A copy of the form in which 

intimation is sent is appended,* There are, ^Appendix 28. 

however, cases where the Steamer Companies 

are unable to send such advice of arrival 

when the consignments are booked to "self" 

and the local address of the consignee is not 

known. The Cpmpanies admit that no such 

notice is sent to the local merchants, 

because their representatives generally turn 

up at the ghat stations almost every day and 

make enquiries about the arrival of their 
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cargo. The Merchants Chamber at various places 
and certain individual members also complained 
to me that the present procedure, apart from 
the fact that it constitutes a discrimination 
between various shippers, causes inconvenience 
to them inasmuch as their agents have to go to 
the station every day to find out the arrival 
of the cargo. I would recommend to the Steamer 
Companies that notwithstanding the general 
provision in their rules, they should enlarge 
the scope of their present practice. Since the 
time of the arrival of steamers at a particular 
place is not definite, the best course to 
follow would be to notify the local Chamber of 
Commerce or other Trade Associations about the 
expected date of arrival so that merchants 
holding Steamer Receipts for that particular 
vessel might call for their consignments. 
Similar procedure is at present being followed 
in respect of sea-borne trade. If for any 
reason the vessel does not arrive as expected, 
or having arrived, is not in a position to 
berth and discharge the cargo or the cargo has 
not been sorted and made available for delivery 
or there has been no advance intimation about 
the expected arrival of the steamer or flat, 
individual notices should be issued to all 
the parties whose addresses are known. The 
non-receipt of a notice would not, however, 
absolve the consignees from the payment of 
wharfage or demurrage charges due to the Joint 
Steamer Companies. 

3* Weighment Rule 44 of the Joint Steamer Companies' Goods 
Delivery. 
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Tariff: 


"Weighment of goods. - Consignments 
will be weighed to the satisfaction 
of senders whenever required, if it 
is practicable to do so. Goods 
insecurely packed or damaged in any 
way are liable to be refused, but 
when accepted a qualified receipt 
will be given according to such in¬ 
sufficient packing, damage etc. 

In order to ascertain the freight 
in the case of large consignments 
of grain and seed traffic, jute, 
etc., a percentage only of the 
bags, bales etc., will be weighed 
and; an average weight per bale or 
bag, as the case may be struck, 
the total weight of the consignment 
being arrived at according to such 
average and the Companies shall not 
be responsible for any discrepancy 
in weight which may result from 
such weighment. Details of weigh*, 
ment will be recorded on the Forward¬ 
ing Note' 1 . 

A similar procedure is followed at the time of 
delivery in the case of large consignments 
i.e., only a percentage of the bags, bales etc., 
is weighed and the average weight per bag or 
bale being struck, the total weight of the 
consignment is arrived at on such an average. 
There is 4 strong demand on the part of the 
merchants for weighment of goods at the book¬ 
ing station and they insist that the entire 
cargo should be weighed in full. They similarly 
insist that at the time of delivery the entire 
cargo should be reweighed, if demanded by the 
consignee. The basic idea behind this demand 
of the merchants is to fasten the liability 
on the Joint Steamer Companies in case of 
shortage etc. The present practice with regard 
to weighment at the time of delivery in 
respect of consignments suspected to be short 
or damaged is to single out the seemingly 
defective bags or bales and weigh them against 
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an equal number of seemingly good bags or bales, 
and the difference in weight per bag or . ale is 
taken as the average for the calculation of the 
loss or damage'on the total number of defective 
bags or bales. The Joint Steamer Companies 
assert that the consignee is given a free hand 
in determining what are good or defective bags. 

In actual working, full weighment of consign¬ 
ments either at booking or delivery may not be 
practicable, because weighment of large consign¬ 
ments booked under a single Forwarding ITo+.e 
will tend to shut out weighment of other cargo, 
as well as the transaction of other business, 
which will not be in the interests of trade 
itself. The Joint Steamer Companies have clearly 
laid down that the weight mentioned in the 
Forwarding Note or the Steamer Receipt is merely 
intended for the purpose of estimating the 
freight and charges and that ' dees not 
constitute an admission on their part that the 
weight as shown therein has been received. In 
the case of railways also there is no provision 
in the rules binding them to weigh as a matter 
of course consignments in full either at the 
time of booking or delivery. Rule '8 of the 
I.R.C.A. Goods Tariff No. 29 provides that 
weighments at destination stations can only be 
considered in exceptional cases when the 
condition of the consignment or package 
warrants this. Dealing with the procedure for 
weighment, the I.R,C.A. Goods Tariff (Rule ■;/), 
inter alia, laj^s down that in consignments of 
more than 30 bags, it would be sufficient to 
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re weigh 10 tfo of: the bagged consignments, provided 
thereveighraent is done under the personal super- 
visic of the officer-in-charge and the bags 
arc certified to be of uniform size- and in good 
condition. The Railways have also laid down 
detailed departmental instructions setting out 
the procedure to be followed in this regard 
and the percentage of goods to be weighed 
both at the time of booking and of delivery. 

In view of the practical difficulties involved, 

I am not inclined to recommend the compulsory 
weighment of all the articles in each consign¬ 
ment, either at the time of booking or at the 
time of delivery. If, however, the Joint 
Steamer Companies can find their way to 
accommodate the wishes of the merchants, so 
far so good. 

The main complaint in this regard is 5 4. Open 

fl Deliver^ 

that the Chat Superintendent enjoys a wide 
discretion, which is mostly used to the dis¬ 
advantage of the shipper, and open delivery 
is given in very exceptional cases, the Joint 
Steamer Companies' staff trying to avoid it 
under one pretext or other. Human nature 
being what it is, the least degree of sus¬ 
picion in the mind cf the consignee induces 
him to ask for an open delivery, which may 
not always bo convenient for the Joint 
Steamer Companies to arrange. It has been 
suggested by merchants that rules and forms 
should be proscribed in this regard to avoid 
misunderstandLng or confusion. The Joint 
Steamer Companies' submission is that they 
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do allow open deliveries when there are clear 
signs of interference or shortage of weight. At 
present, according to the working of the Joint 
Steamer Companies, open deliveries are given 
only by their Audit Inspectors who are not 
always available at each station and open 
deliveries are, therefore, bound to be delayed. 

In the I.R. C.A. Goods Tariff No. 29 also 
there is no specific provision governing the 
grant of open deliveries. Bach Railway Adminis¬ 
tration has, however, issued departmental 
*Not appended, instructions on the subject. Standing *Order 

No«l6l-II of the Operating Department of the old 
East Indian, now Eastern Railway, issued at 
Calcutta on 26.11.1941 lays down that "when 
there are distinct signs of damage or pilferage, 
open delivery is to be granted whether a Risk 
Note is held or not, and in such cases open 
delivery is not to be declined on the plea of a 
Risk Note being held. 

On the Railways, open delivery is 
generally granted by the Traffic (Commercial) 
Inspectors and Claims Inspectors and the 
Station Masters also at certain places. As 
delays mean: 

(a) possible fall in market value; 

(b) further deterioration of damaged 
goods; 

(c) unnecessary accrual of wharfage; 
and 

(d) annoyance to customers, 

it has been enjoined on the Inspectors and the 
station staff that there should be us little 
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delay as possible in granting open deliveries. 
Open deliveries are, however, always given 
without prejudice to the question of liability 
of the railways for claims for compensation. 
Open deliveries are not considered necessary 
in the case of baskets of fresh fruits 
(perishables), tins of ghee and oil, barrels 
of liquor and the like, which are to be 
delivered in the normal course by accepting 
remarks relating to the condition and weight 
as against the weight of a sound package or 
tin. It has also been laid down that if the 
consignee refuses to accept the decision of 
the railway representative regarding loss 
or damage, a survey may be made jointly by 
two disinterested merchants who would 
furnish a survey report in a specified form. 

The Joint Steamer Companies are not 
bound to give open delivery when the package 
shows no signs of interference or damage and 
I would not be normally inclined to force 
them to do so in all cases demanded by the 
shipper. But I do not appreciate the state¬ 
ment in the speech of Mr. E.E. Hedges, President, 
Shippers' Council of the Joint Steamer 
Companies at its first meeting held in Calcutta 
on 5.4.1955. While pointing out why it is 
in the interest of the Joint Steamer Companies 
to grant open delivery when requested, and 
outlining the difficulties involved, he 
stated that the standard of packing of consign¬ 
ments had deteriorated very considerably in 
recent years and that the consequent increased 
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opportunities for pilferage wore a further 
reason for their inability to give open delivery 
in all cases . The complainants have represented 
that pilferage in transit in done so tactfully 
that no trace of any sign of damage can be seen 
on the outside of the packages. This is said 
to be very common in the case of bales of piece- 
goods, where shortages are concealed by the 
addition of coal, stone pieces or other rubbish. 
It is clear that the attitude of the Joint 
Steamer Companies in refusing to give open 
delivery is attributable more to a desire to 
escape liability for damages than the practical 
difficulties which I am quite prepared to 
appreciate. This attitude ought to be changed 
and open delivery should not be refused simply 
to avoid liability for damages etc., as it might 
otherwise lead to a greater mischief on the 
part of some unscrupulous members of the staff. 
Keeping in view their practical difficulties, 
however, I refrain from suggesting it as an 
absolute rule that open deliveries must be given 
in all cases when asked for. The Joint 
Steamer Companies should all the same be more 
liberal in this regard, and this might be 
facilitated by authorising their Assistant 
Agents to do so. In the event of any disagree¬ 
ment between the Joint Steamer Companies' 
representative and the consignee regarding 
the extent of loss or damage, the assistance 
of two disinterested persons might with 
advantage be invoked to assess the damage. 

What procedure should be followed and in what 
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form the survey report should be prepared are 
matters of detail which the Joint Steamer 
Companies might easily work out. 

There is a complaint that the Joint 
Steamer Companies do not issue receipts for 
charges recovered. The Joint Steamer 
Companies deny this and say that whenever 
money receipts are demanded, they are given. 
Rule 22 of their Goods Tariff provides that: 

"When a separate receipt for the 
amount paid for freight is 
demanded by a sender, such should 
be granted in *i?orm Q. 124 in 
addition to the ordinary receipt 
for the goods". 

Rule 18 of their Tariff also, while cautioning 
the public against paying any charge to any 
person other than the Companies* employees 
appointed to receive such money, enjoins 
upon them to be careful to obtain a receipt 
in a printed form for all payments in respect 
of extra charges. 

Cn the Railways, while no provision 
exists in the I.R. C.A. Goods Tariff No. 29, 
there are departmental instructions that cash 
receipts should be issued if demanded. 

Probably what the merchants have in mind is 
that it should bo made obligatory on the 
Joint Steamer Companies to issue cash receipts 
automatically without asking. This I am not 
prepared to recommend, because it is no where 
the practice to issue cash receipt s as a 
matter of course, but the Joint Steamer Com¬ 
panies should see that the genuine grievances 


B. CASH 5 
S RECEIPTS. 8 


♦Appendix 29. 
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of the public are removed and receipts issued 
without any fuss, when demanded. 

GROUP II. 

FT!Packing 5* The public have made a complaint that 

} conditions} 

the Joint Steamer Companies have no standardised 
rules regarding packing and book consignments 
under qualified remarks, absolving themselves 
of the responsibility for loss or damage. The. 
Joi/vt Steamer Companies' submission is that 
they follow the packing conditions as laid down 
in the I.R. C.A. Goods Tariff, although they 
have not published them separately in their own 
book. They, therefore, accept without qualifica¬ 
tions as regards conditions, consignments 
tendered in accordance with the packing conditions 
laid down in the L,R, C..A. Goods Tariff No. 29. 

They have provided .in Rule No- ol (quoted below) 
that in the case of goods packed in such a 
manner as to render them w . .'o for transit, 
suitable qualifying remarks, duly endorsed by 
shippers, shoifld be made in the Forwarding Note:- 


"Goods marked in this Tariff as 
''Carried only at Owner's risk" 
and Goods in Wet or Faulty 
condition, - Where Goods shown 
in this Tariff are marked 
"Carried only at Owner's risk" 
and also in the ease of goods 
which are offered in wet or 
faulty condition, or packed in 
such a manner as to render 
them unsafe for transit, 
suitable qualifying remarks, 
duly endorsed bjr Shipper, 
should be made in the Forward¬ 
ing Note and in the case of 
through traffic with Indian 
Railways, ^:..r : propriate 
Forwarding Note and in through 
booking with E, lb Railway, 
their Risk Note Form A should 
be taken in addition. 

Where there is no alter¬ 
native Carrier's Risk Rate 
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l 


for the Steamer portion of the 
journey, Special.Contract Note 
Form! "B" or "Z" should not be 
executed but "carried only at 
O.R. *' written or stamped on 
the forwarding Note and booking 
documents and the E.B. Railway 
Risk! Note form executed for the 
Railway portion of the journey." 

Similar provision is contained also in Rule 
20 of the I.R. C.A. Goods Tariff No. 29 quoted 
below:- \ 

i 

"PackjLng conditions for goods: 

(a) Packing conditions prescribed 
Under the provisions of Sec¬ 
tion 74A(2; of the Indian 
Railways Act are given in 

^Chapter IX of this Tariff. *Not printed. 

These packing conditions are 

the minimum required and 

commodities packed more 

securely will be accepted 

Without an entry relating to 

backing in the Forwarding 

Note. 

(b) Articles, for which packing 
conditions notified are 
compulsory, shall not be 
accepted for carriage unless 
these conditions are complied 
With. 

(c) When any goods for which 
packing conditions are not 
compulsory, are tendered to 
the Railway Administration 
for carriage without the 
packing conforming to the 
packing conditions prescribed, 
the exact nature of the 
defects in the packing must 
be recorded by the sender or 
his authorised agent on the 
Forwarding Note." 

The Bengal River Service Co., Ltd., 

Hiralal Shaw and Neptune Navigation seek similar 
protection ijn Rule 6 of their Forwarding Note 
(already quoted in this chapter). The Joint 
Steamer Companies submit that with a view to 
minimise harassment to shippers, they relax 
these packirjg conditions occasionally in 
local bookirjg according to the circumstances 
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of any particular case and goods are qualified 
if and as their condition warrants at the time 
of tender for shipment. For instance, should a 
consignment of rice be tendered for shipment and 
it is found that the bags are old, weak, patched 
and strained at the seams the consignment is 
qualified on the following lines: 

‘'Bags old, weak, patched, strained 
at seams. - Companies not responsible 
for wastage arising therefrom." 

This qualification is entered in the Forwarding 
Note and is endorsed by the shipper. The 
qualifications made in the documents at the time 
of booking are claimed by the Joint Steamer 
Companies to be factual and based on the actual 
conditions of the consignment at the time of 
the tender for shipment. 

It was represented to me by the merchants 
that the actual position is not as stated by the 
Joint Steamer Companies and that the remarks on 
the Forwarding Note are added by the Companies 
indiscriminately, and in most cases they are 
unwarranted. I, therefore, arranged on the 4th 
November 1954, a joint inspection of the ghats 
maintained by the Joint Steamer Companies in 
Calcutta in the company of the representatives 
of the Bengal Chamber of Commerce, Bharat 
Chamber of Commerce and the Karimganj Merchants' 
Association, Karimganj (the representatives of 
the other Chambers of Commerce in Calcutta 
who were also invited to join this inspection 
party did not do so) with a view to get an 
idea of the actual conditions under which the 
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cargo is booked. I visited all the ghats in 
Calcutta maintained by the Joint Steamer 
Companies and also inspected the packing 
condition of cargo, in which it had been 
tendered by shippers for despatch. I also 
inspected tins and drums of various oils and 
examined the relevant Forwarding Notes with 
reference to the actual condition of the 
consignments. %ilo it was felt rather un¬ 
reasonable that consignments of ghee, oil 
and othe’r liquids we re accepted under 
qualifying conditions, there was more or 
less general agreement that consignments of 
wheat, i'lour, dais, rice etc., were always 
not in a perfect condition of packing and 
there was certainly scope for damage in 
ordinary handling. In the case of consign¬ 
ments of liquids like ghee and oil the Joint 
Steamer Companies have explained that they 
do not undertake any responsibility whatso¬ 
ever, as the tins are liable to leakage due 
to inherent defects, although they may 
apparently lcok new and good. Other Steamer 
Companies viz., Neptune Navigation, Hiralal 
Shaw and Bengal River Service Co., Ltd., 
have adequately protected themselves against 
claims on account of shortage in oil and 
other liquids by the following express provi¬ 
sion in their Rules printed on the Forwarding 
Note:- 

"The service is not responsible 
for wastage in oil etc., due 
to leakage." 

The Railways have also indemnified themselves 
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in Rule 31(3) of the I.R.C.A.Goods Tariff (quoted 
elsewhere) against loss due to leakage arising 
from bad casks, bad cooperage, bad soldering or 
defective joints in tins or drums etc. It was 
noticed that the Joint Steamer Companies had made 
some arrangements for resoldering the defective 
tins so as to avoid further leakage. As regards 
bagged cargo generally, some damage is already 


caused through the use of hooks before the cargo 


arrives at the ghat. To avoid further damage, 



> ih i hoc 


boo .vs 


and the representatives who jointly inspected 
the ghats did not notice the use of hooks by the 
Companies' porters inside the sheds. Despite 
the vigilance of the Companies, the labourers 
are naturally tempted to use hooks to minimise 
their labour and on two occasions I detected 
this and brought it to the notice of the 
Companies. They have promised to issue instruc¬ 
tions to their staff to be more watchful in 


future. 


I have also had some of the Forwarding 
Notes tendered in Calcutta by shippers for 
despatch of goods by the Steamer Services during 
the last two or three years examined. In view 
of the large traffic that is handled every 
day at the various ghats of the Joint Steamer 
Companies, it was not feasible to examine 
all the Forwarding Notes, nor was it consider¬ 
ed necessary. Only a tost check was carried 
out at Jagannath Ghat and Armenian Steamer 
Ghat, Calcutta, (these ghats are thw booking 
stations for Assam). 
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The following are the details of the 
Forwarding Notes checked:- 


Steamer 1 
Ghat. 1 

. 

j Date of 
! booking 

Total No. |Number of5 Number ofj 
'of Forward-0ForwardingyForwarding; 
|ing Notes $ Notes {Notes no t j 
i tendered. {Qualified. {Qualified, i 

ill 

Jagannath 

25. 3.52 

268 

50 

218 

18.6 

Ghat. 

ft tf fl 

8. 1.53 

474 

124 

350 

26.2 

It It ft 

5. 4.54 

522 

122 

400 

23.4 

Armenian) 

Steamer ) 

23. 2.52 

166 

82 

84 

49.4 

Ghat ) 

11 11 ti 

29.11.52 

147 

91 

56 

62.0 

It It ft 

30.12.52 

117 

99 

18 

84.6 

ft (I tf 

It ft tt 

15. 0.53 

140 

84 

56 

60.0 

ft tt tl 

17. 6.53 

224 

129 

95 

57.6 


Total: 

2,058 

781 

1,277 

37.9 








(These dates were selected at random at the Ghat stations with¬ 
out any previous intimation to the Joint Steamer Companies). 


The following are the particulars oi 
qualifications under which certain consignments 
had been booked 

I. BAGG3I) CARGO ; 

Dal: Bags are single but new; 20$ 
weighed and found to scale 
as given on the reverse; two 
bags mouth torn and resewn, 

or 

bags are single; wide sewing 
at the mouth; hook holed, 

or 

bags are meshy and seams wide; 

' contents escaping through the 
same; liable to burst in 
ordinary handling in transit 
and cause shortage in weight, 
















- 151 - 


Atta: 


Bags are single; single sewn; 
wide mesh and weak; contents 
escaping through the seams 
and wide, mesh; liable to burst 
in ordinary handling in transit. 
Carriers not responsible for 
loss in weight and condition 
of bags on delivery, 

or 

Begs are meshy and weak and 
seams wide; contents escaping 
through the same and mesh; 
liable to burst in ordinary 
handling in transit and cause 
shortage in weight. 


Cement : 

Bags are single, hook holed 
some bags are resewn and mouth 
tied with wire; liable to 
burst in ordinazy handling 
causing wastage and shortage 
in weight; contents liable to 
harden due to atmospheric 
condit ions, 

or 

Bags are single, weak and 
some are hook torn, liable 
to burst in ordinary handling 
causing heavy wastage and 
shortage in weighment. Con¬ 
tents liable to deterioration 
due to atmospheric conditions; 
some bags are mouth open; 
tied with coir rope; bags are 
different in weight and sizes. 


Dry fish in baskets : 

Bundles are insecurely packed. 
Carriers are not liable for 
damage and shortage in weight 
in transit, 


or 

Bags are single; single sewing; 
mouth sewing weak; hook holed; 
liable to dryage causing loss 
of weight; bags are different 
in sizes and weight; accepted 
and shipped at shippers' own 
risk and request; carriers 
accept no liability whatsoever. 



II. TIMED AND DRUMMED CARGO: 


In tins : 

Hydrogenated oil 
Mustard oil 
Groundnut oil 
Other oils. 

Tins partly dented and bent 5 
contents liable to leakage from 
rims and edges, leakage 
temporarily stopped; liable to 
spring up again; Companies not 
liable for wastage. 

or 

Tins are new but soldering 
defective; liable to leakage and 
breakage in transit and contents 
liable to shortage, wastage and 
damage in transit. 


In drums : 

Packing second hand; partly 
dented; contents liable to leakage 
from edges; leakage temporarily 
stopped on solder; liable to 
spring up again. 


III. BOXED CARGO ? 

Safety matches : 

Cases are old; packing planks 
partly cracked and iron binding 
slack and liable to break and 
open in transit. Carriers not 
liable for breakage, wastage and 
shortage in weight in transit. 


Dry batteries : 

Cases are old; liable to break¬ 
age and damage in transit. 


Medicine ; 

Inferior quality packing 
(material with nails coming 
out of wood in ordinary handling); 
reconditioned but liable to 
open out in handling en route; 
carriers not liable for loss or 
damage to contents. 

Cotton thread b al ls and reels : 

Packing materials are of in¬ 
ferior quality - cases bound 
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by pieces of hoop iron, binding 
slack - liable to open in 
ordinary handling resulting in 
loss and damage to contents; 
carriers not liable for loss or 
damage to contents resulting in 
poor packing conditions. 


Brass bangles and horn combs : 

Cases gunny packed: bound by 
two pieces of wire; binding 
slack; gunny inferior quality; 
partly torn and resewn; inside 
packing condition not visible; 
cases seem to be insecurely 
packed; carriers not liable for 
loss or damage to contents 
because of weak packing. 


IV. BALED CARGO: 


Handloom cloth : 

Bales partly hook holed, resewn 
and patched; liable to wastage 
of contents due to burst in 
ordinary handling in transit, 

or 

bales are hook holed; each bale 
tied by 16 pieces iron bands 
(hand packing) mis-shapen, 
binding slack; gunny covering 
partly torn and resewn; carriers 
not liable if contents are 
damaged. 


Indian Cotton yarn : 

Bales are insecurely sewn; gunny 
covering old; torn and resewn; 
patched with extra gunny; iron 
bands loose. Carriers not 
liable if contents are damaged, 

or 

Bales gunny packed; one (out of 
2) hook torn in two places; 
contents visible; carriers not 
responsible for damage to con¬ 
tents. 


Jute - twine : 

Bales hook holed, press packed 
and tied by three pieces of iron 
bands but insecurely sewn; 
carriers not liable if contents 
are soiled or damaged. 
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V. MISCELLANEOUS CARGO? 


. A.C.Sheets: (Loose) ; 

Carriers not liable for cracking 
and breaking of edges in transit. 

Cotton hosiery goods in bales . 

Art silk yarn in bales . 

Cast iron and aluminium pans 
(unpacked ). 

Motor t.vres (unpacked ). 

Galvanised iron sheets (unpacked ). 
Battens and shocks . 

Bell metal vessels (unpacked ). 

Not packed in accordance with 
packing conditions, (apparently 
I.R.C.A. conditions). Carriers 
not liable for damage resulting 
from defective packing. 

Iron Pans . 

Bundles are insecurely tied by 
coir strings; carriers accept 
no liability for the number of 
pieces, breakage or damages to 
contents in ordinary handling 
and in transit. 

Bell-metal utensils . 

Insecurely packed in second 
hand gunny with single sewing; 
contents inside can easily 
suffer damage in ordinary 
handling and in stowage and in 
transit for which carriers 
accept no liability. 

Bolts, nuts etc . 

Bundles are bound with wire, 
liable to open in ordinary 
handling; carriers are not liable 
for the number of pieces, 

or 

Inferior quality packing 
material with nails coming out 
of the wood in ordinary handling; 
reconditioned but liable to 
open out in handling on route; 
carriers not liable for loss or 
damage to contents. 

It is not possible to express any 


opinion now as to whether or not the condi¬ 
tion of packing in the cases referred to 
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above actually justified the insertion of 
qualifying clauses. It is, however, interest¬ 
ing to note in this connection that a 
consignment of wheat flour tendered by a 
flour mill at a particular ghat in Calcutta 
was accepted without any qualifying remarks 
whatsoever, whereas another consignment of 
flour tendered by another mill at the same 
ghat on the same date was accepted under 
qualifying remarks. Apparently the condi¬ 
tion of bags in the latter case justified 
the insertion of qualifications, since the 
mill accepted the position as such without 
demur. There were, however, numerous 
instances where consignments of atta in bags, 
beedie3 (in baskets), medicine boxes, 
biscuit tins, hair oils and toilet requisites, 
canvas, leather and rubber shoes, confectionery, 
books and stationery, tinned provisions, 
electric bulbs (in boxes), empty glass 
bottles, wine and rectified spirits, cotton 
thread, aerated water (in bottles), Hessein 
cloth (in bales), galvanised iron buckets, 
umbrella, umbrella fittings and covers, 
phenyle, paints and varnish, milk powder, 
washing soap, cotton hosiery, jute-twine, butter 
(in tins), orange and other squashes, turmeric 
(in bags), glassware, moong bread (papad), 
haberdashery, aluminium ware, hardvrare goods, 
plastic goods, cycle parts, spices etc., were 
booked without any qualifying remarks whatso¬ 
ever. On the other hand one consignment of 
G.I.pipes and pipe fittings tendered on 25.2.1952 
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(long before the present enquiry was instituted) 
at Armenian Steamer Ghat, by Messrs. McNeill 
Barry & Co., (who are the Managing Agents for 
the Rivers Steam Navigation Company Limited) was 
booked under the following qualif ications:- 

"Pieces are liable to get rusty, 
gray, stained in transit. Bag 
containing fittings is old and 
insecurely sewn; liable to burst 
in transit and contents liable 
to shortage, wastage and damage 
in transit." 

Apparently, the Joint Steamer Companies were 
anxious to ensure that no responsibility attached 
to them for damage, wastage or loss that might 
arise due to defective packing. 

The objection of the Chambers of 
Commerce is that in the absence of any published 
rules about packing conditions, unlimited scope 
is left to the Ghat Superintendents to exercise 
their discretion in the matter, which is generally 
done to the detriment of the shippers so as to 
safeguard the interests of the Steamer Companies. 
The merchants have represented that the fact 
that consignments are packed under qualified 
remarks indirectly leads to an inducement to 
pilferage on the part of the employees of the 
Joint Steamer Companies, who feel a certain 
amount of security inasmuch as any shortage 
on account of pilferage would always be attribut¬ 
ed to loss due to defective packing. There 
is some force in their representation, but 
things being what they are, it cannot bo suggested 
that the Joint Steamer Companies should accept 
seemingly defective packing, which is likely 
to lead to damage and wastage, without 
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qualifying remarks. The representatives of 
the Chambers of Commerce, who jointly inspected 
the ghats in Calcutta on 4.11.TJ54 and watched 
the. loading of cement bags with a sling into 
the hold of one of the flats in "C" Shed, were 
rather amazed to see the wastage that could 
occur despite all the care taken by the Joint 
Steamer Companies. They agreed that wastage 
of cement was unavoidable as the packing was 
unsatisfactory. It was noticed that the 
slightest touch of the cement bag raised a 
cloud of cement dust. The representative of 
the Bengal Rational Chamber of Commerce even 
suggested that no one was responsible for the 
wastage of cement except the Government who 
should insist on a much better standard of 
packing. Paper bags do not permit cement 
getting out, but are themselves liable to 
burst by the weight, if not prop> r '\ ed*. 

The remedy seems to be to >.se double packing — 
paper and gunny. This would of course increase 
the packing cost, which the cement industry may 
not consider justified. In the- oas« of sugar 
also, wastage seems rather difficult to avoid. 
Sugar bags which weigh approximately 2 maunds 
seers each have no ears to handle and 
are single.! In the absence of ears, it is 
difficult to handle them properly and the 
use of hool|s becomes necessary. The use of 
hooks damages the bags, and thereby leads 
to wastage in transit. Sugar industry might 
consider the question of using double bags, 
reducing the weight and providing ears to 
handle. ! 


i 
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Observance of standard packing conditions 
is in the interest of the public and the carriers 
alike, and I would recommend that the Joint 
Steamer Companies should publish their packing 
conditions independently, and like the Railways 
should not accept consignments which do not 
conform to those conditions. There should not, 
however, be a total ban on the booking of cargo 
with a packing not conforming to the conditions 
if the shipper or his authorised agent is pre¬ 
pared to declare on the Forwarding Mote the 
exact nature of the defects in packing and 
assumes full responsibility for breakage, loss, 
damage, etc. In the case of consignments booked 
in strict compliance with the packing conditions, 
the Joint Steamer Companies should assume full 
responsibility for wastage, shortage and damage 
caused to the cargo while in their custody, even 
though che cargo may have been booked at O.R. 

This is, however, subject to the other conditions 
of carriage as set out in the Forwarding Note. 

2. Loss of/or { There is a complaint that the incidence 

damage to ij 

cargo. _of loss and theft of cargo while in the custody 

of the Steamer Companies is very high. Several 
cases of pilferage wore cited by the merchants. 
Although no definite evidence was adduced 
about these, the shippers have a feeling that 
much of the pilferage is done in transit by 
the employees of the Steamer Companies. They 
are emphatic that this is made possible by the 
fact that the Joint Steamer Companies have 
already absolved themselves from all responsi¬ 
bility for shortage, wastage, leakage, damage 
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etc., by accepting the booking of consignments 
under qualifying remarks. 

While it is not my intention to exo¬ 
nerate the Steamer Companies ' crew, without 
proper justification, I must record in fairness 
to them, that they are not made aware whether 
a particular consignment has been booked under 
"qualifying remarks". The Joint Steamer 
Companies have issued strict instructions that 
no indication is to be given on the invoice 
(which is the document in the custody of the 
steamer crew) about qualifications attached to 
a particular consignment. All the qualifications 
attaching to the consignment are recorded by 
the shipper on the Forwarding Note and the 
Steamer Receipt (which is issued to the 
consignor) only carries the word "qualified" 
if necessary. The Steamer Receipt and the 
Invoice are carbon copies of the same document. 

The Steamer Companies' contention is 
that they take all possible steps to ensure 
the safety of the goods entrusted to their care. 
All vessels are in charge of certified personnel 
and are manned by experienced crew. Competent 
members of the staff mark and weigh the goods 
for shipment under close supervision, due regard 
being paid to careful handling and stowing. 

At destination, goods are accommodated in ade¬ 
quately maintained shore godowns or receiving 
flats. In order to ensure added safety to the 
goods the freight godowns of all vessels (with 
minor exceptions when it is not possible to do 
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so) are sealed under customs supervision and 
checked again by police and customs authorities 
at border stations. In the case of traffic 
within India (not passing through Pakistan) the 
freight godowns are sealed by the Ghat Agent 
with his station seal which is examined and- 
checked at the next station of call before it 
is broken in order to put in or take out cargo, 
as the case may be. With a view to combating 
pilferage, the Joint Steamer Companies employ 
their own Watch and Ward staff, the officers of 
which are constantly travelling on the line. 

The Joint Steamer Companies, therefore, feel 
that strictest possible precautions are being 
taken for the safety of the goods. During my 
inspection trip on the Ganges Despatch Service, 
I have verified that the freight godowns are 
actually sealed as described. 

The incidence of theft is said to be 
mainly in respect of consumable articles like 
flour, maida, sugar, dal, gram, ghee and oil. 

It was hinted (in confidence) that the crew of 
the Steamers themselves do not hesitate to 
extract from the bags certain quantities of 
articles required by them. I can quite imagine 
that some unscrupulous members of the staff 
of the Companies might help themselves to 
some articles for their own consumption on 
board the steamer, while the steamer is in 
transit, but this is hardly possible when the 
vessel's godowns are locked. 

During my inspection of the ghats and 
the godowns I have also observed that, due 
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partly to defective packing and partly to 
faulty handling by the coolies, a certain 
percentage of the contents trickles out and 
goes waste* I watched the unloading of the 
flat "Bhawani" in Calcutta on 9.11.1954 and 
noticed a thick trail of oil cake powder 
fall from the bags right from the steamer 
deck to the top floor godowns in Jagannath 
Ghat, where bags were being sorted and 
stacked. The consignee who happened to be 
there at tiie moment represented that the 
contents thus spread out were subsequently 
swept together by the employees of the Joint 
Steamer Companies and the sweepings sold by 
them unofficially, the earnings being shared 
by them. He stressed that in no circumstances 
were the owner merchants allowed to taice those 
sweepings themselves. As tricklings may be 
there on several consignments it is difficult 
for any carrier to arrange distribution of 
sweepings among the various consignees so as 
to ensure that there is no shortage on the 
weight of the individual consignment. More 
serious was the damage, caused mainly by 
rough handling, which I noticed on one of the 
Receiving flats at Gauhati on 2.5.1955. The 
bags of dal had been stacked very high, nearly 
touching the roof of the flat, and the labourers 
were seen throwing down the bags with a thud on 
the floor, the bags getting damaged at the seams. 
Some of the bags had actually burst and there 
was a large quantity of dal strewn on tiie floor. 

I do not know how this accumulation would 
be finally disposed of. This is surely a loss 
which the merchant would be forced to bear, 
because of the qualifying remarks, 


and 
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for which the Company would not easily admit 
liability. The consignor would never be able 
to prove that the loss had been occasioned by 
the negligence of the Companies’ crow. Similar 
might be the fate of consignments of sugar, 
atta, flour, maida etc., as regards wastage. 

The Steamer Companies have given me an assurance 
that they are taking steps to avoid this 
wastage which does not pay them in any way, but 
rather brings discredit to them. 

There is no denying the fact that there 
is some pilferage, but the incidence of pilferage 
is not as great as was sought to be made out by 
certain parties before the enquiry was institut¬ 
ed. It is said that pilferage is mainly in 
respect of goods transhipped in Pakistan, and 
that during the rainy season, when the steamers 
ply direct to destination without involving 
transhipment en route, pilferage is much less. 

The Joint Steamer Companies are apparently 
unable to avoid transhipment at Karkholi during 
the dry season, as Cachar Sunderbans Despatch 
steamers cannot proceed upstream due to shallow 
water. To quote a very reoent specific case, 
on 15-4.1955 open delivery of one box of 
shoes was given at Dibrugarh. The Joint Steamer 
Companies had o^greed to give open delivery, 
because the box showed signs of interference, 
although the weight was correct. It was found 
that seven pairs of shoes were missing, the 
weight having been made up by the addition of 
bricks and some old rusty iron nails packed in 
a sock. Surely the Lata Shoe Factory cannot 
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be said i;o have done this mischief before 
booking uhe package. 

During my inspection tour I had also 
had a surprise check of one of the steamers 
"Ardfin" on 17.4.1955 near about the place 
Tinkong (Dibrugarh). Two cases said to contain 
"China blue and Vermillion" had boon booked 
from Jagannath Ghat to Dibrugarh Depot by 
Messrs. Fatehchand Jowarimull to "self" on 
9*2.1955 under invoice No.894. The packages 
had not been properly arranged on the deck 
and consequently during the short time at my 
disposal only one case could be easily traced. 
This case was weighed on an Avery scale 
available on the steamer and the weight was 
found to be 2 maunds li seers against the 
stated weight of 2 maunds 3 seers. When asked 
to explain the difference, the Sukani produced 
his Tally Book which contained the following 
remark: - 

"I.B.Joints slack, 0 2 sides bottom 
broken; joints open; inside sound¬ 
ing; weighing 2 maunds 2% seers; 
body weight 2 maunds 3 seers". 

The Sukhani explained that he wa£ responsible 

only for a weight of 2 maunds 2\ seers (which 

was the weight on the beam scale) as entered 

in his Tally Book and if the package was 

reweighod on a beam scale, the weight would 

be exactly 2 maunds 2\ seers. No beam scale 

was available on the steamer to verify the 

weight of the case. In the absence of the 

owner and the consignee it was not considered 

desirable to open the box and chock the 

contents. It does, however, follow from this 
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that cither there had boon pilferage or that 
the difference was due to different scales. The 
scales of the Joint Steamer Companies used at 
various ghats and on the steamers and flats are 
not uniform and may not be quite reliable. 

This is likely to help unscrupulous people to 
pilfer goods, as the shortage can easily be 
ascribed to the difference in scales. As a 
matter of fact I have recorded elsewhere that 
there is a strong complaint against the use of 
Avery weighing machines by the Joint Steamer 
Companies. 

At Gauhati, the Piece Goods Merchants 
Association represented that the incidence of 
theft of piece goods was high and the contents 
wore skilfully pilfered even from mill pressed 
bales without the hoops being tampered. One 
Mr. Mahaveer Prasad, piece-goods merchant of 
Gauhati, gave a demonstration of how articles 
are taken out of mill pressed bales without 
tampering with the hoops and in such circums¬ 
tances the Joint Steamer Companies always 
refused to give open deliveries on the plea 
that the package did not show outwa-rd sign of 
tampering. The demonstration given by Mr. 
Mahaveer Prasad was not very convincing as 
the bales produced by him were somev/hat loose. 
He, however, stated that the Joint Steamer 
Companies 1, crew hang up the tight bales by 
the hoops till the gunny covering gets 

loosened by the heavy weight. It is then 
* 

quite easy to cut up the sewing and pilfer 
the contents. While I have no sympathy for 
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the pilferer, I would say that the bale from 
which the contents can be pilfered so easily 
cannot be said to be "securely packed". More¬ 
over, I find it difficult to believe that 
pilferage does actually take place on the 
steamer in the manner described by him. Yet, 
there is no doubt that, irrespective of its 
magnitude, pilferage does somehow take place 
though it is rather difficult to determine 
as to where it actually takes place. The Joint 
Steamer Companies' godowns, where the consign¬ 
ments are said to lie for several days pending 
shipment/and/or delivery and the Joint Steamer 
Companies running steamers and flats offer 
ample opportunities for pilferage by unscrupulous 
persons. It might as well be argued that 
there is nothing to prove that pilferage does 
not take place in the consignee's own godowns 
after delivery, because in practice the bales 
are opened only when required for sale and 
their contents arc not checked at the time when 
delivery is taken from the Joint Steamer 
Companies. Sometimes there is an interval of 
1 to 2 months between these two. The Chambers 
of Commerce with whom I discussed this question 
at various places agreed that with the tighten¬ 
ing of Watch and Ward arrangements and the 
system of scaling the godowns of the steamers 
the incidence of pilferage is going down, but 
it had not been wholly eliminated, and there 
was still much scope for improving the position. 

I inspected the Delivery Books at Silchar 
Ghat and Karimganj Ghat on the 28th and the 30th 
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of April 1955 in respect of bookings from 
Calcutta and the Ganges stations for the last 
one year. Apart from the fact that there was 
a delay in transit in several cases, the inci¬ 
dence of remarks as to damage or loss was 
negligible. I also checked a few consignments 
of hydrogenated and other oils received at 
these stations. No damage was noticeable on 
these tins. I could not know whether or not 
those consignments had been booked under 
qualifying remarks. 

In practice, the shipper whose goods 
happen to be somehow pilfered and consequently 
delivered short at destination is a double 
loser. Firstly he loses to the extent the 
goods are short-delivered and secondly the 
Customs Department of the Government impose a 
penalty cn him for short receipt of goods in 
India. They always infer that the goods have 
been unlawfully diverted to Pakistan by the 
consignor or the consignee. The merchants have, 
therefore, agitated that atleast in cases 
where customs duty etc., has got to bo paid 
in respect of cargo lost or pilfered in 
transit the Joint Steamer Companies should 
accept liability for shortage, because after 
the goods were made over to them, the shipper 
had no control thereon and any shortage that 
had occurred in transit was beyond their 
control. It is for this reason mainly that 
they demand that the Steamer Companies should 
execute a composite bond for the entire ship¬ 
load. I will deal with this question elsewhere. 
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I have already said elsewhere* that the Customs 
Department do exercise their discretion and 
invariably allow a small margin of 2 c /o for 
shortages arising from wastage which is inevit¬ 
able. 


Having come to the ponclusion that 
there is an occasional pilferage on the service, 
I proceed to discuss what can be the possible 
remedies. I have already suggested that the 
Joint Steamer Companies should introduce their 
own standard packing conditions and in respect 
of consignments packed according to those 
specifications, the entire responsibility for 
damage and loss en route must be assumed by 
the Joint Steamer Companies, whether .the 
consignment was booked at Owner’s Risk or 
Companies' Risk. Whereas in the case of 
consignments not packed according to their 
standard specifications, the Joint Steamer 
Companies should not be held responsible for 
normal damage and wastage in transit, but 
they must accept responsibility for pilferage 
which is always not the direct outcome of 
defective packing, since articles do not fall 
out of piece-goods bales automatically. All 
the freight godowns on running steamers and 
flats should be made capable of being locked, 
even if it involves some structural altera¬ 
tions thereto and it should be ensured that 
no unauthorised person is allowed access to 
the godown. The keys of the godowns should 
be in the custody of the Master of the vessel 
who should be held responsible for the safety 
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of the goods therein and on the deck. The 
Joint Steamer Companies should further tighten 
up the Watch and Ward arrangements to ensure 
that their staff, both steamer crew and ghat 
establishment, will not resort to any dishonest 
practices. Liberalisation of their policy in 
regard to the entertainment of claims for loss 
suffered by the shippers and recovery thereof 
from the crew who had been responsible for the 
handling of the goods from the moment it was 
tendered for despatch to the time of delivery 
will have a wholesome effect in curbing the 
tendency to steal. I quite realise that recovery 
on these lines would be more or less akin to 
imposition of a collective fine, which in itself 
.is not desirable, but this will in the long run 
prove a deterrent to wilful pilferage. 

03. SHORTAGE } One of the complaints of the Chambers 

0 CERTIFI- 0 

0 CATES. 0 is that the Joint Steamer Companies refuse to 

issue a "shortage certificate", and do not 
generally entertain claims for loss of or 
damage to articles. The Steamer Companies' 
contention is that the issue of a "shortage 
certificate" is not necessary for the purpose 
of filing a claim for shortage, loss or 
damage, as the remark made in the Delivery Book 
■ by the consignees at the time of taking 
delivery is sufficient evidence. Although 
they do not issue shortage certificates as 
a matter of course, they never object to the 
consignee taking out a copy of the receipt 
granted by him which is certified by the Agent 
or Sub-Agent effecting the delivery. I am 
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afraid the Steamer Companies have not appre¬ 
ciated the reason behind the demand made by 
the merchants. The "shortage certificate", 
apart from its usefulness in filing claims 
on the Companies themselves, is also required 
either to claim compensation from the 
Insurance Companies with which the cargo may 
have been insured or to settle the trade 
accounts between the consignor and the 
consignee. The Ministry of Railways (Railway 
Board) have in their letter* No.6213TC dated 
29th December 1949 enjoined on all the Indian 
Railways to issue a "certificate of damage 
and/or shortage" when demanded, if a consign¬ 
ment is delivered in a damaged or defective 
condition. The issue of this certificate, 
however, is without prejudice to the legal 
position of the railways in matter relating 
to compensation for the damage. A copy of 
the form in which the certificate is issued 
is appended.* I would recommend to the 
Steamer Companies that they too should issue 
certificates of "shortage or damage" un¬ 
quest ioningly, when demanded by the 
consignee and adopt a form somewhat on similar 
lines. 


The merchants further complain that 
the Joint Steamer Companies do not entertain 
claims for loss of or damage caused to goods 
while in their custody, and seek shelter 
behind the conditions on which the consignment 
was booked. Claims for payment of compensa¬ 
tion in case of damage, shortage or loss of 
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goods can be divided into two main categories, 
viz., that in respect of 

(a) goods carried over by the Joint 
Steamer Companies' services 
entirely| and 

10 

(b) goods carried over by the Joint 
Steamer Companies' services in 
through booking arrangements 
with the Railways. 

The Joint Steamer Companies have 
submitted that they settle all claims in as 
just a manner as possible, consistent with th 
condition and weight of the goods at the tim< 
of acceptance. Unless packing conditions ar 
complied with, the receipt granted by the Jo:'' 
Steamer Companies is qualified and the natur 
the receipt is taken into account in decidiri 
claims arising from defective packing. 

As regards claims in respect of goo < 
carried by the Joint Steamer Companies on t! 
booking arrangements with the Railways, the 
Joint Steamer Companies are guided by the 
nature of the receipts exchanged at the tir. 
of taking over the traffic from the railwa;, , 
They admit that the settlement or disposal 
of such claims on through booked traffic t 
considerably longer time, as enquiries hav 
to be made by both the administrations. I 
can quite see that in the case of through 
booked cargo, where the delivery has been 
effected by the Joint Steamer Companies, 
cannot accept any liability without the 
concurrence of the railway, which was al. 
party to the carriage thereof. There is 
denying the fact that on the Railways al 
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settlement o- claims is not very prompt. At 
a meeting of the Bengal Chamber of Commerce 
and Industry, Calcutta, held on 2.2.1955 to 
meet the Member (Transportation), Railway 
Board, the Railway representatives admitted 
that "excessive delays were still experienced" 
and it was agreed that the Chief Commercial 
Superintendent of the Eastern Railway would 
personally examine the cases under discussion. 

A statement showing the number of 
claims cases received and disposed of by 
the Joint Steamer Companies during the years 
1952, 1953 and 195,4 is attached.* Upto 
the end of the year 1953 it had been the 
practice of the Joint Steamer Companies to 
maintain records on the basis of total 
claims cases handled, but in view of the 
alleged increasing dilatoriness on the part 
of the railways, together with the increased 
repudiation of uhoir liabilities, the Joint 
Steamer Companies decided to separate local 
and through traffic claims to enable a better 
assessment of their working. A study of the 
statement indicates that during the year 
1954 the number of claims cases relative to 
the Joint Steamer Companies' services formed 
only 28.4$ of the total claims received by 
them and the amount claimed represented 15.8$ 
of the total claim. While it is not possible 
to assess how many of these cases related to 
1954 or previous years, the percentage of 
claims admitted by the Companies during 1954 
in respect of their services is 44.2 of the 


♦Appendix 
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total. The percentage of claims repudiated in 
respect of the Joint Steamer Companies' own 
services is 35.9 of the total number of repudia¬ 
tions. The carry over of claims on the Joint 
•Steamer Companies' account at the end of 1954 
is only 16.4of the total number of unsettled 
claims. 

Normally the shippers would, if they 
feel aggrieved in matters relating to claims, 
seek redress in a ^ourt of law, but their 
apprehension is that the cargo having been 
booked under qualified remarks, even their just 
claims may not be upheld. As already stated, 
the Joint Steamer Companies are responsible for 
all damages etc., arising from the negligence 
or criminal act of their agents or servants, 
and the onus of proving that there was no 
negligence on their part lies entirely on the 
carrier. This they have made clear in their 
Special Contract Note Forms "B" and "Z M 
referred to earlier in this Chapter, I have, 
therefore, no doubt that any case brought 
against the Steamer Companies ior settlement of 
claims arising out of loss or damage to the 
cargo will receive due consideration in a 
Court of Law. Litigation, however, between 
the Joint Steamer Companies and the shippers 
would be an undesirable step which both parties 
would naturally like to avoid. I have already 
suggested the introduction of standard packing 
conditions and that, if after due compliance 
with those conditions, there is any loss or 
damage, the Joint Steamer Companies must 
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assume responsibility for the same subject 
to certain other provisions. My suggestion 
to the Joint Steamer Companies would be to 
be more liberal in the settlement of claims. 
The shippers'would also be well advised not 
to file claims for damages which can 
clearly be ascribed to natural wastage, as 
wastage of cargo to a small extent is un¬ 
avoidable and has got to be put with. 

Apart from liberality, there is the 
question of expediency also* Shippers 
complain that settlement of claims is 
unnecessarily delayed. As a matter of fact 
one such recent case was brought to my 
notice by the Darrang Chamber of Commerce, 
Tezpur, and the Steamer Companies have 
agreed to look into it. While I would not 
recommend any time limit within which all 
claims must be settled, as each case has to 
be examined on its own merits, I would 
suggest to the Steamer Companies that 
avoidable delay should bo scrupulously 
avoided. With regard to claims arising on 
"through traffic", settlement would perhaps 
be quicker if a Joint Committee >f the 
Railway and Steamer Companies' representa¬ 
tives met regularly. 

It-has also been complained that in 
the case of claims arising out of non¬ 
delivery of goods, the Joint Steamer Companies 
pay compensation only at the "beejuck" rate 
and not according to the market rate. It is 
pointed out by the merchants that the 
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Companies, themselves being a commercial 
organisation, should not adopt such an attitude, 
and that compensation should be paid according 
to the market rate. This is not quite a sound 
suggestion. On the railways also claims are 
settled only on the basis of the "beejuck" rate 
and not the market rate prevailing at the 
time of settlement. If the goods are lost and 
the shipper is deprived of the opportunity of 
making a profit thereon, the carrier cannot be 
reasonably expected to compensate him for loss 
of the profit that would have accrued, had the 
goods not been lost. 

GROUP III. 

1. Discrimina- fl One of the complaints is that the Joint 

tion amon?; § 

shippers. { Steamer Companies discriminate among various 
shippers and do not observe the principle of 
'•First come First served" in moving the cargo. 
Opinions among the various Chambers of 
Commerce in North Bast India greatly differ on 
this point. It has been stated by several 
Chambers of Commerce, particularly those in 
Bihar, that there is no such discrimination at 
all. They have stated that although at times, 
to ensure equal treatment to all the merchants, 
the Joint Steamer Companies distribute quotas 
according to the holding of the stock by each 
individual shipper, the principle of "First 
come First served" is generally followed. 

They have suggested that the local Ghat Agents 
should be authorised to make departures from 
this principle in the case of special types 
of consignments on special occasions* The 
complaint is mainly from merchants in Assam, 
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and particularly Cachar. It is stated that 
"Agreed parties" get preference over general 
traders. It is said that in respect of 
bookings to Assam from Calcutta, foreign 
managed firms receive a preferential treat¬ 
ment, but no specific cases were quoted to 
enable me to investigate and verify it. 
Presumably the reference is to Tea Carden 
Estates that are also referred to as 
"Agreed Parties". Another complaint is 
that cargoes with higher freights are 
always preferred to lower rated cargoes 
and commodious goods are often rejected. It 
is alleged that preference is not confined 
only to the booking of cargo, but also to 
the clearance and delivery thereof, i.e., 
to say, goods accepted earlier at one 
station are not shipped before goods offered 
on a much later date elsewhere are cleared. 

The Joint Steamer Companies have 
explained that as a matter of principle they 
do not discriminate between shippers for 
acceptance of cargo or for the booking of 
certain types of cargo, and that no favours 
are shown to "Agreed Parties". It is quite 
a different matter that the "Agreed Parties" 
get the benefit of special reduced rates. 
Subject to the need for observing priority 
in acceptance of essential supplies such as 
foodstuffs etc., during emergency periods 
which do occur - say during peak period of 
seasonal traffic or when due to poor river 
channels in the dry season the loads of 



steamers have to bo restricted - they observe 
the principle of "First come First served". In 
cases of emergency, the Joint Steamer Companies 
exercise a discretion, and priority is accorded 
to traffic in the same manner as in rail 
booking, i.o., whilst endeavouring to ensure 
that all shippers obtain a fair share of the 
space available, priority is given to the clear¬ 
ance of foodstuffs, essential supplies for 
industry, export traffic of the country such as 
tea and jute or any other commodity specially 
nominated by Government for preferential treat¬ 
ment. They do admit that during an emergency 
shippers are apt to complain of lack of space, 
but every endeavour is made to act as fairly as 
possible in making allocations in relation to 
previous shipments. As already stated, the 
complaint relates mainly to Assam, and particular¬ 
ly Karimganj. Much of the agitation was due to 
the delay in the clearance of traffic from 
Cachar during the low water season of 1955-1954. 
Due to various reasons beyond the control of the 
Joint Steamer Companies, the river level fell 
to such an extent that on a number of occasions 
it was extremely difficult to maintain regular 
services in Cachar. Restrictions had inevitably 
to be imposed temporarily on booking in Cachar. 
Unfortunately the restrictions had also to be 
applied in the case of bamboo traffic originat¬ 
ing from Karimganj. It is stated that in the 
downward movement from Cachar general cargo 
was not at all booked and the entire space was 
given to tea. This, however, is not correct. 
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The Joint Steamer Companies have stated that 

even during the worst period of 1953-1954, due 

share was given to general cargo. A statement 

showing the traffic movement from Cachar to 

Calcutta daring 1953- and 1954 (upto September) 

is appended.* *Appendix 32. 

Generally speaking, the Joint Steamer 
Companies try to stick to the principle of 
'First come First served”. Ihae to lack of space, 
however, it; would not always be advisable to 
allot the entire shipping space to the cargo 
tendered by the shipper who comes first, 
shutting out the cargo of other merchants. 

When, therefore, the Joint Steamer Companies 
feel that they are not in a position, for 
certain reasons beyond their control, to 
carry all the traffic that may be offered to 
them, they are justified in resorting to the 
system of allocation of quotas, since that 
is the only rational way of ensuring that 
all the regular shippers get their fair 
share in whatever transport capacity is 
available at the time. Normally, subject to 
a certain ceiling, Forwarding Notes could be 
registered, but, as I understand, during the 
onion and potato season in Bihar, when even 
a man in the street, who is not a shipper, 
comes up for space, registration of Forwarding 
Notes might at times, shut out the cargo of 
regular shippers and that would lead to a still 
greater agibation. I, therefore, see no 
objection to the quota system as such being 
adopted by the Joiht Steamer Companies where it 
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is so warranted. As regards the preference in 
the actual loading of cargo, I see no reason why 
the cargo tendered for shipment on an earlier 
date should not be moved first, in preference to 
the cargo tendered subsequently. The cargo 
received first ought to be given priority of 
movement. I am told by the Joint Steamer 
Companies that the despatches are generally in 
accordance with the order of the tendering of 
goods. Occasions may, however, arise, particular¬ 
ly in the case of heavy unpacked articles, e.g., 
iron plates, bars, sheets etc., when due to 
congestion in the godown, each successive 
consignment is dumped one upon the other, it 
becomes difficult to move the first consignment, 
unless the subsequent consignments are taken off 
and loaded. I have seen, during my inspection, 
that normally all consignments are stacked 
separately in the godowns, so as to avoid such a 
contingency. 

As regards the complaint that goods 
offered earlier at one particular station are 
ignored and preference is given to similar goods 
tendered at another station later, no specific 
instances were brought to my notice for verifi¬ 
cation,' If, however, this is a fact, it is 
really worth consideration. The Joint Steamer 
Companies explain that goods tendered at a 
wayside station might have in some cases been 
left out, if the steamer had already been 
filled to its capacity at the starting station. 

But this is hardly a sound argument. All 
acceptances at wayside stations are controlled 
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by the Agent at the Controlling Agency Office 
and when it is known that a particular consign¬ 
ment has been tendered at a particular v/ayside 
station it is incumbent upon the Joint Steamer 
Companies to reserve sufficient space for its 
clearance on the steamer in the order of priority 
of tender. 

It is stated that at Dibrugarh the 
Joint Steamer Companies own a fleet of lorries 
which is employed for transporting the outward 
and inward cargo of the Tea Carden Estates 
under a contract with them. A complaint is 
made that other merchants' lorries are not 
allowed zo unload or load goods at the ghats 
irrespective of their hour of arrival until 
all of the Companies' own .lorries have been 
dispovsed of. This means unnecessary detention 
of those merchants' lorries. It is said that 
very often after waiting, for a full day for 
loading she goods, the private lorries have 
to go back empty. This necessarily causes a 
hardship to them. The Joint St earner 
Companies' representatives have not been 
able to give a satisfactory explanation for 
this. This discrimination ought to be stopped 
without delay. 

There is also a complaint that the fl2. Stoppage! 

8 of book-i 

Joint Steamer Companies stop the booking of 8_ ing. j 

cargo at their sweet will. Opinions differ 
on this point among the Chambers of Commerce 
themselves. The Bihar Merchants Chamber, and 
other recognised Trade Associations in Patna 
which are primarily the representatives of 
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shipping interests, have no such complaints at 
all, although the Steamer Mazdoor Union, Patna, 
put forward a different view. Some Chambers in 
Calcutta have stated that while the Steamer 
Companies do notify the stoppage of bookings, 
no reasons therefor are given by them. Some 
hold the view that Government sponsored move¬ 
ments sometimes make the imposition of 
restrictions imperative, for which the Joint 
Steamer Companies are not responsible. These 
complaints mainly relate to Assam, and particular¬ 
ly Cachar, The origin of the complaint from 
Cachar lies in the fact that during the year 
1953-1954, when du*) to a breach in the Kushiyara 
river at Jalalpur (Pakistan) and lack of rains 
in Cachar hills, the river level fell very low, 
and the Joint Steamer Companies could not 
maintain their regular services. Temporary 
imposition of severe restrictions on bookings in 
Cachar was, therefore, considered inevitable. 
Despite the restrictions, the Karimganj merchants 
continued to bring cargo, particularly bamboo 
mats, and it had to be refused. 


The Chambers agree that similar 
difficulties are also experienced at times in 
respect of railway transport. They, however, 
wish that in imposing such restrictions the 
Joint Steamer Companies should always keep in 
view the difficulties of the merchants. The 
Joint Steamer C om p an ius state that they impose 
no booking restrictions, unless they are 
compelled by circumstances to do so, and in 
such cases they give a sufficient notice to 
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the public concerned. According to them, the 
incidence of booking restrictions is relatively 
rare and generally arises from uhe vagaries of 
the channel conditions - flooding during pro¬ 
longed rain fall in the monsoon season or 
draught in the dry season - making the ghats 
inaccessible. In such circumstances, booking 
restrictions have got to be imposed, and all 
such restrictions are made known by a notifica¬ 
tion to the Sub Agents for advice to the 
shippers, and notices are prominently posted 
at the booking ghats concerned, for the 
guidance of shippers. 

It is common knowledge that no transport 
operator would wantonly stop booking of cargo 
and run his vessels empty unnecessarily or keep 
them idle. In fairness to the Joint Steamer 
Companies it must be said that consistent 
with channel conditions and other operational 
difficulties, they try to maintain the services 
as far as possible. Due to paucity of space, 
booking restrictions may have to be imposed 
from time to time, which should not be mis¬ 
understood by shippers as something done by the 
Joint Steamer Companies deliberately to harass 
them. In future, the Joint Steamer Companies 
while notifying their agents about the restric¬ 
tions, should simultaneously issue a circular 
to the Chambers of Commerce, so that they 
could inform their constituent members of the 
restrictions in booking. The Chambers of 
Commerce in Calcutta have agreed to notify such 
restrictions in the Calcutta Exchange Gazette. 
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The Joint Steamer Companies should also notify 
these restrictions (in local languages) prominent¬ 
ly on the Notice Boards at the.ghats. 

§3. Care of | Another complaint is that the Joint 

| perish- 0 

Q ables. Q Steamer Companies do not take adequate precautions 

in respect of perishables booked by their 
services. While some Chambers have no views or 
comments to offer at all and do not know what 
precautions the Joint Steamer Companies take, 
others have said that the Companies do take 
normal care of perishables. Thus the views of 
the Chambers are conflicting. The Bihar 
merchants say that adequate precautions are 
taken by the Joint Steamer Companies, while the 
Karimganj Merchants Association's contention is 
that the Joint Steamer Companies take no care 
at all of perishables booked on their steamers. 

It is said that till a few years ago the 
Companies did take some care of the perishables, 
but since the detention of the vessel "Paracha" 
by Pakistan customs at Khulna in October 1953, 
on charges of smuggling contraband goods, 
resulting in the deterioration of perishables 
on board, they have, in order to get rid of 
any such liability in future, introduced a new 
proviso for the booking of perishables in the 
following terms:- 

"I hereby indemnify the Joint 
Steamer Companies and hold them 
harmless and free from responsi¬ 
bility/liability in respect of 
any/all loss occasioned in 
transit by deterioration/decompo¬ 
sition, resulting from the 
inherent property of the commo¬ 
dity and the time factor in the 
transport of this consignment". 
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This proviso, the Karimganj Merchants Association 
derisively calls "Rubber Stamp Rule”. The -Karim- 
ganj Merchants Association has stated that whereas 
previously not more than 500 maunas of perishables 
were booked in one despatch steamer (and those 
were stacked in the upper deck where they would 
remain undamaged), now, after the introduction 
of this new proviso the Companies are accepting 
as much perishables as are offered to them. 

They are not properly stacked, but are dumped 
and heaped together and are not carried in the 
upper deck but in the lower deck - even in the 
holds sometimes, and thereby they deteriorate 
more quickly. The Bihar Merchants have, on the 
other hand, complained that the Joint Steamer 
Companies do not allot sufficient quota for 
the booking of perishables on the plea that 
they have no space on the upper deck. Only 
very recently has the Patna Potato Syndicate 
sent a representation against the inadequacy of 
space allowed for perishables. The representatives 
of the C} lam bers of Commerce in Calcutta, who 
had carried out a joint inspection of the Calcutta 
ghats in November 1954, had also occasion to 
record that there were complaints that the Joint 
Steamer Companies did not allot sufficient space 
for the carriage of perishables from their 
Calcutta ghats. In view of these statements, I 
find :*.v *'fficult to believe, as the Karimganj 
Merchants Association is trying to make out, that 
the Joint Steamer Companies book all the perish¬ 
able cargo that is offered to thorn. During my 
inspection of the various ghats and the steamers 
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(in transit) I have nowhere come across any 
accumulation of perishables which are liable to 
rot due to negligence on the part of the Steamer 
Companies. The Steamer Companies have explained 
their difficulty in allotting more shipping 
space for moving perishables. They assert that 
perishables, as distinguished from general cargo 
receive special attention, but where they cannot 
be carried without risk of deterioration the 
shipper is informed and advised to secure 
quicker alternative transport. When they accept 
perishables, special stowage is arranged on deck 
and every endeavour is made to effect delivery 
in the quickest possible time. It is but natural 
that they should not assume any responsibility 
for damage or deterioration to perishable cargo, 
as the transit time of the vessels can never be 
guaranteed. Even if no "rubber stamp rule" was 
introduced, the Joint Steamer Companies are 
adequately protected by virtue of Rule 9 and Rule 
40 of the Tariff. They do not undertake to 
effect delivery of the goods at any station 
within any definite time, and if the cargo gets 
damaged for no fault of theirs, they cannot be 
held responsible. 

The Joint Steamer Companies say that 
the "Rubber Stamp" proviso has not been introduced 
because of the "Paracha" incident, but it was 
there in existence even before and that goods 
on board "Paracha" were also covered by that 
clause. They say that this steamer sailed 
from Calcutta on 9th October 1953 and was 


detained at Khulna by Pakistan customs. As 
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.soon as tho Joint Steamer Companies understood 
that the detention was likely to continue for 
sometime, arrangements were made immediately 
to tranship i;ho perishables to another 
vessel to expedite their arrival at the destina¬ 
tion. The consignment of onions had in tho 
meantime deteriorated and despite the indemnity 
letter given by the shipper, the Joint Steamer 
Companies did make ex-gratia payment of 
compensation. It is not, therefore, correct 
to say that proper care was not taken of perish¬ 
ables. 


A suggestion has, however, been made 
that with a view to help the trade in perishables, 
such as vegetables, fruits and fish, refrigerated 
containers should be used on steamer flats. This, 
it is said, would enable the transport of pine¬ 
apples and other fruits, which are grown in 
abundance in Assam, to Calcutta. I do not know 
how far this suggestion is practicable and would 
be useful to the Steamer Companies, but for the 
present, so far as the complaint goes, I am 
satisfied tha" adequate precautions are being 
taken by the Joint Steamer Companies in the 
matter of perishables. I must, however, recommend 
that more space be made available for the movement 
of perishables. 

While a few Chambers of Commerce 04. Inadequacy!! 

| & irregu- ( 

consider that the present services are adequate^ larity of jj 

0 services, j 

there is a general complaint that the services 
provided by the Joint Steamer Companies are in- - 
adequate and irregular. It is also complained 
that the Joint Steamer Companies do not observe 
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regular week day sailings with the result that 
the merchants feel uncertain about them. This 
irregularity has already led to the gradual 
falling off of passenger traffic on the Ganges. 

The Joint Steamer Companies have 
explained that they endeavour to provide vessels 
for the carriage of goods whenever there are 
justifiable demands. They have stated that 
their normal main line sailings to and from 
Calcutta are as follows:- 

• 

(i) To and from Assam: Six Despatch Steamer 

sailings per week 
augmented by 2 or 3 
Plat sailings per 
week according to 
the traffic offering. 

(ii) To and from Cachar: Three Despatch 

Steamer sailings per 
week augmented by 
Plat service as 
necessary. 

(iii) To and from Bihar: One or two sailings 

per week according 
to demand. 

(iv) To and from East One sailing per week. 

Bengal: 

They say that where the river route is 
abnormally circuitous, as in the case of booking 
from Calcutta to Bihar or from Upper Ganges 
stations to stations in Assam, the extra transit 
time has to be taken into account. 

% inspection of the various ghats on 
the Ganges and in Assam revealed that goods 
were lying uncleared for a pretty long time 
after the Forwarding Notes had been accepted. 

* The very fact that at Patna the Joint Steamer 
Companies' Agent has had to introduce "quota 
system" indicates that the carrying capacity 
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of the Steamer Companies is not adequate to 
meet all the demands. SimjD ar is the position 
in Assam also, particularly in Cachar valley. 
In Karimganj, it was represented by Messrs. 
Bhikamchand Dalchand, who are running a cotton 
ginning factory, that they had not been able 
to move their stocks of raw cotton, ginned 
cotton and cotton seeds for the last several 
months. When I visited the place, they were 
still holding the following stagnant stocks: 

Kapas with seeds .. 5,000 mds. 

Cotton seeds •• 20,000 mds. 

The Secretary, Karimganj Merchants 
Association, showed me a huge stock of 
bamboo mats and tarzas which the merchants 
wished to ship by the Joint Steamer Companies' 
services. In Calcutta also the position is 
not quite satisfactory. There is no free 
registration of Forwarding Notes for lack of 
space. Forwarding Notes have first to be 
accepted by the Chat Superintendent in the 
light of shipping space available and they 
are registered thereafter. The Joint Steamer 
Companies themselves admit that, although 
they have spare carrying capacity both in 
the upward and downward directions during 
certain periods of the year, difficulties do 
arise at times in view of their commitments 
to carry Government sponsored cargo like 
fertilisers, cement and coal, which is 
diverted on account of breaches on the Assam 
rail link. The Joint Steamer Companies say 
that they are trying to accelerate the turn 
round of their vessels even by granting a 



- 188 - 


"trip bonus" to their crow* While better co¬ 
ordination between the Joint Steamer Companies 
and the Railways by way of division of traffic 
to be carried by each is essential, the fact, 
remains that the present fleet is not sufficient 
to meet the increased transport demands of the 
region. Whereas the Joint Steamer Companies 
are running transport services from Ganges to 
Assam and Cachar and from Calcutta to Assam and 
Cachar and vice versa, the transport provided 
for intermediate booking within the State is 
very little. For instance, at Gauhati it was 
represented that cargo of 30,000 maunds per 
month was available for shipment from Gauhati 
to North Lakhimpur, but the Joint Steamer 
Companies were not lifting this traffic, and it 
had to bo moved by road to Teapur, and thence by 
'country boats. 

As regards the frequency of service, it 
is complained by merchants that there is no 
regularity about the services run by the Joint 
Steiner Companies, and irregularity of sailings 
has its repercussions on trade and industry. 
Checking up the dates at Gauhati, Silchar and 
Kariraganj, I found that on an average goods 
from Calcutta reach these destinations in 9 to 
13 days, whereas goods from Patna and Ganges 
stations took as much as two months from 
acceptance to delivery. This is a pointer to 
the need for the re-introduction of a direct 
Despatch Service from the Ganges stations to 
Assam and Cachar without transhipment at 
Goalundo. A few cases of delay in the arrival 
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of consignments of piece-goods from Calcutta 
and Patna were also brought to my notice at 
Gauhati and the Joint Steamer Companies' 
officers undertook to look into the natter 
with a view to avoiding delays in future. 

Allied to the problem of transport 
capacity is the question of "Priority Schedule". 

The Joint Steamer Companies do not feel the 
necessity for any priority schedule for 
normal traffic, but whenever there is heavy 
demand causing a temporary shortage of space, 
they accord priority to foodstuffs and essen¬ 
tial supplies. Consequent upon the special 
heavy rush of traffic to and from Assam in 
1954, following the breaches in the Assam 
rail link, the Joint Steamer Companies intro¬ 
duced a list of priorities* as a guide to their *Appendix 33« 
staff. This accords with the schedule laid down 
by the Railways also. 

It has been suggested that the Joint 
Steamer Companies should register Forwarding 
Notes as and when they are tendered to them. 

Forwarding Notes are at present registered 
after acceptance. They do not favour this 
idea as according to them it is likely to 
bring up bogus shippers, and hence they prefer 
to continue the present system of quota 
allocations (as is done on the Ganges stations) 
or acceptance of Forwarding Notes according 
to the availability of space from time to time. 

The system of registration of Forwarding 
Notes is followed on the Railways quite success¬ 
fully. If after allotment of space the shipper 
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is not able to bring forth cargo, he loses his 
right of shipment and forfeits his cash deposit, 
While the registration of Forwarding Notes would 
enable the Joint Steamer Companies to strictly 
follow the principle of "First come First served", 
the danger is that the regular shippers may, in 
times of rush, be denied space, the entire 
shipping space having been taken up by non¬ 
regular shippers who may happen to have their 
Forwarding Notes registered earlier. The best 
course to follow would, therefore, be to register 
the Forwarding Notes in order of priority, the 
quantities to be moved being left to be determin¬ 
ed by quota system among the various regular 
and non-regular shippers. This would ensure that 
those who come first would get priority in the 
shipment of their cargo while regular shippers 
would not .be deprived of an opportunity to move 
their goods. 

5. Storage} There is a general complaint that the . 

facili- 

ties. Joint Steamer Companies do not provide adequate 

accommodation facilities at booking stations, 
transhipment points and destinations. It is 
stated that at muffasil ghats there are no 
godowns at all and no storage accommodation is 
provided at transhipment points with the result 
that cargo of all types is allowed to lie on 
the river bank in the open exposed to weather. 

In the case of Calcutta particularly, the 
complaint is that the storage accommodation 
has not been expanded by the Joint Steamer 
Companies to cope with the increasing volume 
of traffic to Assam. The complaint in other 




- 191 - 


places mainly related to lack of storage accommo¬ 
dation in respect of outward cargo. In Assam, 
it was complained that while the Joint Steamer 
Companies bestowed all possible care on 
consignments of tea, other cargo was left un¬ 
cared for. It was reported at Tezpur that 
jute bales were left out in the open. An 
officer of the Joint Steamer Companies tried 
to explain that jute, being an inflamable 
commodity, was not stored in the godowns. I 
do not appreciate this argument. If jute can 
be carried in the steamers and flats, there 
can be no objection to its storage in the 
godowns. Even if the Joint Steamer Companies 
are satisfied that storage of jute is not 
quite safe, they should segregate it from 
other types of cargo and not throw it in the 
open. 

The Joint Steamer Companies have 
submitted that they provide storage facilities 
at booking and destination stations as well as 
at transhipment points, adequate for normal 
or average movement. They submit that demands 
for increased accommodation are sympathetically 
considered and accommodation made available 
where justified and when circumstances permit. 

They have furnished a ^statement showing the ^Appendix 34. 
storage capacity provided at different ghats. 

This statement does not include stations such 
as Barh, Seamaria, Sultanganj and Kheria on 
the Ganges, where thatched godowns have been 
provided on the river bank. Apparently the 
volume of traffic and the changing river 
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conditions do not justify the construction of 
permanent or semi-permanent godowns at all these 
stations. During the inspection trip on the 
Ganges and in Assam and Cachar Valley, storage 
capacity provided by the Joint. Steamer 
Companies was checked. During ny inspection of 
the various ghats on the Ganges I found that 
most of the shore godowns were not being used 
during the low water season when the ] oad to the 
steamers (for loading and unloading purposes) 
increased, thereby increasing the handling 
charges. The goods were found lying on the 
ghats in the open. 

This complaint was seriously urged at 
Karimganj. Photographs were furnished to me by 
the Secretary, Karimganj Merchants Association, 
showing how in the past years due to lack of 
proper and adequate godown space, bamboo mats 
and other bamboo goods worth lakhs of rupees had 
been left in the open on river banks. During 
my inspection of Karimganj Ghat in April 1955, 
huge stocks of bamboo mats and Tarza (made from 
bamboos) were pointed out lying along the river 
bank. These were surely likely to be damaged 
by the rains. I was told that these stocks of 
bamboo mats etc., had not been accepted by the 
Joint Steamer Companies for carriage due to 
lack of shipping space. Apparently the shippers 
wish that, since the consignments are to move 
by river, the Joint Steamer Companies should 
take over the goods as and when offered to them 
and provide proper storage facilities for the 
same, pending despatch. I cannot endorse this 
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demand. The carriers are not bound to accept 
goods just when they are offered to them if 
they are not in a position to carry the same 
within a reasonable period. They are justi¬ 
fied in calling for traffic as and when 
shipping space is likely to become available. 

I must, however, record that having accepted 
goods for carriage, it is incumbent upon the 
Joint Steamer Companies to provide proper 
storage facilities, and not just leave them 
on the river bank. 

During my inspection, I did not find 
any cargo lying uncared for at booking stations 
or destinations. It was stated by some 
shippers that because of the coming inspection, 
the Joint Steamer Companies had taken special 
care to properly organise the things and put 
up a tidy appearance, but the Joint Steamer 
Companies could not surely put up the permanent 
or semi-permanent godowns just for my inspec¬ 
tion. The basic fact remains that the Joint 
Steamer Companies have provided storage facili¬ 
ties which they consider adequate for normal 
traffic. Occasions may, however, arise, as 
would in the case of any carrier, when due to 
a sudden overflow of traffic, the facilities 
might prove inadequate. There is, however, 
nothing intentional on the part of the Joint 
Steamer Companies to ignore the cargo entrust¬ 
ed to their care. In view of the increasing 
volume of traffic that the Joint Steamer 
Companies are being called upon to handle 
during recent years, there is a case for 
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provision of additional storage facilities at 
important ghats. It is understood that the Ganga 
Brahmaputra Water Transport Board in consultation 
with the Joint Steamer Companies has drawn up 
proposals for provision of storage facilities at 
certain important ghats in the Second Five Year 
Plan* 

It' is also complained that adequate 
storage facilities do not exist at transhipment 
points and provision of covered sheds is demanded 
by the shippers. During my inspection, I noticed 
that at certain places the Joint Steamer 
Companies have put up uncovered bamboo fencing to 
mark off the storage area. At Desangmukh, in 
order to handle increased traffic, the Joint 
Steamer Companies have provided roofless bamboo 
sheds for off loaded cargo to be transported to 
Dibrugarh by road. Luckily the cargo lying in 
the fencing consisted of non-damageable articles 
made of iron and steel, asbestos cement sheets 
etc. Similarly, I noticed a lot of cargo 
consisting of asbestos cement sheets, burnt 
bricks, coal tar drums, empty drums, diesel oil 
drums, galvanised iron sheets, angle irons, 
barbed wire coils, logs of wood, wooden planks 
(sawed), and mobil oil and machinery parts 
(packed in boxes), lying in the open uncovered 
at Neamati ghat awaiting transhipment to 
Railway wagons. This is because the storage 
capacity - both ashore and afloat - provided by 
the Joint Steamer Companies is inadequate and 
the steamers or running flats cannot be detained 
unnecessarily to arrange direct transhipment 
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from steamers to wagons. Evidently, I cannot 
hold the Joint Steamer Companies alone 
responsible to provide accommodation for "tran-s* 
shipment cargo 1 '. There should be better co¬ 
ordination between the Railways and the Joint 
Steamer Companies, and at transhipment points 
there should be storage godowns jointly provided 
by both the carriers. This will greatly help 
the clearance of Railway wagons and steamers 
and improve their turn-round, as Railway wagons 
or steamers carrying cargo for transhipment , 
need not be detained. All cargo should be 
interchanged through the "Transit Sheds”. 


GROUP IV. 


Another complaint is that each 
consignor has to execute a customs bond* for 
the despatch of cargo from one part of India 
to another, via Pakistan, whereby the consignor 
has to sign a declaration and guarantee that 
he will not land the cargo en route. This 
bond also binds the consignor that within a 
period of two months after the shipment of 
goods, the consignor, after advice from the 
consignee of the safe arrival of the goods, 
must notify the fact to the Department concerned 
This bond has to be attested by another bonafido 
trader. It is reported that while previously, 
the bonafides of the executors of the bond or 
the guarantors of the bond were not questioned 
by the Customs authorities, they are now being 
asked to furnish various details about their 
financial position and other statistics prior 
to acceptance of the bond. The Land Customs 


1. Customs jj 
Bond. 8 

♦Appendix 35 






Department are also now said to be insisting that 
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the signatures of the consignor and the surety 
should be verified and attested by a bank. It is 
alleged that whenever goods are pilfered, lost or 
damaged (reducing the quantity and weight) in 
transit, the Customs authorities realise the full 
duty from the consignors on the basic of goods 
having been landed and sold in Pakistan. It is 
argued that the goods are made over to the Joint 
Steamer Companies at the booking station under a 
contract that they would effect delivery at the 
station of destino.tion, and as such the Companies, 
being recognised custodians must be held 
responsible for any loss, damage, destruction etc., 
in transit, and bonds should be insisted upon 
from the Companies and not from individual 
shippers. The merchants concede that it is 
possible that some consignors may want the Joint 
Steamer Companies to unload any consignment in 
Pakistan territory, but they urge that the 
latter should not comply with such a request 
unless it is endorsed by the Customs, Export and 
other relevant authorities. It has, therefore, 
been suggested that the Joint Steamer Companies 
should fill up a composite bond in respect of 
the entire shipload. The shippers feel that if 
the Joint Steamer Companies execute a composite 
customs bond, the incidence of theft and 
pilferage en route would automatically diminish, 
because the Joint Steamer Companies will have 
to pay not only the customs duty to Government 
but also compensation to the shippers. Barring 
a few, this demand has been made by all the 
Chambers of Commerce. The question was taken 
up by the Karimganj Merchants Association with 
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the Central. Board of Revenue, Ministry of 
Finance, Government of India, in 1952, and 
the Association was informed that the liability 
for export duty and penalty for non-arrival 
or shortage of goods at destination moving 
from one part of India to another through 
Pakistan is that of the party who executes a 
bond at the time of export of such goods. The 
recovery of damages, including duties and 
penalties in respect of stranded goods, by 
the principals from the carriers, is an inter¬ 
nal arrangement between them with which the 
Customs Department are not concerned. The 
concensus of opinion is in favour of the 
execution of a composite bond by the Joint 
Steamer Companies for the entire shipload as 
this procedure would be cheaper and at the 
same time more convenient. Under the Land 
Customs Act, however, the responsibility 
for executing a bond attaches to the shipper 
and not the carrier, and unless the Act is 
suitably amended the wishes of the merchants 
cannot be complied with even though the Joint 
Steamer Companies could bo prevailed upon to 
furnish a composite bond. Moreover, it 
appears that such composite bonds may be 
possible onLy for such bulk traffic as rice, 
salt, tea and jute and difficulty may arise 
as the same steamer may carry goods for 
several consignees and each consignment may 
be part of a separate contract. On the other 
hand, it has not been appreciated by the 
merchants that when goods from different 
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consignors are carried in the same vessel, if any 
fault is detected in any particular consignment 
by Customs Authorities, the other consignments 
also may be unnecessarily detained till a final 
decision is taken. The demand for a "composite 
bond" overlooks also the fact that the Joint 
Steamer Companies not only carry, cargo for 
delivery at steamer stations, but also carry 
cargo to railway destinations under through 
booking arrangements where the question of delivery 
would rest with the railway administration. All 
things taken into consideration, it is not 
practicable to introduce the system of a "compo¬ 
site bond", I have recommended elsewhere that, 
subject to compliance with the standard packing 
conditions to be introduced by the Joint Steamer 
Companies and also subject to other provisions 
of the Forwarding Note the responsibility for 
pilferage, loss and damage should bo assumed by 
the Joint Steamer Companies. This should allay 
the fears of the shippers in respect of payment 
of customs duty for short arrival of goods in 
India via Pakistan. It is, however, imperative 
that the present regulations should be simplified 
to facilitate the conduct of business. The 
Joint Steamer Companies are in full sympathy 
with this aim and havo undertaken to co-operate 
in any practical proposals acceptable to the 
authorities. With effect from 1st May 1955, in 
agreement with the Pakistan Government the 
Government of India have reopened the booking 
of goods traffic between stations on the North- 
Eastern Railway and the Eastern Railway via 
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E.B. (Pakistan) Railway by certain routes subject 
inter alia, to the condition that the consignors 
will be required to execute a Customs declaration 
form, in duplicate, and submit the same along 
with the Forwarding Note to the booking station. 

A copy of the Customs Declaration Form to be so 
filled in by the shippers is appended*. Here 
also the shipper undertakes to pay duty and 
penalty (equal to the value of the goods) if 
the goods are lost in transit over Pakistan 
territory. The only concession is that no other 
customs documents are required by the Customs 
Department of the Governments of India and 
Pakistan. The arrangement arrived at is that 
the railway authorities at booking stations 
prepare 5 copies of In-transit Manifests in a 
prescribed form* for each consignment. The 
Indian Land Customs Officer signs and attests 
with his official seal these copies and 
forwards three copies to the Pakistan Customs 
Officer at the point of entry into Pakistan 
who likewise attests these copies. These copies 
are subsequently checked by the Customs Officer, 
Pakistan, at the point of exit and again by the 
Customs Officer, India, at the point of re-entry. 
This procedure which is fully described in the 
North Eastern Railway Circular letter* No* 
RG/G-152/CT/CRDII dated 23.4.1955 saves the 
shipper the botheration and expense of executing 
a formal starhped bond with the Customs Authori¬ 
ties in India. Possibly a similar arrangement 
could be evolved by the Indian Customs Department 
in respect of shipments by inland water transport 


*Appendix 36. 


*Appendix 37. 


*Not appended. 
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services. The fact that goods are being carried 
by a private limited company and not by a 
Government Railway, hardly makes any difference, 
because the Joint Steamer Companies also are 
financially sound and well established. In the 
case of transhipment in Pakistan, if necessary, 
the Steamer Companies could maintain a register* 
similar to the one that is being maintained by 
the East Bengal Railway in respect of rail book¬ 
ings. In any case transhipments should be done 
under the supervision of the Pakistan Customs 
Authorities. 

Allied to this is another complaint made 
by several merchants that the period of the 
*?iot appended, validity of the Customs Appendix II ^orms* which 

consignors have to fill is too short and expires 
before they are in a position to secure shipping 
space with the Joint Steamer Companies. They 
have, therefore, to apply for revalidation at an 
extra cost and inconvenience. The Joint Steamer 
Companies have explained that they do not insist 
on these forms being presented at the same time 
as Forwarding Notes are tendered and it is only 
when goods are brought into the godown that 
the Forms are required. It is understood that 
the period of validity is originally 10 days 
fixed by the Collector of Customs at his discre¬ 
tion and is extended by another 10 days on 
application. After the lapse of the period of 
extension, a fresh application has to be made. 
Surely this causes unnecessary inconvenience 
to the shippers and unless there is any 
statutory provision to the contrary, I would 


*Form not 
appended. 



recommend that the Appendix II Forms be made 
valid initially for a period of one month from 
the date of issue, This will not only save 
botheration to the shippers, but would also 
lessen the amount of work of the Customs 
Collectorate. 

A strong demand for the establishment 
of Advisory Committees has been voiced by 
almost all the Chambers of Commerce and' Trade 
Associations throughout North-East India. 

Some have even suggested that these Committees 
should be strictly on the lines of the Railway 
Advisory Committees. The Joint Steamer 
Companies also appreciate the advantages of a 
common forum for discussing mutual problems 
and as a matter of fact Advisory Committees 
were functioning in the past at Gauhati, 

Tezpur and Kokilamukh. These, however, lapsed 
in 1947-1948 due partly to lack of interest on 
the part of members and partly to the fact 
that there was sufficient opportunity for the 
airing of views or complaints direct through 
the several Chambers of Commerce. The Joint 
Steamer Companies have stated that they would 
welcome Advisory Committees, provided suffi¬ 
cient interest is displayed by the merchants. 

Under Section 54(b) of the Inland 
Steam Vessels Act, 1917, the State Governments 
are competent to make rules providing for .the 
appointment, constitution, procedure and 
functions of committees to advise the owners, 
agents and cnarterers of inland steam vessels 
on questiore affecting the interests of 
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passengers and shippers of goods. No such rules 
seem to have been made by the Governments of 
West Bengal and Assam enjoining upon the Joint 
Steamer Companies to set up Advisory Committees. 
The Government of Bihar drew up some rules which 
have not been finalised so far. Pending the 
finalisation of the Rules, however, the State 
Government did set up an Advisory Committee at 
Government level in 1953. Certain questions 
relating to Bihar Feeder services and allied 
matter were discussed at the first meeting of 
this Committee. It is understood that for cer¬ 
tain reasons this Committee has never met 
thereafter. 

In pursuance of.their desire to have 
close co-ordination with the shippers, the Joint 
Steamer Companies have already formed a Shippers' 
Council at Calcutta. Similar Councils are 
proposed to be set up also in Bihar and Assam. 
Apparently it is neither possible nor necessary 
to have such Councils at all stations. The only 
solution to the problem is that the Joint 
Steamer Companies should be represented on the 
local Chambers of Commerce through their local 
Agents. The various Chambers of Commerce with 
whom I have discussed this proposal are agree¬ 
able to this. It is understood that the local 
Agents of the Steamer Companies are in most 
cases already members of the Chambers of 
Commerce and also of their transport sub¬ 
committees where all matters relating to inland 
water transport come up for discussion. It is 
not necessary to set up advisory committees 
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on the strict pattern of the Railway Zonal 
and Regional Advisory Committees. Care should, 
however, be taken by the Joint Steamer Corap- 
panies to see that all the trade interests that 
are making use of their services are represent¬ 
ed on their Shippers' Councils wherever they 
exist. The Shippers' Council of the Joint 
Steamer Companies, Calcutta, meets monthly 
and has met eight times so far (the first 
meeting was held in April 1955). A perusal of 
the *minutes of these meetings does not indi¬ 
cate that all the shippers are fully utilising 
the forum for having their difficulties 
explained. The Joint Steamer Companies, how¬ 
ever, assure me that they have invited all the 
Chambers of Commerce and other Trade Associa¬ 
tions in Calcutta to participate in the 
proceedings of the Council. They are all the 
same confident that the Council is serving a 
useful purpose. 

(a) Corruption : 

The usual complaints of corruption and 
bribery against the staff have been made 
before me. Although no specific instances 
were quoted, the merchants at various places 
were emphatic that consignments do not move 
from Jagannath Ghat, Calcutta, without payment 
of some 'dastoori'. Mr. V/.J.Coode, a senior 
officer of the Joint Steamer Companies, who 
was with me took note of this complaint, and 
promised to look into it. 


*Not appended 


j3.General 
{ Complaints 
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(b) Incivility and discourteous treatment : 

At the meeting held in the Patna 
Secretariat on 1st June 1955* it was complained 
by the merchants that the treatment meted out 
by the Lady Typist in the Joint Agent's Office, 
Patna, to the merchants who went there on 
official business was very discourteous. A 
specific case of incivility on her part was 
narrated. The merchants are naturally very sore 
on this point. They think that the Joint 
Steamer Companies' staff have a feeling that in 
all circumstances the merchants have to come 
to them, being in a monopolistic position, and 
they can thus afford to treat them in any way 
they like. This feeling should be discouraged 
as complaints of incivility do not bring any 
good name to the Joint Steamer Companies. The 
staff should realise that courtesy costs nothing. 

(c) Lack of amenities ; 

It is complained that basic amenities 
such as seating arrangements, provision of drink¬ 
ing water and lavatory facilities for the 
merchants who visit the ghats do not exist. 

These should be provided as far as possible. 

(d) Weighing scales ; 

There is a common complaint from 
merchants, particularly in Assam and Cachar 
Valley, that the weighing machines at present 
in use on the ghats of the Joint Steamer 
Companies are not reliable. The Joint Steamer 
Companies are using "Avery" weighing machines 
and the merchants have a strong feeling that 
these machines do not indicate the correct 
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weight when consignments have to be weighed in 
quick succession. They have been insisting on 
the use of beam scales. It was mentioned that 
the Joint Steamer Companies had some time ago 
agreed to replace the existing machines, but 
the promise had not been implemented. The 
wishes of the merchants may be met. 

(e) Delay in the issue of Steamer Receipts ; 

It is complained that unlike the 
railways Steamer Receipts are not issued by 
the Joint Steamer Companies, immediately the 
goods are made over to them. It is said that 
even the "Identification Memo"* which is 
generally issued at the Calcutta ghats, is not 
issued elsewhere, so that till the goods have 
been actually shipped and the Steamer Receipts 
issued, the merchants have nothing in their 
possession to indicate that goods have been 
tendered to the Joint Steamer Companies for 
despatch. (The forwarding Note giving the 
particulars of the consignments is in the 
custody of the Steamer Companies). It is 
said that the Steamer Receipts are issued 
after the goods have been loaded onboard the 
steamer. It is complained that in several 
cases the issue of the receipts is delayed so 
much that shey roach the destination long 
after the arrival of the steamers. It is said 
that sometimes goods despatched from Calcutta 
reach Assam earlier than the Steamer Receipts 
themselves, and merchants are put to the 
trouble and expense of arranging delivery of 
goods on indemnity bonds in the absence of 


^Appendix 3£ 
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Steamer Receipts. While expressing their 
inability to issue Steamer Receipts immediately 
on receipt of goods, the Joint Steamer Companies 
explain that under the Carriers Act, 1865 (under 
which they are operating), their responsibility 
as "carrier" commences only when the goods have 
been loaded on the steamer. They, however, deny 
that there is any inordinate delay in the issue 
of Steamer Receipts. They have assured that 
they will see that the issue of receipts is not 
delayed under any circumstances. The merchants, 
however, demand that the Carriers Act be-amended, 
if necessary, to make it obligatory on the 
Steamer Companies to issue the receipts immediate¬ 
ly the goods are tendered. This is hardly 
necessary so long as the Steamer Companies make 
sure that there will be no delay in the issue 
of receipts after the goods have been loaded 
into the steamer. In order to ensure that the 
shippers do have some document in their 
possession to indicate that goods have been 
tendered to the Steamer Companies for despatch, 

I would recommend that the Identification Memo 
should be issued immediately in all cases 
when goods are tendered with reference to a 
Forwarding Note which has been duly accepted 
by the Joint Steamer Companies. I have 
recommended elsewhere that the Joint Steamer 
Companies should assume some responsibility 
for the goods when they are tendered at their 
ghat or godown with reference to an accepted 
Forwarding Note. Introduction of the system 
of issuing Identification Memo will also be 
useful to the Joint Steamer Companies for 
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disclaiming liability in case of cargo dumped 
by the merchants, particularly on the wayside 
stations, without their consent. 

(f) Approach facilities ; 

There is a general complaint that the 
roads leading to the ghats are not well 
maintained. At Karimganj, it was also reported 
that the space in front of the Companies' 
godown is not sufficient for the parking of 
lorries and carts which have to be brought 
there for loading and unloading the cargo. The 
roads do not belong to the Joint Steamer 
Companies, and they have no control even over 
the land through which these roads pass. 

They are, however, doing minor reparis to the 
roads and have taken up the matter with the 
Municipal or the State Authorities for 
necessary action. Although the Steamer Com¬ 
panies are themselves anxious to provide for 
their customers maximum facilities, I appreciate 
that from the financial aspect involved, it is 
not possible for them to maintain these roads 
entirely at their own cost. As regards the 
parking space at Karimganj, I have seen the 
site and there is no scope for expansion of 
the parking place unless a part of the adjoin¬ 
ing school play-ground is made available but 
the School Authorities are not willing to lease 
it out or otherwise part with it. The Companies 
may demolish their temporary staff quarters 
to provide space, but this would lead to 
another problem of finding accommodation for 
their staff. An alternative is to expand the 



facilities at the ghat one mile upstream now 
being used for transhipment from Railways. How¬ 
ever, the adjoining land there also is occupied 
by temporary refugee hutments, which it is 
difficult to remove. Moreover, the land belongs 
to a Pakistani national and is under the Evacuee 
Property Controller at the moment. Apparently 
not much can be done by the Joint Steamer 
Companies in this matter. It is understood that 
a comprehensive scheme is being drawn up by the 
Ganga Brahmaputra Water Transport Board of the 
Government of India in consultation with the Joint 
Steamer Companies for providing shore facilities 
at important river ghats during the Second Five 
Year Plan. 

(g) Inadequacy of staff at ghats) 

At certain places the merchants have 
complained of the inadequacy of the "Delivery 
staff" employed by the Joint Steamer Companies 
whereby the merchants are put to a lot of diffi¬ 
culty. These complaints were made regarding 
Nearaati, Gauhati and Karimganj. The Joint 
Steamer Companies should look into this. 

(h) Inspection of cargo : 

It is complained that the Joint Steamer 
Companies do not allow interception of through 
bockea cargo at Pandu, where rail booking 
facilities are available, but allow intercep¬ 
tion at Neamati where Railways do not accept 
reboolcing. Their demand is that merchants may 
be allowed to intercept their cargo at Pandu. 

Their demand deserves to be favourably considered. 
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(i) Dolav in the clearance- of vessels and 
flats ; 

At Gauhati, and elsewhere also, the 
merchants have complained that flats are not 
unloaded for several days after their arrival. 
They have also complained that the unloading 
of vessels and flats is not done according to 
priority of arrival. The Steamer Companies 
say that generally priority of arrival gets 
preference, but occasions may arise when 
vessels (carrying cargo) which have to move 
(up and down) to another ghat are given 
preference in unloading, over flats which 
have reached their destination and can wait 
for some time. The Joint Steamer Companies 
should, however, try to expedite the clearance 
of the vessels and flats at all stations. 

(j) Booking of cargo s 

It is complained that even in the case 
of unpacked cargo which is clearly seen such 
as galvanised iron sheets, asbestos sheets, 
iron buckets ar.d motor tyres, the Joint Steamer 
Companies book them with the remark "Said to 
contain". This phrase is actually intended to 
be used where tho contents arc not known. The 
merchants demand that whenever the contents 
are known to thi satisfaction of tho Joint 
Steamer Companies, these should be specified 
on the Steamer Receipt. Their demand is reason¬ 
able and should bo granted. 

(k) Irregular stowing of cargo : 

The merchants have complained about tho 
damage caused to their cargo, particularly 
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flour, salt, sugar etc., by reason of the stowage 
of cement cargo in the vicinity. One such 
instance was noticed at Gauhati godown where 
cement dust had settled on bags of flour. This 
should be avoided and cement should be stored 
away at a sufficient distance from edibles. 

There is also a complaint about the stowing of 
bales of piece-goods and yam along with oil 
consignments, with the result that piece-goods 
and yarn bales are soiled. This should be 
avoided. 

(l) Weighment delivery ; 

It is represented by the merchants that, 
although the Joint Steamer Companies with great 
reluctance agree to give weighment delivery, 
they refuse to do so if even one bag is removed 
by the shipper before damage or shortage is 
detected by him. It is evidently not possible 
for anyone to detect damage by casting a look 
at the stack of bags. Complaints about damage 
ought to be entertained if damage is detected, 
while the cargo is being removed from the Joint 
Steamer Companies’ promises, and whatever 
defective bags the shipper points out should 
be weighed in the usual manner. 

(m) Part delivery etc , i 

The Piece Goods Merchants Association, 
Gauhati, complained about the delay involved 
in tra.sporting cargo from Gauhati Bazaar 
ghat to Gauhati Fanshi Bazar Depot. The 
Association also complained that consignments 
were often transported in broken lots which in 
turn delayed delivery as the Joint Steamer 
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Companies would not deliver cargo unless the 
full consignment was available. Shippers 
prefer to take part delivery when the Joint 
Steamer Companies are not able to bring to 
the depot full consignment loads. While the 
Joint Steamer Companies should see that no 
undue delay occurs in transporting goods from 
the ghat to the Depot and the consignments 
are trucked complete as far as possible, I do 
not endorse the demand for 'part delivery', 
as it is difficult to assess the value of a 
particular package in the event of the 
remaining packages forming part of the same- 
consignment not being traced subsequently. 

The Joint Steamer Companies are quite prepar¬ 
ed to make part deliveries in the case of 
bagged cargo, where the contents of the bags 
are approximately the same e.g., flour, 
sugar, oil, salt etc. In the case of piece- 
goods and haberdashery, it is difficult to 
assess the value of a single package forming 
part of one consignment. The Railways also 
do not give part delivery in cases where the 
value of the contents of each parcel cannot 
be determined independently. This is 
necessary to avoid complications arising 
subsequently, if any of the remaining packages 
in the consignment be lost. 

In the course of my enquiry, the 
Merchants Chambers and other Trade Associations 
at various places made several suggestions for 
improving the services rendered by the Joint 
Steamer Companies. As these fall beyond the 
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scope of my enquiry I refrain fro... 
any opinion thereon. These are 1 : 
consideration by the Joint Steamer 

(1 ) Indianisation of crews ; 

It is said that the Join; 
Companies do not recruit Indian n 
crews on their vessels nor do the., 
training facilities for thorn. In-- 
of the crews was demanded by almo 
parties concerned. 

(2) Direct recruitment syst.:- . 
It is suggested that tin. 

Steamer Companies would save a ltd 
establishment charges if they wor 
the "direct recruitment system" .i • 
leaving each Master (of the vess. : 
have a crew of his own choice. 

(3) Watch and Ward arrange nr ; ■ 
The representatives of n 

of Commerce who visited the Calcs; 
in November 1954 have reported t; 
Chowkidars stay on the premises 
It was suggested that like the r: 
godowns should be locked and seal 
Chowkidar should stay out and ice.. 

(4) Transhipmen t: 

It is suggested that no 
should take place in Goalundo or 
in Pakistan in order to avoid pit • 


cargo 
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(5) Handling facilities ; 

It is suggested that the Joint Steamer 
Companies should provide increased facilities 
•for handling heavy lift cargo at Calcutta and 
Pandu. It is understood that the Ganga Brahma¬ 
putra Water Transport Board, in consultation 
with the Joint Steamer Companies, is formulating 
proposals for providing terminal facilities at 
important river ports on the Ganges and in Assam 
during the Second Five Year Plan. 

(6) Office accommodation and telephone 

facilities : 

The Merchants Chamber at Jorhat has 
suggested that the Joint Steamer Companies 
should set up a permanent office on the shore 
at Neamati. The Karimganj Merchants Associa¬ 
tion and the Kamrup Chamber of Commerce, 

Gauhati, have asked for the installation of a 
telephone in the Sub-agency office. 

(7) Out-Agencies : 

A demand has been made for the 
establishment of an out agency at Jorhat. The 
Indian Tea Association, Calcutta, has also 
suggested the setting up of a small booking 
office in the city. 

(8) Insurance of Cargo : 

It has been suggested that the Joint 
Steamer Companies should insure ship loads 
and charge the consignees premia accordingly, 
so that no loss is sustained by the consignees. 

—: o: o: 0: o: o:— 
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CHAPTER V. 

MAINTENANCE OP PASSENGER SERVICES AND PASSENGER 

PARES, 

*Not appended. Government of India's *letter No. 

6-M(45)/54 dated 9th June 1954 has suggested an 
enquiry into the question of the maintenance of 
passenger services and passenger faros. Except¬ 
ing a daily service between Tezpur and Silghat, 
which carries goods and uassengers between these 
two points on the north and south banks of the 
Brahmaputra, there are no passenger services 
as such operating in India. Passengers are, 

' however, allowed to travel by the Assam Sundar- 
bans Despatch Service steamers, but in actual 
practice, very few do so on account of the delay 
involved and other more attractive means of 
travel. There is no demand for the movement of 
passenger traffic on this route. On the Ganges 
Despatch Service also, only goods traffic is 
cleared from Calcutta, though passengers may 
travel on the large Ganges Despatch Steamers 
between Maniharighat and Patna or Maniharighat 
and Buxar or Barhaj. There is, however, no 
demand for passenger traffic on this route 
either, except when a Mela is held at Sonepore 
or elsewhere, when the steamer companies do 
provide an adequate number of steamers. 

It has not been clearly stated what 
passenger services I am required to look into. 

*Not appended. Prom a perusal of file* No.6-M(64)/53 and the 

*Not appended, proceedings* of the meeting of the Ganga 
Brahmaputra Water Transport Board hold in 
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Calcutta on 6.5.1954, it appears that the 
question of the closure of certain passenger 
services in Assam is to be examined. 

The Joint Steamer Companies had been 
running the following three passenger services 
in Assam; - 

(1) Ihubri - Kholabanda service. 

(2) Gauhati - Tezpur - iJeamati service. 

(3) Silghat - Panpur - Tezpur Perry 
service. 

Excepting the Dhubri - Kholabanda 
service which was commenced on 1.11.1952, the 
Joint Steamer Companies have not been able to 
give a specific date when the other two ser¬ 
vices were originally established, but it has 
been stated that these services were in 
operation for many years and were in existence 
till after the partition of the country in 
1947. 

The Joint Steamer Companies had been 
complaining that these services were uneconomic 
and that the losses were mounting up, compelling 
them to close the servxues. They were, however, 
continuing the services in the hope of seeing 
better days, when their services would become 
at least self-supportiag. Their dwindling 
finances due to shrinkage in the volume of 
cargo traffic carried by them aggravated the 
situation and the Steamer Companies felt that 
they were not in a position to continue running 
such an unprofitable business. The question 
was, therefore, taken up by the Joint Steamer 
Companies with the Assam Government in December 
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1953, and the Steamer Companies made out that 
they were losing to the tune of Rs.7,91,360/- per 
annum on these services. The losses were detail¬ 
ed by the Steamer Companies as follows!- 

(1) Dhubri-Kholabanda service s 

Earnings .. .. .. Rs.1,56,000 

Operating costs .. Rs.3,39,300 

Loss Rs.1,83,300 



The Joint Steamer Companies have 
maintained that the passenger services, which 
fulfilled a necessary and important function for 
years past when roads were inadequate for the 
expeditious transport of the population of Assam 
from various internal centres and air termini, 
were no longer necessary, as the position had 
greatly changed with the development of adequate 
road and air transport services on both banks 
of the Brahmaputri river. The Joint Steamer 
Companies, therefore, proposed to close down, 
with effect from 1st February 1954, the above 
mentioned passenger services. The State 
Government of Assam did not agree to this pro¬ 
posal and considered that the closure of the 
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passenger services would cause serious inconve¬ 
nience to the people of the State. The matter 
was discussed between the Chief Minister of 
Assam and the Joint Steamer Companies' 
representatives on 16,1.1954 at Shillong. It 
was agreed that, in view of the uneconomic 
operation of those passenger services, the 
Steamer Companies should not be forced to 
continue their operation, and the Steamer Companies 
actually discontinued their Dhubri-Kholabandu 
and Gauhati-Tezpur-Neamati services, with effect 
from 1.2.1954. In view, however, of the extreme 
importance attached by the State Government to 
the Silghat-Panpun-Tezpur Perry Service, the 
Steamer Companies agreed to continue the opera¬ 
tion with enhanced fares. The Steamer Companies' 
point was that the Assam-Sunderbans Despatch 
steamers, which operated in Assam for the 
carriage of cargo could also clear passenger 
traffic from such stations on the Gauhati-Neamati 
section as those steamers were required to call 
for the cargo operations. The Companies also 
agreed to examine the desirability of reinstating 
the Dhubri-Aholabanda service during the monsoon 
season. They have, however, not found it profit¬ 
able to revive this service. The Steamer 
Companies maintain that it is quite uneconomic 
for thorn to ran these services and that the 
annual loss of Rs.7,91,560/- is too much for 
them to bear. The Assam Government have made 
out a point that the Companies' operational 
costs are high, probably because; 

(i) their vessels are very old and 
uneconomic to maintain; 



- 218 - 


(ii) the administration is top 
heavy; and 

(iii) allowance for depreciation 
continues to be made even 
though the vessel nay have 
reached a stage when it 
should be written off. 

The Steamer Companies have stated that their 
loss is based only on direct operational costs 
of the vessels employed on each service and no 
figures whatsoever for overheads, repairs, 
replacements etc., are included. The Joint 
Steamer Companies have stated that the direct 
operational costs are incurred under the 
following items*- 

(a) Crows* wages; 

(b) Fuel i.e., coal and lubricants; 

(c) Docking and survey fees etc., 
and 

(d) Stores. 

Although I have not had the accounts of the 
Joint Steamer Companies checked, I have no 
reason to doubt the voracity of their statement 
showing the figures of their earning;:, and 
expenditure on this account. It can an well be 
argued that as "public carriers" the Joint 
Steamer Companies have an obligation to 
develop both kinds of services, remunerative 
as well as unromunerativo and it would not be 
desirable to subscribe from the point of view 
of general policy to withdrawal of services 
from uneconomic routes. This argument has 
considerable force, but I am afraid it would 
not bo right to force a private company to 
incur further losses as the goner .1 financial 
position of the Company is not Very encouraging. 
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I do not, however, agree with the contention 
of the Joint Steamer Companies that the areas 
previously served by them are well connected 
from various internal centres by adequate rail 
and air service facilities on both sides of 
the river. The economic condition of Assam 
is such that an average citizen who made use 
of the steamer service can ill afford to have 
the luxury of air travel. Moreover, Assam has 
not many air terminals to boast of. '.'he dis¬ 
tance from Dhubri to Kholabanda by river is 
only 84 miles, and Kholabanda is not at all 
open to passenger traffic by rail. The distance 
between Gauhati and Tezpur by river is 99 
miles against 121 miles by rail excluding the 
Amingaon Pandu ferry service. The distance 
between Tezpur and Neamati by river is 135 
miles whereas there is no direct rail link 
between these places. As Neamati is not open 
to passenger traffic, the nearest railway 
station is Jorhat which is at a distance of 10 
miles by road. The total distance between 
Gauhati and Jorhat via Mariani is 233 miles 
and via Furkating, it is 242 miles. The rail 
route between Gauhati and Jorhat is very 
circuitous and involves a change either at 
Furkating or Mariani. The rail connection 
between Tezpur which is the terminus of rail 
service on the North bank and Jorhat (the 
rail head for Neamati) is even more circuitous 
and a passenger from Tezpur has to go to 
Rangiya, then to Amingaon, board the ferry 
between Amingaon and Pandu and then proceed 
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Services restricted. 

The following services were converted «to 
alternate day services from daily services:- 

1. Bordutti Feeder. 

2. Goalundo-Bahadurabad. 

3. Narayanganj-Bhairab-Chhatak. 

4. Dhallessary* 

5. Barisal-Madaripur. 

When in 1947, with the attainment of 
Independence, a partition of the countxy took 
place creating the new Dominion of Pakistan, the 
Joint Steamer Companies had to divide their 
fleet between the two countries - India and 
Pakistan. They are, however, still running 
regular services between Calcutta and North East 
India via Pakistan and are playing an important 
role in the transportation system of the 
country. 

There are at present the following 
services in India:- . 

Main line services . 

(Cargo) 

1• Assam Sunderbans Despatch Service. 

2. Cachar Sunderbans Despatch Service. 

3. Ganges Despatch Service. 

Feeder Services. 

(Cargo) 

Assam : 

1. Bordutti Feeder Service. 

2. Desang Feeder Service. 

3. Lakhipur Feeder Service, 

Ganges : 

1. Gogra Feeder Service. 

2. Ganges Feeder Service. 

Passenger Services : 

Tezpur-Silghat Ferry Service. 
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of the popularity of the passenger services 
with the general public. 


In order to assess the quantum of 
passenger traffic that would offer itself, if 
regular passenger services are re-introduced in 
Assam, I called for statistics from the State 
Government on the following points:- 

(1) Population in the areas of the 
north and south of the Brahma¬ 
putra river who are likely to 
use the Steamer Companies' 
passenger services, if revived. 

(2) Road connections within this 
area - existing or proposed by 
the State Government - to be 
provided in the near future. 

(3) Road transport services within 
this area - existing or proposed 
to be provided. 


The information on the points referred 
to above is still awaited from the Assam 
Government and in its absence, it is not 
possible to assess the need for passenger ser¬ 
vices in Assam. 


A point was also made before me by the 
Assam Government about the facility and conve¬ 
niences available to passengers on the existing 
Tezpur-Silghat Perry service. On 5th May 1955> 

I carried out an inspection of the ferry 
service in the company of the representatives 
of the Joint Steamer Companies and the Darrang 
Chamber of Commerce, Tezpur. The ferry service 
between Tezpur and Silghat - a distance of 8 
miles from the north to the south bank of the 
river Brahmaputra - is operated by the steamer 
"P. S.Naga". This steamer comprises of four first 
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an equal number of seemingly good bags or bales, 
and the difference in weight per bag or . ale is 
taken as the average for the calculation of the 
loss or damage'on the total number of defective 
bags or bales. The Joint Steamer Companies 
assert that the consignee is given a free hand 
in determining what are good or defective bags. 

In actual working, full weighment of consign¬ 
ments either at booking or delivery may not be 
practicable, because weighment of large consign¬ 
ments booked under a single Forwarding ITo+.e 
will tend to shut out weighment of other cargo, 
as well as the transaction of other business, 
which will not be in the interests of trade 
itself. The Joint Steamer Companies have clearly 
laid down that the weight mentioned in the 
Forwarding Note or the Steamer Receipt is merely 
intended for the purpose of estimating the 
freight and charges and that ' dees not 
constitute an admission on their part that the 
weight as shown therein has been received. In 
the case of railways also there is no provision 
in the rules binding them to weigh as a matter 
of course consignments in full either at the 
time of booking or delivery. Rule '8 of the 
I.R.C.A. Goods Tariff No. 29 provides that 
weighments at destination stations can only be 
considered in exceptional cases when the 
condition of the consignment or package 
warrants this. Dealing with the procedure for 
weighment, the I.R,C.A. Goods Tariff (Rule ■;/), 
inter alia, laj^s down that in consignments of 
more than 30 bags, it would be sufficient to 
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no t consider it advisable to spend more money 
on a road which is not used throughout the 
year. (This road does not serve any other 
important place in the area). Although as a 
prudent business concern the Steamer Companies 
should offer the maximum facilities to their 
clientele, I do not see how they can be called 
upon to maintain pucca approach roads to the 
ghat - the road passing through lands that do 
not belong to them. In view of the fact that 
the very site of the "erry service is not 
stable, (the ghat has to be shifted from 
Tezpur to Bhomraguri and back once a year and 
the river bank is cutting at the bend where 
the ferrj/ service at present starts - this may 
necessitate another shifting of the ghat at 
Bh mraguri), it is not feasible to provide 
pucca sheds for passengers to wait. Moreover, 
the Joint Steamer Companies allow the use, 
free of charge, of deck accommodation of the 
flat "Inura" -which is anchored there. There 
has been no complaint from the representatives 
of the Darrang Chamber of Commerce that intend¬ 
ing passengers have at any time been denied 
the use of this accommodation as a shelter 
against the sun and rain. 

As regards bus arrangements, I am 
satisfied that the existing arrangements oi*o not 
adequate. I have inspected the bus that carries 
passengeito from Tnzpnv town to Bhomraguri 
(the starting station of the ferry service). 
There is only one bus on this route which is 
operated by a private bus syndicate under a 
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licence issued by the state Iransport Authorities< 

The bus ls r icieiy and extremely uncomfortable. 

The Steamer Companies would probably have them- 
selves offered to provide adequate transport 
service from a fixed point in the town to the 
ferry ghat and included the charge for road 
transport in the fare collected by them for the 
steamer service, as is done by the Indian Airlines 
Corporation, if the ferry service wore atleast 
hot uneconomic, though not a paying proposition. 

The Joint Steamer Companies have contended that 
on the present ferry service, which they had 
been called upon by the Assam Government to 
continue to operate, they are losing about Es. 
2,00,000/- per annum, which they say, in all 
fairness, should be reimbursed by the State 
Government. The steamer Companies do not, how¬ 
ever, get any relief from any source. In this 
state of things, I do not consider it advisable 
to recommend that the Steamer Companies should 
also undertake to run a regular bus service from 
the town to the ferjy ghat. I would, however, 
suggest that the Government of Assam should, in 
the interests of the general public, consider 
the desirability of providing better transport 
service between the tom and the ferry ghat, 
which would make the road journey less un- 
comfortable for the passengers. 

The Joint Steamer Companies have at 
present no arrangements whatsoever for the 
supply of fresh drinking water on the shore or 
on board the steamer. They do not provide any 
catering arrangements even for first class 
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passengers on board the steamer as the journey 
from the north bank to the south bank and vice 
versa does not take long. The ease of III 
class passengers is, however, different. As 
they belong to a less wealthy class of society, 
they are in most cases naturally unwilling to 
pay for a bottled drink which is available with 
the licensed vendor on board the steamer. The 
Companies should, therefore, make arrangements 
for the supply of drinking water free of 
charge on board the steamer and at the ghats. 

This is a simple facility which carriers are 
expected to provide freely. 

As regards fares on this passenger 
service, it has been stated by the Joint Steam¬ 
er Companies that the Assam Government had 
allowed ar.. enhancement of the fares and the 
Joint Steamer Companies had agreed to continue 
to run the Tezpur-Silghat ferry service on that 
express condition. The present 3rd class fare 
of Rs. 0-8-0 is said to have been approved by 
the State jovornment. The Sfcoamer Companies 
have, it is stated, refrained from further 
increasing their passenger fares on this service 
although they are losing heavily. 

Information has not been furnished in 

respect of the passenger fares on the services 

which have been closed or on the existing 

Tezpur-Silghat ferry service before the general 

level of prices rose. The following is the scale 

of charges levied on this service at present:- 

1st class .. Rs.4/- )No other class of 
3rd class .. As.8/- )accommodation is 

)provided on this 
)service. 
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Perry charge for cars ... 
Perry charge for lorries . 
Perry charge for bicycles. 
Passengers' extra luggage. 


.. Rs.10/- each. 

.. Rs.10/- each. 

.. Re. l/- each. 

.. Re. l/- per 

maund. 


Free al lowance; 
1st class 
3rd class 


60 seers. 
25 seers. 


The Darrang Chamber of Commerce have not represent¬ 
ed against the existing rates for carriage of 
passengers or ferrying of vehicles on this 
service. I imagine that there is no complaint 
from any quarter with regard to the fares for the 
first class passengers. V.’hat the State Government 
would desire me to examine is the reasonableness 
of the charge of As.3/- for the third class 
passengers. The present scale of passenger fares 
on the railways upto distances of 50 miles is 6 
pies per mile on Mail or Express trains and 5 pies 
per mile on ordinary passenger trains, but for 
calculating fares on ferry services i certain 
weightage is allowed on distance. The following 
statement gives a comparative study of III class 
fares on ferry services on the Ganges and the 
Brahmaputra which are operated by the Railway 
Administrations and the P. 'V.D. depart mentally i- 

5* Actual "T Dist.arice F 

5distance!for charge j Pare 

0li lfLo sT'r(Mil ia) _~_1 j_Annas ) 


Amingaon - Pandu 

2 

2 

3 

Kamlabari - Neamati 

6 

• • • 

3 

Somaria - Mokameh 

6 

21 

9 

Sakrigali - Manihari 

0 

21 

9 

Mahondru - Paleza 

8 

27 

15 

Palcza - Digha 

6 

21 

9 


The actual distance between fezpur and Silghat 
has been reckoned by the Joint Steamer Companies 
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as 8 miles. The third class fare of As.8/- 
is not, therefore, excessive. Moreover, the 
finaneial position of the Joint Steamer 
Companies in respect of this ferry service is 
not favourable to warrant any reduction, un¬ 
less the volume of traffic increases 
sufficiently. I would not, therefore recommend 
any reduction in the existing third class faro. 

I might also record that the Bihar 
Chamber of Commerce, Patna, the Steamer Mazdoor 
Union, Patna and the Government of Bihar have 
represented that there should be regular 
passenger services on the Ganges as well. The 
Joint Steamer Companies, however, state that 
although they do not run passenger services 
separately, they have never refused to carry 
passenger traffic offering on that section. 

The Bihar Chamber of Commerce has stabed that 
in the Sor.epur Mela in 1954 the Steamer 
Companies carried 16,000 passengers and that 
in pre-partition days the annual passenger 
traffic used to bo 5,15,502 which dwindled 
owing to t ie gradual withdrawal of steamers 
by the Steamer Companies. The Bihar Govern¬ 
ment has made out a point that the alleged 
depression in the traffic by river has been 
brought about by the Companies' own fault in 
running the service irregularly and in with¬ 
drawing most of the vessels from the State. 

They feel that if the Companies had maintained 
a regular ptssongor service, as before,there 
would have been no such depression in the 
traffic. The State Government have filed a 
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statement, as below, showing the total number of 
passengers booked yearwise from 1936 to 1954;- 



TOTAL NUMBER OF 

YEAR. 

PASSENGERS 


CARRIED. " 

1936 

2,43,294 

1937 

2,76,515 

1938 

2,76,512 

1939 

3,15,642 

1940 

3,55,669 

1941 

3,68,507 

1942 

2,51,055 

1943 

3,72,434 

1944 

1,00,682 

1945 

10,110 

1946 

1,12,365 

1947 

83,972 

1948 

37,027 

1949 

13,842 

1950 

3,775 

1951 

5,634 

1952 

9,942 

1953 

21,123 

1954 

15,336 


The Steamer Mazdoor Union has also filed 
a similar statement. The Steamer Companies have 
explained that increasing importance is being 
attached to quick transit both in respect of goods 
and passengers and whereas journeys between Patna 
and Buxar and other stations on the feeder 
services can be accomplished in a matter of 
hours by road or by rail, the steamer journey 
takes approximately 2 days from Patna to Buxar 
and 2% days from Patna to Burhaj. Obviously 
passengers are unwilling, according to the 
Steamer Companies, except in special circumstances, 
to travel by river and there has, therefore, 
been a considerable decrease in their passenger 
carriage. To illustrate their point of view 
they have submitted the following figures of 
passenger movements for their Ganges service as 
a whole;- 



Year 


No. of passengers 
carried. 


29 - 


1930 

5,35,362 

1935 

3,09,274 

1946 

1,04,451 

1954 

18,092 


The figures furnished by the State- 
Government and the Joint Steamer Companies do 
not, however, tally. According to the figures 
furnished by the Bihar Government, during 1946, 
the Steamer Companies carried 1,12,365 
passengers whereas the Steamer Companies' 
statistics indicate a passenger traffic of. 
1,04,451. Similarly, for the year 1954 whereas 
the State Government have stated that the 
passenger traffic was 15,336 the Steamer Compa¬ 
nies have furnished a figure of 18,092. In any 
case, the fact remains that the figures of 
traffic on the passenger services since 1936 
are indicative of their popularity and if the 
steamer services be revived it will be a great 
help to the local population. To quote one 
instance, journey by rail Durjanpur to 

Patna, apart from the extra cost, involves throe 
changes, at Chapra, Sonepur and Paleza, and is 
most inconvenient.- There is a regular ferry 
service between Paleza and Mahendrughat (Patna) 
run by the North Eastern Railway and the 
combined rail ana for: y fare from Durjanpur to 
Patna (Mahendrughat) is Rs.1.6.0 per head. If 
the Steamer Companies could introduce passenger 
services exclusively (not combined with cargo 
service) ar.d guarantee regular sailings of the 
steamers they would certainly havo a good 
custom. It is understood that there is a lot 
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of passenger traffic potential between Durjanpur 
and Patna and various other stations similarly 
situated on the opposite banks of the Ganges, 
which would be attracted to the steamer service 
even on payment of a slightly higher faro than 
at present, particularly because on short hauls 
involving no change from rail to steamer the 
passengers are assured of a comfortable and 
quick journey. The position would, however, not 
bo the same in the case of longer journeys by 
steamer and I quite agree that in the present 
days very few people would be willing to under¬ 
take steamer journeys which would take a longer 
time. 

—: o: o5 0; o;q: — 
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CHAPTER VI . 

CHANNEL CONSERVANCY MEASURES ADOPTED BY THE JOINT 
STEAMER COMPANIES AND THE EXTE NT OP GOVERNMENT 
ASSISTANCE IN THE. MATTER . 

For the successful operation of inland 
water transport services navigability on the 
rivers is quite essential. There are about 4,000 
miles of potential navigable waterways in North- 
East India, including a stretch of 983 miles 
from Calcutta to Patna, 1,192 miles from 
Calcutta to Librugarh and 808 miles from Calcutta 
to Silchar, over the greater part of which the 
Joint Steamer- Companies offer regular all the 
year round transport for all types of goods 
traffic. There is a common belief that the 
rivers flow along in the natural course and that 
no special measures are necessary to maintain 
them. This belief is, however, not correct. 
Conservancy measures have got to be adopted to 
maintain the waterways. 

When the Joint Steamer Companies first 
began the operation of their services in North- 
East India, the beds of the rivers, the Canges, 
the Brahmaputra and their tributaries were so 
deep that no difficulty was ever experienced 
in maintaining regular services throughout the 
year. With the gradual withdrawal of huge 
volumes of water, however, by the digging up 
of irrigation canals, free passage of steamers 
of deep draft throughout the year became 
rather difficult and the Joint Steamer 
Companies had to undertake conservancy works 
to maintain the rivers navigable. The withdrawals 
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by the Irrigation canals out of the G-anga River 
system during the peak period of the dry season 
amounts to as much as 25,000 cusecs, leaving 
only 7,000 to 8,000 causecs to flow down the 
G-anga River (as measured near Allahabad below 
the confluence of the Ganga and the Jumna Rivers), 
There is, however, no record easily forthcoming 
to indicate the exact date when the Steamer 
Companies began to undertake.conservancy works. 
Prom the history of the Joint Steamer Companies 
recorded by an official of the India General 
Steam Navigation and Railway Company Ltd., from 
an unofficial angle, it appears that *:he Joint 
Steamer Companies had embarked on conservancy 
works as early as in 1903. 

It is recorded by the Joint Steamer 
Companies that in 1903 the Bengal Government, 
for the first time, accepted the principle 
that bandalling of the rivers was part of their 
concern ani in that year they paid the Joint 
Steamer Companies a sum of Rs.7,000/- towards 
this item of expenditure. The Assam Government 
followed suit and agreed to pay Rs.3,000/- for 
three years towards the cost of bandalling 
operations and R 3 .2,500/- per month for such 
time as a dredger was actually at work. 


It is stated by the Joint Steamer 
Companies that in 1909 the local 4araindars object¬ 
ed to the Joint Steamer Companies improving 
the approaches to Patna Ghat by bandals and 
dredging, cn the ground that such operations 
would cut, away their land and deprive them of 
their riparian rights. On 16.4.1910, the Government 
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formally authorised the Joint Steamer Compa*ies 
to carry out dredging or training work on any 
navigable channel of the Ganges between Goalundo 
and Buxar. 

Conservancy measures fall under the 
following heads:- 

(1) Maintenance; 

(2) Training; and 

(3) Dredging and Snag clearance. 

Maintenance . The maintenance of a river or 
waterway is under the supervision of a Pilot 
Superintendent who has a staff of Inspectors, 
Head Pilots, Marksmen and Lightmen under his 
control. The river is continually patrolled by 
the Pilot Superintendent and his Inspectors by 
means of launches and dinghies. The dinghies 
are employed to mark the shoal areas of the 
river under the direction of the Head Pilots 
and also to maintain guide marks on the banks, 
churs and other navigational hazards in order to 
delineate the course of the channel over which 
vessels can ply with safety. In the course of 
their duty the dinghies sound the depth of 
water over their respective stretches of water 
to ensure that changes in the channel directions 
are correctly indicated by the shifting of the 
bamboo marks, which are placed to show the width 
of channel through which vessels may ply with 
safety. To facilitate night navigation, 
lights are placed over the length of each water¬ 
way. They are exhibited on the main bank, on 
exposed churs and at other strategic points. 

Each light has an attendant watchman whose duty 
consists in maintaining the light during the 
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hours of darkness. 

Trainin g; Prom about September each year the 
strength of the current begins to abate and 
the rivers have a natural tendency to meander 
through their course. Due to this meandering, 
the main force of the river becomes wasted and 
it results in the appearance of shoals which 
grow enormously and restrict the free passage 
of vessels over the waterway. To clear these 
shoals, the current from above the shoal is 
directed by erecting bandals to divert the 
main flow into a concentrated channel, thus 
inducing scour by its strength and the eventual 
removal of shoal obstruction. This system of 
river training is known as "banaalling" and 
has been in use with remarkable success for 
many years past. 

Sandalling consists of a series of 
bamboos driven into the river bod at regular 
intervals of about 18 inches in a straight 
line and at an angle to the line of the current. 
When these bamboos are in position, framed 
sections of bamboo mats are fixed in position 
with a clearance between the bottom of the 
river and the floor of the frame. Several lines 
of these bandals are erected. The flow of the 
current impinges on the line of bandals and 
is deflected, anu by this action silt is 
deposited behind the line of bandals which in 
time builds up and forms a natural chur with 
deep water on the side nearest the channel. 

Thus the rivtr is confined within limits and 
the meander is restricted, which in turn 
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increases the strength of the current and induces 
scouring over the shallow sections co-low the 
bandals. When through meander a river is in 
danger of having more than one channel running 
through its course and it is feared that none of 
the channels will be navigable during ohe low 
water season, all but one channel are closed by 
the erection of bandals across the entrance to 
the spill channels and they divert the whole 
flow and force of the current through one 
particular channel. 


Dredging : Another form of river conservancy 
is dredging which is not resorted to by the 
Joint Steamer Companies except that very n5.nor 
dredging operations have been carried out ^o 
maintain the approach channels to the ghats at 
Dhubri. There is ample scope for the use of 
dredgers for improving the existing channels on 


the Ganges and the Brahmaputra but the Join! 


Steamer Companies own only one suction dreugor - 
which is registered in Pakistan and is used 
mainly for the maintenance of channels in the 
delta area. 


Snag clearance is very essential to 
ensure safe navigation and the Joint Steamer 
Companies naturally attach great importance to 
it. Besides navigation, it also helps in quick 
drainage and prevention of spills. 

No record has been furnished by she 
Joint Steamer Companies in respect of the 
expenditure incurred by them on consorvyncv 
work in the early stages. In September 1953? 
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however, they submitted to the Government of 
India that they spent approximately Rs. 15 
lakhs per annum 'on main'taining waterways 
and providing pilots. It was at that stage 
that the Joint Steamer Companies stated that 
they received from the respective State 
Governments the following amounts as annual 
grants to assist them in maintaining the 
waterways;- 

U.P, Government - Rs.6,500/- for 

maintaining Digha- 
Buxar stretch. 

Bihar Government - Rs.40,000/- for 

maintaining Digha- 
Rajmahal stretch. 

Bengal Government - Rs.9,500/- for 

marking and buoy¬ 
ing the Sunderbans 
route. 

Assam Government - Rs.5>000/- for 

maintaining water¬ 
ways in Assam. 

The Joint Steamer Companies requested for 
increased financial grants from the State 
Governments to assist them in river conser¬ 
vancy works which, they allege are to the 
advantage of all inland water transport opera¬ 
tors. The Joint Steamer Companies have been 
pressing their claim for enhanced grants, and 
again raised the question at the meeting of 
the I.W.T.Sub Committee of the Study Group 
on Transport Planning held in the Union 
Ministry of Transport on 20-1-1954. It was 
explained by the Joint Steamer Companies that 
the Assam earthquake had caused a great 
increase in the cost of channel maintenance 
on the Brahmaputra, as new shoals had developed, 



CHAPTER II 


( History of the Joint Steamer Companies ). 

There is no official record of the 
chronological history of the India General Naviga¬ 
tion and Railway Company Ltd., and the Rivers 
Steam Navigation Company Ltd. as such. Prom the 
history as recorded by certain officers of the 
two Companies in their individual capacity based 
on whatever correspondence had passed between the 
local Managing Agents and the Companies' Head 
Offices, I have endeavoured as far as possible to 
trace out when the particular services were 
established and how they were gradually developed. 

The first organised river transport 
service dates back to 1700 A.D, when the East 
India Company inaugurated its regular boating 
service between Calcutta and upcountry factories. 

A regular steamer service up and down the Ganges 
was established in 1834 by the East India Company, 
but no serious attempt to develop inland water 
transport as a oommercial enterprise was made 
until 1844 when the financial possibilities of 
transporting goods from Bihar to Calcutta and 
vice-versa were first realised. A private 
company known as the India General Steam Naviga¬ 
tion Co.Ltd., came into being on 5th August 1844 
for the purpose of "navigating the Ganges by 
steam vessels, and ultimately other Indian rivers 
and seas," with a capital of Rs.20 lakhs and a 
fleet of two steamers and one flat, A Board 
was also formed in ^ondon with a view to helping 
and advising the Company regarding purchases of 
vessels and stores and to represent the interests 
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Executive Engineer, Arrah Division, under 
whose general supervision the conservancy 
measures are supposed to be carried out, was 
unable to exercise proper control, but had no 
occasion to report adversely on the measures 
adopted by the Joint Steamer Companies. The 
State Government, however, maintained that 
the Joint Steamer Companies themselves stood 
to gain by having proper conservancy measures. 
The fact is that in Bihar, in addition to 
country boats which are not registered and 
no definite figures in respect of which are 
available, the Railway steamers at Digha, 
Mahendru, Kokameh Ghat, Barari and Manihari- 
ghat, which carry passengers from one bank to 
the other, and the private ferry at Monghyr 
are the other principal beneficiaries of the 
conservancy measures adopted by these 
Companies. The Bihar Government are not 
collecting any toll or fee from these users 
of the watoD^way, nor are the Railways paying 
any contribution to the Joint Steamer Companies 
for the conservancy works. 

The West Bengal Government have stated 
that country boats also ply on the Ganges from 
Dayarampur nethwards to Rajmahal but as this 
reach is open to free navigation no charge is 
realised from these boats. The Sunderbans 
steamer route is also used by motor launches 
and country boats and tolls at nominal rates 
are realised from them by the State Government 
under the Bengal Canals Act, 1864, but the 
amount realised is insignificant and does not 
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*Appendix 


*Appendix 


cover even the recurring workin 
by the State Government on thi; 
other than "dredging and band.a;. 
Government of West Bengal do n«. 
any recovery of the maintenance 
is feasible. 

The Joint Steamer Comp-; 
submitted that they have been <• 
vancy measures on Indian water. 
State Governments under written 
them. The Joint Steamer Comp /.;, 
able to say when conservancy v ■ 
the State Governments, wan ori 
over by them. They have, how-, 
copies of their agreements wh.i ■ 
year to year with the Governi:.- 
and West Bengal in respect of 
the Sunderbans Steamer rout ;, 
of Assam, they have stated ?;!>• 
agreement at all. The Joint : 
contention that, according 1;<. 

40. (copies of which arc *appond • / 
they act as Government's com,- 
work of river conservancy and 
entitled to reimbursement of 
ture incurred by them in thi; 
tenable. The wording of tin 
into with the Bihar Gove ran; 
the Joint Steamer Companies • 
greatly interested in conoor 
Joint Steamer Companies hav 

41. (copy appended* to this Rep.- 
the expenditure incurred or 
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lighting, marking and piloting the channels 
in the Indian Union during the year 1953. The 
total expenditure incurred by the Joint 
Steamer' Companies for river maintenance works 
on the Ganges, in Sunderbans and in Assam 
amounts to Rs.15,87,433 whereas their total 
receipts by way of subsidies from the 
Governments of U. P., Bihar, West Bengal and 
Assam come to Rs.73»750/-. The main items 
of expenditure by the Joint Steamer Companies 
are the cost of stores required for bandalling 
work, pay of the labour employed for bandal¬ 
ling, the Pilot Superintendent's salary, the 
charges for the maintenance of the launches, 
hire of boats and dinghies for marking and 
lighting the channels anu also general 
supervision charges representing the cost of 
the staff employed by them in the conservancy 
department in their head office at Calcutta. 

The Government of Bihar have furnished 
the following information in respect of the 
expenditure incurred by the Joint Steamer 
Companies and the contributions made by the 
State Government for maintenance of the wator- 
waysJ- 


fiTotal cost in-j 
v P A p 5curred by thej 
1 L A JJoint Steamer 

1 Companies. i 

Government ! 
contribution' 

! 

!_ 

0 Rs. \ 

Rs. 1 

■ 


(1) 1935-36 

33,067 

23,000 

(2) 1936-37 

38,796 

11,500 

(3) 1937-38 

38,905 

11,500 

(4) 1938-39 

41,002 

11,500 

(5) 1939-40 

46,890 

11,500 


) 

^reduced ba¬ 
teaus e the 
^Companies 
\were consider 
■Ned the main 
^beneficiary. 

) 

) 



' T*24l~ 


Y .E A 


5Total cost in-8 Govern-5 
q 0curred Ly the 5 meat 5 
n 0Jc:_'t C:earner 3 contri-jj 
Companies, jj bution.l 

— ; _ aiZ Zl 3 Z3£LjL 


(6) 

1940-41 

••• • r 41 

20,000 

) 

) 

) 

) 

) 

) 

j 


(7) 

1941-42 

39,945 

20,000 


(6) 

1942-43 

50.233 

20,000 


(9) 

1943-44 

70,730 

30,000 


(10) 

1944-45 

1,16,159 

30,000 

) 

) 

\ 

) 

) 

) 

) 


(11) 

1945-46 

1,13,219 

30,000 

Increase 

(12) 

1946-47 ) 


30,000 

due to 

) 


) 


(13) 

1947- 48 ) 

) 

1948- 49 ) 


40,000 

) 

\ 

increased 

(14) 


40,000 

/ 

\ 

) 

cost of 

(15) 

) 



\ 

) 


1949-50 ) 


40,000 

) 

maintenance 

(161 

) 

Figures 


) 


1950-5! ) 

not 

40,000 

t 



) 

supplied. 


) 


(17) 

1951-52 ) 


40,000 

) 



) 



) 


(18) 

1952-5" ) 

) 

1 97:'—5^ ) 


40,000 

) 

\ 


(19) 


40,000 

/ 

) 



) 



) 


(20) 

1954-55 ) 


40,000 

\ 

) 



While 

the Governs; 

cats of l f * 

P. 

ana West 


Bengal have not expressed any on in .'on about the 
reasonableness of the demand of the Joint 


Steamer Compan_os. rhe C~ overr.ironu ox .irsam, 
through their Chief Minister and Secretary? 
Transport Department, have disclaimed liability 
for maintaining the waterways and have stressed 
the point that since the Joint Steamer Companies 
are the main beneficiaries they should maintain 
the channels at their own cost. 


A statement showing the expenditure on 
river rr.nint .ranee since the second half of 1939 
Statowise filed by tho Joint Steamer Companies 
♦Appendix 42, is appended,* The Joint Steamer Companies 

have explained that prior to 1953 a different- 
accounting procedure was followed end expenditure 



- 242 - 


on Launch Maintenance and Head Office 
Supervision was not included under conservancy* 
This roughly amounts to 21.5$ and has now been 
added. Expenditure on pilotage amounting to 
22.6$ roughly, which had been included under 
conservancy, is not appropriately a charge 
under that h€;ad and has now been excluded. 

The figures given in the last column of this 
statement thus represent the expenditure on 
conservancy only. (Records prior to 1.7.1959 
are not now available with them). This state¬ 
ment does not include expenditure on maintenance 
Of the channels passing through Pakistan for 
which the 'Steamer Companies keep separate 
accounts and have been in receipt of grants 
from the Pakistan Government as follows;- 


ilWA 

) ODhalleswariO Sunderbans 

v TOTAL 5 



RSr 

Rs. 

Rs. 

1949-50 

30,000 

20,500 

9,500 

60,000 

1950-51 

30,000 

20,500 

9,500 

60,000 

1951-52 

30,000 

20,500 

9,500 

60,000 

1952-53 

30,000 

20,500 

9,500 


1953-54 

30,000 

trdiiZt '.--mm j 

FfrW 


1954-55 



mm 

■SI 


It will be noticed that the expenditure on this 
item has been gradually increasing. The Joint 
Steamer Companies have advanced the following 
reasons ir. justification of the increased expendi¬ 
ture; 

(1) increase in the wages of the staff; 

(2) increase in the costs of materials; 
and 

(3) increase in the number of shoals 
requiring attention, particularly in 
the Brahmaputra since the earth¬ 
quake. This has resulted in an 
increase in the number of labour 
employed. 
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The statement below, as furnished by 
the Joint Steamer Companies, gives a fair indica¬ 
tion of these increases:- 

DETAILS OP RISE IN COST OP MATERIAL AND IN WAGES. 


Season. 


11 Monthly wages of {Monthly 
f Pilot Staff. 0 wages 
5{Head{Ino-5 of 
{PilotsjjPi- jpec-i Bun dal 

j_f lots f tors staff 

8 Rs. 5 Rs. 0 Rs. i Rs. 


1935-39 

1939- 40 

1940- 41 

1941- 42 

1942- 43 

1943- 44 

1944- 45 

1945- 46 

1946- 47 

1947- 48 

1948- 49 

1949- 50 

1950- 51 

1951- 52 

1952- 53 

1953- 54 
1955 


22 

22 

22 

J 22 

1I 

| % | 

65 

I 6 7 S 
1 70 
75 

x 114 i 
X114 I 
«1 20 


Cost ofQCost of 
bamboos|bambo o 
per 1005 m at s 

_{ per 100 

Rs. 0 R 




The labour employed on conservancy on the Canges 

has remained fairly constant according to the 

# 

Joint Steamer Companies, while on the Brahma¬ 
putra it in stated to have risen from about 50 
bandalmon in 1938 to 219 in 1953-54. The Joint 
Steamer Companies see little possibility of 
being able to reduce the overhead expenses on 
conservancy in the near future. In fact they 
have represented that, with the upward trend 
in the cost of living, continuous activities 
by the Labour Unions and constant demands by 
the staff there is every possibility that 
overhead charges will increase. 


Against the expenditure on river 
maintenance incurred by the Joint Steamer 
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Companies they have boon in receipt of grants 
from the State Governments as follows:- 
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(c) what should be the reasonable 
contribution to be paid by the 
State Governments. 

The Joint Steamer Companies have made 
it clear that on the Ganges they are carrying o 
bandalling and lighting of the channel which is 
considered sufficient for maintaining the chann 
navigable. On the Brahmaputra, in addition to 
lighting and bandalling, they are also under¬ 
taking snag clearance and jungle cutting on the 
feeder rivers as also bank protection and ghat 
revetment works at Gosaingaon and Banaigaon. 

The Bihar Government and the Steamer Mazdoor 
Union, Patna, at a meeting held there on 1.6.1',; 
stated that the channels were not being proper! 
maintained. They did not point out the lacuna 
in the existing arrangements nor did they 
suggest what additional work they wanted the 
Steamer Companies to undertake for the "proper- 
maintenance of the channels". (The Joint Steo.: 
Companies submit to the Government of Bihar, a : 
the end of each season, reports about the 
bandalling done by them). If the suggestion J 
that deep drafted steamers and flats which pi, 
upto Maniharighat cannot ply direct upto Pata . 
I am told that decreasing depths must nece-s- 
sar ily be encountered, as one goes higher uj 
the reaches of rivers, owing to the lesser 
volumes available. The Steamer Mazdoor Union 
tried to make out that the irregular running 
of vessels was indirectly responsible for 
damaging the channels. Whereas it may be 
true that regular service helps in keeping 
the channel open, I do not believe that the 
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Joint Steamer Companies are running irregular 
services deliberately to spoil the existing 
channels. The wording of the agreement that 
the Bihar Government have entered into with 
the Joint Steamer Companies for river conser¬ 
vancy indicates that the State Government 
reserve the right to determine whether or 
not bandalling work is being properly done. 

It is surprising that the State Governments 
have, with all their machinery, not been 
able to find it possible so far to keep a 
close check on the conservancy measures 
adopted by the Joint Steamer Companies and 
compel them to follow their directions in. 
the matter, if necessary. They ascribe it 
to lack of skilled personnel, but surely 
this does not in any way relieve them of 
their responsibility. 

The Joint Steamer Companies have 
handed to me copies of the reports they have 
submitted to Bihar Government on the bandall¬ 
ing carried out on the Ganga river in the 
Patna-Molcameh and Mokameh-Lalgo'la sections 
for the season 1953-54. (Similar reports 
are not submitted to the Government of Assam). 
The report for the last season, vis., 

1954-55 has not been prepared. The complete 
list of bandals stated to have been laid by 
the Joint Steamer Companies in the 1953-54 
season, is reproduced belowi- 
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I. GANGES : 

1. Patna-Mokameh Section , 

Patna Upper shoal first alignment 

Patna Upper shoal second alignment 

Patna Middle shoal 

Patna lower shoal 

Jahangirpur shoal 

Jagdishpur shoal first alignment 

Jagdishpur shoal second alignment 

Mahanar shoal 

Beerpur Upper shoal 

Beerpur Lower shoal 

Athmalgola shoal 

Pygambarpur shoal 

Semaria first alignment 

Semaria second alignment 

Semaria third alignment 

Semaria fourth alignment 

Semaria fifth alignment 

Semaria shoal 

Mokameh shoal first alignment 
Mokameh shoal second alignment 
Mokameh bandal 

Total 


700 
1,200 
1,000 
2,000 
1,600 
700 
1,000 
1,000 
700 
900 
1,000 
1,500 
900 
1,500 
300 
1,000 
300 
500 
700 
1,400 
300 


r.ft. 
r. ft. 
r.ft. 
r. ft. 
r.ft. 
r. ft. 
r. ft. 
r. ft. 
r. ft. 
r. ft. 
r. ft. 
r.ft. 
r. ft. 
r. ft. 
r.ft. 
r. ft. 
r. ft. 
r. ft. 
r.ft, 
r.ft. 
r. ft. 


20.500 r.ft. 


Material used : 

Bamboos ... 
Coir yarn ... 
Mallets ... 
Mat s ... 


5,175 Nos. 
12 Cwt. 
45 Nos. 
5,400 Nos. 


of which 1,865 bamboos were recovered at the 


close of the season 
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2. Mokameh-Lalgola Section . 

The following bandals were laids- 
Piparia shoal 

Ramdiri Upper shoal first alignment 


Ramdiri Upper shoal fifth alignment 
Ramdiri Middle shoal first alignment 
Ramdiri Middle shoal second alignmenl 
Ramdiri Lower shoal first alignment 
Ramdiri Lower shoal second alignmenl 
Surajgarh shoal first alignment 
Surajgarh shoal second alignment 
Dograh shoal 
Bahachouki shoal 
Gogree shoal first alignment 
Gogree shoal second alignment 
Lower Gogree shoal 
Solenamba shoal 
Barari bandal 
Hardaspur shoal 
Gogha shoal 

Manihari shoal first alignment 
Manihari shoal second alignment 
Manihari shoal third alignment 
Manihari shoal fourth alignment 
Manihari shoal fifth alignment 

Oudhwah shoal 

Khanwa shoal first alignment 
Khanwa shoal second alignment 

Lalgola shoal first alignment 

Lalgola shoal second alignment 

Grand Total; 


2,500 

r. ft 

1,200 

r. ft 

1,600 

r. ft 

2,500 

r.ft, 

1,500 

r. ft 

1,800 

r. ft 

600 

r. ft 

1,600 

r. ft 

600 

r. ft 

1,600 

r. ft 

1,500 

r. ft 

1,500 

r. ft 

800 

r. ft 

600 

r. ft 

1,800 

r. ft 

2,000 

r. ft 

1,500 

r.ft 

1,200 

r. ft 

1,200 

r. ft 

1,200 

r. ft 

1,200 

r. ft 

1,500 

r. ft 

1,500 

r. ft 

1,500 

r. ft 

2,000 

r. ft 

2,500 

r. ft 

2,000 

r.ft 

2,500 

r. ft 

3,800 

r. ft 

1,200 

r. ft 

1,500 

r. ft 

50.000 

r. ft 



Material used; 


Bamboos ••• 
Mats .. • 
Coir yarn .•. 
Mallets ... 


16,500 Nos. 
20,000 Nos. 
30 Cwt. 
50 Nos. 


of which the following recoveries wore made at 
the close of the season: 

Bamboos ... 3,105 Nos. 

Mallets ... 20 Nos. 

The above gives a resume of the overall 
position of the bandalling on the Ganga river. 


II. BRAHMAPUTRA. 


Haruagaon shoal 

1 st 

alignment 


800 

r. ft 


2nd 

alignment 

3. 

,300 

r. ft 


3rd 

alignment 

2, 

,100 

r.ft 

Tengapani shoal 

1 st 

alignment 

1, 

,000 

r. ft, 


2nd 

alignment 

1. 

,500 

r. ft 


3rd 

alignment 

1. 

,500 

r. ft, 


4 th 

alignment 

h 

,100 

r. ft, 

Mouza Ohapari 

1 st 

alignment 


800 

r.ft 


2nd 

alignment 


400 

r. ft 

Tingkong 

1 st 

alignment 

1, 

,000 

r.ft 


2nd 

alignment 


750 

r.ft 


3rd 

alignment 


300 

r.ft 

Banaria 

• • • 

• • • 

1, 

,100 

r.ft 

Jhanzimukh 

• • • 

• • • 


400 

r. ft 

Tezpur Ghats, Pr 

irbatia ... 

1 , 

,000 

r. ft 

Tezpur Ghats, Waterworks Site 

1, 

,200 

r. ft, 

Magnakti Rocks 

• • • 

# • • 


800 

r. ft 

Kurwa 

• t • 

« • • 


700 

r. ft 

Lt. 9, Beat 9. 

• • • 

• • • 


700 

r. ft 

Khargoli 

• • • 

• • • 

4, 

,000 

r. ft 

Bhomoraguri 

t • • 

• • • 


500 

r. ft, 

Noonlchowa Shoals 

5# • • 

• • • 

9, 

,400 

r. ft, 



Total: 

34, 

,350 

r. ft, 
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III. CACHAR RIVERS. 




Babonbari •. 

• • 

475 

r.ft. 

Masimpur .. 

• • 

325 

r.ft. 

Jo inagar .. 

• • 

1,905 

r. ft. 

Jettinga .. 

• • 

875 

r. ft. 

Ranibaar • • 

• • 

2,850 

r.ft. 

Raipur •. 

• • 

770 

r. ft. 

Buribari .. 

• * 

700 

r. ft. 

Panchjaroil .. 

• • 

370 

r. ft. 

Rajnagar * • 

• • 

750 

r.ft. 

Hatidor .. 

• • 

2,000 

r.ft. 

Gogra .. 

• • 

250 

r. ft. 

Kadamtola •• 

• • 

450 

r. ft. 

Kate.khol •» 

• • 

180 

r.ft. 

Lattimara .. 

• • 

1,450 

r.ft. 

Kattagong 

• • 

3,525 

r.ft. 

Kattigong (Surma Mouth 
Katt igong (Lower Mouth 

) 1,315 
) 325 

r. ft. 
r.ft. 

Sharifganj (Upper) 
Sharifganj (Lower) 


250 

625 

r. ft. 
r. ft. 

ICa jatola 

Gange.jal 


250 

550 

r. ft. 

r. ft. 

Charkuri 


775 

r. ft. 

Totals 

20,965 

r. ft. 


I have had an inspection of the 
Steamer Companies' conservancy works carried 
out from Patna to Lalgola on the Ganges, from 
Desangmukh to heamati on the Brahmaputra and 
from Silchar to Badarpur on the Barak river 
in Cachar valley. On the Ganges, the inspec¬ 
tion was carried out from 4.4.1955 to 9.4.1955 
and the Executive Engineers of the Governments 
of Bihar and West Bengal in charge of the area 
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were associated with this inspection. The river 
stretches from Desangmukh to Neamati and from 
Silchar to Badrapur were inspected on 17.4.1955 
and 25.4.1955 respectively. 


The following bandals were* seen to be in 
position 'uriag the inspection: 


UPPER GANGA (3UXAR-PATNA) 


Location. { Length of bandal. i Depth of wa ter 


¥ 

Ganjiri 5 

1. 500 

ft. 

5' 

3" 

5 

2. 300 

ft. i 

i 


$ 


i 

i 


Nanijor 3 

Total 3 

530 

ft. 

3’ 

! 

9" 

length off 

1,530 

ft. 3 


bandal. 3 


3 



Depths obtained on other shoals during 

the trip wore: 

Narhi .. .. 4' 6" 

Nagwa •. .. 4 ' 6" 

Balunsarh .. 3* 9" 

The minimum depth obtained on this section 
was 3’ 9”, which is unusually good for this time 
of the year, being nearly at its lowest, and when 
normally about 3' may be expected. 


MAIN GANGA (PATNA-LALGOLA ) 


Location. 

Length of bandal. 

Depth 

of vrater. 

U.Patna 

500 

ft. 

6’ 

0" 

L.Patna 

1,000 

ft. 

4' 

6" 

Bishenpur 

400 

ft. 

5’ 

3" 

Barh 

1,000 

ft. 

5* 

3" 

Pundarak 

1,300 

ft. 

6' 

0" 

U.Ramdiri 

300 

ft. 

4’ 

9” 


being extended to 




500 

ft. 



L.Romdiri 

600 

ft. 

6' 

0" 

Kohoba 

600 

ft. 

5' 

3" 

Buharchowki 

400 

ft. 

7’ 

6" 

U.Gobri 

i. 300 

ft. 

5' 

3" 


ii. 300 

ft. 




iii. 200 

ft. 



Gangani 

300 

ft. 

4* 

6" 

Gangapur 

600 

ft. 

5' 

3" 

Mahadeopur 

500 

ft. 

5' 

9" 

Kanayastha 

400 

ft. 

4' 

9" 

Dliul ian 

400 

ft. 

6* 

0" 

Sakaiipur 

500 

ft. 

6 * 

0" 

Total length) Q 

ft. 



of band 
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Depths obtained on other shoals during 

« 

the tripi- 

Surajgarh ... 4* 9‘* 

L. Gobri ... 4' 9" 

Normally at this time of the year, a 
minimum depth of about 4* 9" is expected, which 
has been maintained except for one shoal of-4' 6 

The list of bandals given above is as 
seen during the inspection. In the course of 
the whole season, viz., from October to May, 
the bandals are increased or decreased, and 
their positions shifted, according to channel 
conditions. 

BRAHMAPUTRA ; 

A trip was made on the river from 
Desangmukh to Neamati - a distance of 25 miles - 
on 17.4.1955. No bandals were seen in the river, 
as they had been lifted a few days previously 
when the river began to rise. 

BARAK RIVER (CACHAR ); 

The total distance of the river in 
Indian territory from Silchar to Karimganj is 
55 miles. A trip was made on the river on 
25.4.1955, from Silchar to Badarpur, a distance 
of 57 miles. 

No bandals were S'jen in the river. It 
was stated that they had been lifted 14 days 
previously, the river being on the rise, at 
present being about 5’ above low water level. 

(The river rose another 9* during the same 
night after a heavy rain?-storm). 
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It was stated that 18 to 20 shoals are 
bandalled between Silchar and Karimganj the 
worst shoals being: 

Nathidaw shoals, and 

Lathiraar shoal 

in which the low water channel is about 60* width 
and 3' deep. 

On the day of my inspection, 6' was the 
least depth in the river. 

I have discussed this point also with 
the Merchants Chamber and other Trade Associa¬ 
tions at various places. Excepting a stray 
suggestion that the Joint Steamer Companies 
should undertake dredging operations also, there 
was no criticism on the part of the public in 
respect of the conservancy measures adopted by 
the Joint Steamer Companies. As a matter of 
fact there have been no cases of complaint from 
the other I.W.T. operators on the Brahmaputra 
(there are no such operators on the Ganges) that 
their vessels have ever suffered any damage due 
to the channels not having been properly 
maintained. It, therefore, appears that as 
things stand at present, the Joint Steamer 
Companies are taking adequate steps for main¬ 
taining the waterways in good condition. If 
the Joint Steamer Companies could also undertake 
dredging of the shoal areas or the approaches 
to the various ghats on the Ganges and else¬ 
where, which have at present to be shifted 
due to the shallowness of the water at 
particular places near the river bank, it 
would be to their own advantage and a matter of 
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convenience to the shippers. But as the Joint 
Steamer Companies have explained, dreding 
operations are very expensive and they do not 
possess the requisite number of dredgers to 
undertake the work. 

I have reproduced above the figures of 
expenditure incurred by the Joint Steamer 
Companies for the maintenance of channels. The 
Steamer Mazdoor Union, Patna, has urged that 
the figures are exaggerated and do not represent 
the actual cost of river conservancy measures 
necessary fco maintain the channels. The Union 
has also made out a point that the Bihar 
Government: were three years ago prepared to 
undertake the river conservancy measures them¬ 
selves dispensing with the agency of the Joint 
Steamer Companies because the State Government 
were convinced that the figures of expenditure 
put up by the Steamer Companies, on the basis 
of which they claimed grants from the Government, 
were unduly exaggerated and the State Government 
felt that they could do the job departmentally 
at a lower cost. The Union have asserted that 
realising that the hollowness of their claim 
was being exposed, the Joint Steamer Companies 
requested the good offices of the Union to 
prevail upon the State Government not to dis¬ 
continue the existing arrangements whereby the 
conservancy work was done by the Joint Steamer 
Companies. This assertion of the Steamer Mazdoor 
Union has not been confirmed by the representa¬ 
tives of the Bihar Government or the Joint 
Steamer Companies, The Joint Steamer Companies 
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main tain a very elaborate record of the expendi¬ 
ture incurred by them on each item separately 
which is open to inspection by State Government, 
if desired. I have no means of verifying the 
correctness or otherwise of the accounts maintain¬ 
ed by them. The Joint Steamer Companies being 
registered, get their accounts duly audited and 
certified. Without any positive proof of leakage 
of money or that the Joint Steamer Companies' 
accounts are deliberately manipulated, I am 
inclined to ignore this aspect altogether. 

There then arises the question whether 
the expenditure at present incurred by the Joint 
Steamer Companies is susceptible of any reduc¬ 
tion. A detailed analysis of the jobs under¬ 
taken by them indicates that for every 100 feet 
shute of bandals on an average 67 bamboos and 
70 mats are required (allowing 2 tiers). (The 
break-up of the bamboos are: 40 verticals, 12 
horizontal ties, 12 struts, totalling 64). Two 
to four boats, depending on the length of the 
bandal, with four men on each boat are stationed 
at each bandal. The bamboos cost the Joint 
Steamer Companies about Rs.105/- per 100 and 
the mats about Rs.10-12-0 per 100. This cost, 

I understand, is considerably lower than that 
for similar articles purchased by the U.P., 

P.W.D., for bandalling work done departmentally 
on the Allahabad-Buxar stretch of the Ganges 
which area is not covered by the Joint Steamer 
Companies. In fact the position is that the 
Joint Steamer Companies, being consumers of a 
large stock of bamboos, bamboo mats, coir yarn 
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and other ancilliary articles, are in a position 
to buy them in bulk at cheaper rates from the 
centre of production and have not to incur any 
expenditure on their transport since they carry 
these from the delivery point to the site in 
their own steamers. Any reduction in the cost 
of material, cannot, therefore, be effected 
without reducing the quantity thereof which is 
not possible if the existing bandalling arrange¬ 
ments are to continue for the proper maintenance 
of the channels. It has, however, not been 
possible for me to verify the cost actually in¬ 
curred on tho work from a single inspection and 
it would be necessary to make several checks in 
the course cf a season, including checks of 
labour and material at site. This was not possible 
for me to do. 

In the face of a consistent demand for 

improvement in the standard of living in those 

days and the general rise in the price index of 

all the necessary articles there seems to be no 

possibility cf any reduction in the salary bill 

of the staff employed cn r:‘ver maintenance works. 

Tho Joint Steamer Companies have requested (vide 

their "letter No.JC/FG/288/2815, dated 8.11.1954) ^Appendix 

45. 

tnat the existing grants be enhanced to the follow¬ 
ing sums:- 


Assam (including Cachar) 

Rs. 

2,00,000 

Upper Ganges (U.P.Govt. ) 

Rs. 

10,000 

Middle Ganges (Bihar Govt.) 

(West Bengal Govt.) 

Rs. 

1,50,000 

Sunderbuns 

(West Bengal Govt.) 

Rs. 

15,000 
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Thti above figures are said to represent 
the expenditure on river conservancy and include 
no item on account of pilotage which i3 entirely 
their ovm responsibility. 

Who should pay the cost for the mairv- 
tenance of the river is a moot question. The 
contention of the Joint Steamer Companies is 
that the expenditure incurred by them on river 
maintenance works is not solely for their own 
benefit, but is also of great benefit to other 
I.W.T. operators, including country boats and 
Government and Railway ferries. The Bihar 
Government have asserted that as there are no 
other Companies plying their steamers on the 
Ganges, the Joint Steamer Companies are the main 
beneficiaries of the conservancy works and with 
the Increased rail and road facilities along the 
Ganges, it will be difficult for the Joint 
Steamer Companies to function satisfactorily 
unless they go all out to make their transporta¬ 
tion attractive - ^he State Government, therefore, 
feel that th"? Joint Steamer Companies should 
look to their own resources to achieve this 
objective and should not depend upon State sub. 
sidies in the shape of lumpsum contributions. 

They say that country boats which ply all along 
the reach on local business will not be 
affected by the absence of bandalling work 
which is being done by the Joint Steamer 
Companies because they do-not require a draft 
of more than throe feet, which would always 
be available, even without bandalling. The 
State Government do not stand to gain by the 



- 258 - 


measures adopted by the Joint Steamer Companies. 
Their attitude is also reflected in the language 
of the agreement that they have entered into 
with the Joint Steamer Companies, viz: 

"Whereas the second party (Governor 
of Bihar) has authorised the first 
party (Joint Steamer Companies) to 
execute the said bandalling work 
in which the first party is greatly 
interested..." 

The Bihar Government have suggested that the 
best course would be to organise and maintain 
a Conservancy Wing under the Government of 
India with the necessary staff and equipment 
who will remain responsible for all bandalling 
or river dredging works departmentally. The 
Bihar Chamber of Commerce have also favoured 
the idea of river conservancy work being 
taken over by Government, They have, however, 
suggested that, if for any reason it may not 
be possible for Government to take it over at 
present, the work should be allowed to continue 

f 

to be done by the existing companies as agents 
to Government but under strict check by Govern¬ 
ment. This suggestion of theirs is motivated 
by the idea that at no stage should the Joint 
Steamer Companies be able to deliberately 
neglect the channels, making them unfit for 
navigation. 

The Assam Government have, at the 
meeting with their Chief Minister and other 
Ministers on 26.4.1955, tried to. disclaim liability 
for meeting the expenditure for river conservancy 
works. They have suggested that, if at all, 
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the Central Government should pay the cost of 
conservancy to the Joint Steamer Companies and 
not the State Government as the State Government 
are themselves not in a very happy financial 
position* Moreover, in the event of war, the 
Assam State is the most important frontier and 
the Government of India should control the 
waterway and the traffic on it. They, however, 
urged that other I.W.T. operators, excluding 
country boats, should be made to contribute 
towards the cost of conservancy. 

Since the setting up of the Ganga- 
Brahmaputra Water Transport Board, the Government 
of India have felt that the State Governments 
should take over the responsibility of channel 
conservancy and that the Joint Steamer Companies 
should be relieved of that work. It was suggest¬ 
ed in July 1952 that the State Governments 
should take over the works that were being 
carried out through the agency of the Joint 
Steamer Companies and carry them out through 
their own Public Works and Irrigation Departments. 

At the first meeting of the Board held on 25th 
July 1952, the representatives of the State 
Governments were generally of the view that, 
while there should be no objection to the work 
being done by Government agencies, the cost 
should be borne by the Central Government as 
tho Ganges and Brahmaputra were national water¬ 
ways although they had not been legally named 
as sach. The Expert Working Group from Asia 
and the Par East on Inland Water Transport, 
which was set up under the aegis of the 



- 260 - 


Economic Commission for Asia and the Par East 
and United Nations Technical Assistance 
Administration, and which visited Europe and 
America during August-November 1951, reported 
that in Europe the waterways were mostly 
maintained by the Government. The inland 
waterways of Prance are maintained and improved 
by the Ministry of Public Works. In Switzer¬ 
land, the State undertakes the maintenance and 
improvement of waterways. The German Waterways 
and Shipping Administration, which is a federal 
authority, controls the waterways and hydraulic 
engineering works. In the Netherlands, the 
Ministry of Transport and Watcrstaat deals 
directly with water conservancy of all important 
waterways. In Belgium the river and canal 
system (with the exception of the canal between 
Liege and Antwerp, including the Albert Canal), 
is maintained and improved by the Ministry of 
Public Works. In the United States of America 
also maintenance and improvement of waterways 
for navigation arc looked after by the Federal 
Government. 

It will be soon that the policy of the 
Governments in European countries and the 
United States of America is based on the 
realisation of their duty to improve and main¬ 
tain the waterways to make them suitable for 
navigational traffic in the same manner as it 
is to construct and maintain roads and railways. 
The same principle appears to have been follow¬ 
ed in India also, when the Joint Steamer 
Companies wore given grants to carry out the 
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conservancy of the rivers by the various State 
Governments. The fact that the conservancy 
costs have risen since that arrangement should 
be no reason for altering that policy. Even 
the cost of river conservancy, as at present, 
works out to Rs.300/- per mile of waterways in 
India. It is still very small when compared 
to what Governments in Western countries have 
spent and are spending for the development of 
waterways. In the United States of America and 
on the Rhine in Europe nearly Rs.5»00,000 are 
being spent per mile per annum. These are, of 
course, capital expenditure spent on training 
the rivers and building locks and dams. However 
even the interest charges and the annual 
maintenance cost on the total capital expendi¬ 
ture are large enough when compared to the 
works cf river conservancy in India. It is 
estimated that the annual cost of maintenance 
of the training works on the Upper Rhine is 
about Rs.3,500/- per mile. 

I would recommend that the work be taken 
over by Government themselves. As the Ganges 
and the Branmaputra pass through more than one 
State it may not be convenient for the State 
Governments to carry out river conservancy 
works separately on a uniform scalene. The work 
should, therefore, be taken over by the Ganga- 
Brahmaputra Water Transport Board.on which 
are represented the Governments of all the 
Stater, through which these rivers pass. The 
actual conservancy operations may, however, 
if considered necessary, be allowed to be 
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carried out by the Joint Steamer Companies, 
under strict check by the Board, on reimburse¬ 
ment of actual costs, till such time as the 
Board is in a position to set-up its technical 
organisation. 

The high expenditure for river 
maintenance which the Joint Steamer Companies 
have got to incur out of their own funds, in 
addition to the grants made by the State 
Governments in this behalf, is indirectly 
reflected in the level of freight rates charged 
to the general public. If the Joint Steamer 
Companies were reimbursed the entire expendi¬ 
ture incurred by them in this behalf, they 
should be able to make a corresponding reduc¬ 
tion in their freight structure straightaway. 

As stated earlier, the Joint Steamer Companies 
have asked for an annual grant of Rs.3,75,000 
for river conservancy works, excluding expendi¬ 
ture on pilotage which is entirely their 
charge. I recommend that, pending taking over 
of conservancy works by. the Ganga Brahmaputra 
Water Transport Board, the grants made to the 
Joint Steamer Companies should bo duly increased. 

Assumption of responsibility by the 
Ganga Brahmaputra Water Transport Board for 
conservancy works should not, however, mean 
that the Joint Steamer Companies should enjoy 
complete immunity in this regard. All 
important users of the waterways should pay 
adequate tax or toll. While it would not be 
right to levy any toll on such country boats 
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as are employed on local business and can ply 
without any conservancy measures being adopted, 
all other users of the waterways (including 
country 'boats which draw a draft of more than 3 
feet and are also greatly dependent on the mark¬ 
ing of the channels) that are directly or 
indirectly benefited by the conservancy works 
undertaken should be required to pay for the 
use of the waterways in the form of a toll. It 
is understood that whereas the Joint Steamer 
Companies' Feeder Vessels plying on the Ganges 
and the Gogra carrying 800 to 1100 maunds draw 
3 feet of water, the country boats carrying 700 

maunds and above draw 3* - 6". It is difficult 

« 

to say what the frequency of sailings of the 
Joint Steamer Companies’ vessels and the vessels 
belonging to other companies is or would continue 
to be. It would not, therefore, be right to 
suggest the levy of a toll depending upon the 
number of voyages between two given points. More¬ 
over, other private companies do not at present 
run their services on the same scale and route 
as the Joint Steamer Companies. Recovery from 
the Joint Steamer Companies or the other 
steamer companies on an ad hoc basis for the 
use of the river would also not be very 
desirable. It seems that the best course would 
be to levy a certain amount of fee to be 
collected at the time of the registration of 
the vessels. For this purpose, country boats 
drawing more than 3' draft will have to be 
registered. The proceeds of this fee could be 
pooled into a fund to be controlled by the 
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Ganga-Brahmaputra Water Transport Board for 
the maintenance of.the waterways. The 
difference between the actual cost of maintain¬ 
ing the'waterways and the amounts thus realised 
for the registration of the vessels should be 
met directly by the Ganga-Brahmaputra Water 
Transport Board from its own funds. As the 
State Governments are already paying a fixed 
amount of annaul contribution to the Ganga- 
Brahmaputra Water Transport Board, the incidence 
of river conservancy works will indirectly pass 
on to the State Governments themselves. The 
important difference would, however, be that 
the incidence in respect of the river conser¬ 
vancy works will be uniformly distributed 
among the State Governments and the general 
public would be benefited to the extent that 
the freight charges of the Joint Steamer 
Companies would be reduced on account of a 
saving in their overall expenditure. 

—: o: os OJ oSos — 
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CHAPTER VII . 

CLOSURE OF SERVICES IN BIFU R. 

There is a common complaint from the 
Bihar Government, the Steamer Mazdoor Union, 
Digha, the Bihar Chamber of Commerce, the Cswal 
Association, the Dinapur Beopar Randal, Patna, 
etc., that the Joint Steamer Companies have 
closed their services in Bihar. The only 
service which has been closed is the Xhagaria 
Feeder Service linking Khagaria with Gogri and 
Monghyr (13 miles and 21 miles respectively) on 
the Ganges Despatch Service. This service was 
open only during the rains for the facility of 
litigants who had to attend Courts an Monghyr. 
This service was closed by the Joint Steamer 
Companies in October 1942 on the opening of 
Courts in Khagaria. None of the parties who 
have appeared before me has referred to this 
service and I presume that it is not intended 
that I should go into the question of this 
service after a lapse of nearly 13 >oars since 
its closure. 

The reference to "closure of services" 
is, therefore, apparently intended to mean 
reduction both on the Ganges Despatch Service 
and the Feeder Services beyond Patna, I would 
trace briefly the history of the case. These 
services were started in a regular way about 
the yea^ 18°-’-. The Ganges Despatch Service 
runs between Digha and Goalundo in East 
Pakistan - a distance of 454 miles, of which 
356 miles lie in the Indian territory. The 
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Gauges Feeder Service rune from Digha to Buxar, 
a distance of 83 miles and the Gogra Feeder 
Service runs from Digha to Burhaj, a distance 
of 130 miles. The Digha ghat is a junction 
station being the transhipment point for the 
Ganges Despatch Service and the Ganges and 
Gogra Feeder Services. The complainants have 
submitted that in the past about 15 vessels 
used to ply on the Ganges between Digha and 
Goalundo regularly, while on the feeder 
services there were 12 to 15 steamers plying 
regularly between Digha and Buxar and Digha 
and Burhaj. Some of these vessels were with¬ 
drawn during the war to meet emergent needs 
elsewhere, but their strength was still 
maintained at such a level that sailing on 
alternate days on both these lines was 
throughout hardly interrupted. At the close 
of the war, some of the vessels were restored 
to the feeder services, and by the year 1947, 
almost the normal position had been regained 
with 11 steamers plying on feeder services. 

But the position began to deteriorate there¬ 
after, and on the eve of the partition almost 
all the steamers were withdrawn except a few 
which were left to serve on the feeder lines. 
The withdrawal of steamers from feeder 
services not only resulted in hardship to 
employees, but also caused a serious set back 
to the trade facilities in Bihar. It has been 
submitted by the Bihar Government that a 
dispute arose on this issue between the Joint 
Steamer Companies and the Steamer Mazdoor 
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*«6t appended. 


♦Appendix 44. 


Union, a body which claims a membership of about 
1500 workmen employed by the Joint Steamer 
Co mpanies in their Bihar establishments, and 
while the industrial dilute was pending for 
adjudication before the Industrial Tribunal, the 
Union made a representation that the Companies 
were withdrawing vessels from the old establish¬ 
ed routes. The Industrial Tribunal is said to 
have issued a directive that the steamers 
should be called back and none should be sent 
out without its specific permission. It is 
alleged that, despite this directive a copy 
of which has not been filed by either party, the 
blook of 12 steamers on the feeder services, 
which existed in September 1947, was reduced to 
3 by March 1948. A oopy of the Bihar *Gazette 
Extraordinary dated 12.4.1948 containing the 
award of the Industrial Tribunal, referred to 
above, has been filed by the Steamer Masdoor 
Union. I do not find any reference in that 
Award to the said directive of the Tribunal, 
although the Joint Steamer Companies* letter* 
No.LWD/379 dated 20.2.1948 which purports to 
be a direot reply to it quotes the same. 

Perhaps the Tribunal saw the weakness of the 
oase and did not pursue the matter. As a 
matter of fact, the curtailment of services 
was not one of the issues framed by the 
Tribunal for. adjudication. There was a lot of 
press agitation on this point again in April 
1948 and although the Companies denied the 
allegation about transferring vessels to 
Pakistan they. did admit that their fleet on 
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the Ganga and Gogra rivers had been depleted 
as compared to previous years,, but stated 
that no further reduction in the block was 
contemplated. In September-19.49» the Joint 
Steamer Companies had an agreement with the 
Steamer Mazdoor Union and the Union claimed 
that atleast 6 more steamers should be placed 
on the feeder services. The Companies 
explained that the serious shortage of vessels 
and the delay in turn round due to customs 
difficulties had made it necessary to with¬ 
draw the vessels. They, however, promised 
to reconsider the matter and restore three 
more steamers, if possible. Unfortunately, 
however, this did not come about. It has 
been submitted that in February 1950, the 
Steamer Mazdoor Union again took up the 
matter and was toCi by the Companies that, 
although they were willing to return half 
the feeder service block plying in Bihar in 
the past, the Pakistan Government would not 
allow this being done. The Joint Steamer 
Companies deny having used the name of 
Pakistan Government for their inability to 
restore the vessels, which was purely due to 
economic considerations and shortage of 
block. Towards the middle of May 1950, the 
Steamer Companies submitted to the Bihar 
Government their proposal for the reorganisa¬ 
tion of the Steamer services which, they 
felt, was necessitated in view of the 
dwindling traffic on the Ganges and their 
unfavourable financial position. This related 
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to the closure of certain ghats on the Ganges 
Despatch Service and the complete closure of 
the Feeder Services.. The Government of Bihar 
and the Steamer Mazdoor Union, Patna, imme di a tely 
reported the matter to the Government of India 
and sought their intervention. The Government 
of India invited the Joint Steamer Companies 

for a general discussion and requested them not 

* 

to effect any reduction in their services for 
the time being. To this the Joint Steamer 
Companies agreed. The Joint Steamer Companies 
explained that serious inadequacy of fleet for 
transporting tea from Cachar area in Assam to 
Calcutta necessitated a diversion from Bihar of 
a few vessels of a particular type, the continued 
operation of which within Bihar was very un¬ 
economical owing to heavy drop in passenger and 
goods traffic as compared to pre-war days. The 
Joint Steamer Companies stated that the traffic 
on the feeder routes had dwindled to 3,000 
passengers and 8t,000 maunds cargo from over 
50,000 passengers and two to throe lakh maunds 
of cargo per annum. They affirmed that as far 
back as in 1947 they had come to the conclusion 
that the amount of traffic moving on the Ganges 
under conditions then prevail ing did not 
justify the maintenance of the services on the 
Ganga and Gogra, but they were constrained to 
continue these services in the public interest. 
They, however, saw the force of the point 
made by the other parties that if more steamers 

f. 

were put into feeder services, traffic would 
certainly be forthcoming, but that with the 
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enormous increase in the cost of operation 
the Joint Steamer Companies felt that they 
would not be justified in taking that step. 

The Steamer Mazdoor Union made an 
insinuation that the Joint Steamer Companies 
had transferred their vessels to Pakistan. 

The whole question was discussed at various 
meetings held between the Government of 
India, the Government of Bihar, the Steamer 
Mazdoor Union and the Joint Steamer Companies. 
The Government of India made enquiries and 
were satisfied that the vessels which had 
been withdrawn from Bihar were actually in 
commission in Assam. The Railway Administra¬ 
tions also stated that the quantum of traffic 
lifted by the Joint Steamer Companies on the 
feeder services could be handled by them in 
addition to their normal traffic without 
any difficulty. In the larger interests of 
the country as a whole, therefore, the 
Government of India did not feel justified 
in compelling the Joint Steamer Companies to 
withdraw the steamers from Cachar and restore 
them to the Ganges service. As, however, the 
total closure of the services would have 
been a retrograde step in the development 
of inland water transport and would lead to 
deterioration of the navigability of the 
channel, the Joint Steamer Companies wore 
requested to retain at least one steamer on 
each of the routes, Patna-Buxar and Patna- 
Burhaj anl consider putting additional steamers 
into service as soon as circumstances 



- 271 - 


perraittod, The question of the closure of 
ghats on the main Ganga Despatch Service and 
th~ Fe-eicr r ervices was left to bo decided by 
t!ie Joint Steamer Companies in consultation 
with the Bihar Government and the Steamer 
Mnzdoor Union, At a meeting held in Patna on 
12,r951 between the Government of Bihar the 
Joint Steamer Companies and the Steamer Mazdoor 
Union, the Joint Steamer Companies offered 
that, in addition to the two steamers that 
bnoy would maintain on the feeder services, 
they would put two additional steamers into 
service during the rainy season, the continuance 
of which they could not guarantee as it would 
depend upon the circumstances in Assam then 
existing. While the Bihar Government had no 
difficulty in appreciating the position, the 
Steamer Mazdoor Union accepted the position 
only for the time being, subject to the condi¬ 
tion that the- Companies should immediately 
undertake a Joint traffic survey with the 
representatives of the State Government and 
tin. Union, At this meeting the principle 
war, accepted that such of the stations as 
might be found to be unromunorative by the 
Joint Steamer Companies and the Steamer 
iiaadoor Unioft might be closed. It is some- 

•w!a-.t interesting to note that the Bihar 

• , 

Government did not wish to be a party in 
determining what stations should or should 
not be closed, but left all important matters 
to he decided by the Steamer Mazdoor Union, 
which, despite the laudable work that it is 
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doing, is primarily a Labour Union and does 
not represent any shipping interests. 

In exercise of the powers vested in 
them by Section 54.B of the Inland Steam 
Vessels Act, 1917, the Bihar Government 
appointed in 1953 a committee known as the 
Inland Water Transport Advisory Committee. 

The question of steamer services within 
Bihar was again discussed at a meeting of 
this committee at Patna in April 1953, at 
which it was agreed by the Joint Steamer 
Companies that they would (i) place addition¬ 
al steamers on the main Ganges line (ii) 
open a regular daily service between Patna 
and Burhaj and a regular bi-weekly service 
between Patna and Buxar (iii) open a direct 
steamer service from Patna to Cachar; and 
(iv) open new ghat stations at sites most 
favourable to markets subject to river 
conditions permitting. In Mr. J. M. Sweet' s 
D.O.letter* No.Freight/289(x) dated 5*5.1953, 
the Joint Steamer Companies explained to 
the Labour Union and the Bihar Government 
that the above changes were being introduced 
as an experimental measure and that the 
additioncl services would be continued only 
if they were found to be successful. 

\ 

As agreed upon, a traffic survey was 
carried out by Shri S.K.Mukerjea, an 
officer of the Joint Steamer Companies, in 
December 1951. For reasons of ill-health, 
the Steamer Mazdoor Union's representative, 


♦Appendix 4 
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Shri Patch Narain Singh, could not associate 
himself with this survey. For reasons tost 
known to them, the Government of Bihar also did 
not nominate any 0 f their officers for the 
traffic survey. At a meeting with tho Steamer 
Mazdoor CJnion held on 20.4.1953, the representa¬ 
tive of tho Steamer Companies stated that since 
tho receipt of the survey report they had been 
considering the question of developing the 
feeder services. It was, however, stated that 
tho development of their services in Bihar was 
dependent on the availability of passenger and 
cargo traffic on tho river on which they are 
operating. It was assured that there was no 
question of the Companies withdrawing any 
service permanently from Bihar so long as there 
was adequate traffic offering. 


A copy of Shri Mukorjea’c Traffic 
Survey Report was not filed by the Joint Steamer 
Companies for record- I have, however, had an 
opportunity to L o through the Report and find 
that Shri Mukerjoa had observed as follows:- 

*** *■*#■ **# 


"Until July 1950, traffic from Calcutta 
used to bo despatched from Jagannath- 
ghat which caters entirely for Assam. 
Therefore, the despatches to the Ganges 
Sections depended chiefly on the space 
that could bo spared cn tho A.3.D, 
Steamers, after serving offering;:: for 
Assam. Prom July 1950* hintoil:. ghat 
has been dealing with the traffic to 
Bihar stations and there has been a 
marked improvemeat. II,v-e rtholc as, 
tho space provided for Ganges traffic 
has often been inadequate and sporadic, 
thus, in my opinion, only 5of the 
possible traffic for the Ganges Des¬ 
patch Service and feeder stations has 
boon handled". 
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"Passenger traffic depends entirely 
on the regularity of sailings. In 
those years when there were 10-15 
steamers under Pigha Agency, 
coaching traffic was considerable. 
It will be noticed that the most 
important goods stations were also 
the best passenger stations, e.g., 
Buxar, Ballia, Chupra and Digha. 

The other principally passenger 
stations such as Dorigunj, Sinha, 
Sapahi, Haldi and Durjanpur we re 
situated either on or near "aiara" 
lands far from good roads or rail¬ 
way stations.” 

*** *** *•** 

"With regular sailings from Patna 
I am certain about 100-150 passen¬ 
gers per steamer will travel from 
Patna to Baghi. It takes about 4 
to 5 hours depending on the season 
to reach Baghi by steamer. 
Passengers for Dighwara and the 
surrounding villages prefer it to 
going by ferry steamer and rail as 
the time involved is about the 
same but there is also the dis¬ 
comfort of transhipment and chang¬ 
ing trains at Sonepur. ” 

*#■* SS|| *** *** 

"If there is a regular steamer 
service on the Gogra, there would 
be a fairly heavy passenger traffic 
from Burhaj and Darauli." 

"To cater for Patna city’s traffic a 
ghat at Marufganj also would serve 
the shippers better." 


Keeping in view the limited number of 
steamers available for service on the Ganges 
and the feeder rivers Mr.Mukerjea made the 
following recommendations: - 

(l) "Three steamers should always operate 
on th5 Gogra between Patna and 
Burhaj on alternate days or one daily 
between Patna and Chupra Ghat and two 
between Chupra and Burhaj on alter¬ 
nate c.ays. 
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(2) Pour steamers should ply between 
Chupra and Buxar and if possible 
connect with the Upper Gogra 
steamer at Chupra. Whenever 
required, this steamer should also 
be utilised on the Gogra to main¬ 
tain regularity. Atleast two 
barges should ply between Buxar 
and Ballia and if necessary, 
carry cargo between Buxar and 
Patna. 

(3) The feeder steamers should cater 

for local traffic and passengers 
mainly. *** *** *** 

Nevertheless as Gogra stations 
require cargo from Calcutta, such 

inward traffic should be accepted 
l/ithout restriction. 

*** *** *** 

(4) To ensure regularity of sailings 

there should be a fixed departure 
time from terminal stations and 
definite night anchorage points'.** 
* * The public should be kept 

adequately informed of any changes 
in sailings. 

*** *** **•* 

( 5 ) * Chupra ghat should be situated at 

a permanent spot even if it be 
several miles below the town. * * 
Consignments from Calcutta for the 
feeder stations should be tran¬ 
shipped into the Ganges Despatch 
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Service steamer at Chupra which should 
be developed as a transhipment and 
coaling station. Transhipment of up¬ 
ward cargo should be avoided at Patna. 

(6) * * There should be a general 

reduction of 25$> in freight rates to 
attract traffic which has been lost 
on account of irregular sailings." 


He also recommended the opening of Suremanpur, 
Haldi, Rampur, Devasia and Baghi as sircar 
stations on the Gogra. 


With a view to indicate the extent to 

which transport facilities have been reduced 

since partition the complainants have submitted 

the following lists showing the names of ghat 

stations on the Ganges Despatch Service and 

Feeder Services that remained open during 1939, 

1946, 1948 and 1954:- 

GANGES DESPATCH SERVICE. 


m 

1. Paleza 

2. Digha 

3. Mahendru 

4. Patna 

5. Fatwah 

6. Baikathpur 

7. Bukhtiarpur 

8. Barhghat 

9. Mokameh 

10. Semaria 

11. Ramdiri 

12. Surajgarha 

13. Monghyr 

14. Khagaria 

15. Gogri 

16. Sultanganj 

17. Bhagalpur 

18. Golgong 

19. Kheria 

20. Jazitpur 

21. Rajmahal 

22. Sahibganj 

23. Manihari 

24. Palashgachi 

25. Lalgola 
2b. Godagiri 

27. Rajshahi 

28. Chorghat 

29. Saraghat 

30. Kush it it.ghat 
3l # Pabna 
32. Satbaria 
33* Goalundo. 


m 

1. Paleza 

2. Digha 

3. Patna 

4. Kilwat 

5. Barh 

6. Rajitpore 

7. Mokameh 

8. Semaria 

9. Surajgarha 

10. Monghyr 

11. Khagaria 

12. Gogri 

13. Sultanganj 

14. Bhagalpur 

15. Colgang 

16. Kheria 

17. Sahibganj 

18. Manihari 

19. Rajmahal 

20. Palashgachi 

21. Lalgola. 


1. Paleza 

2. Digha 

3. Patna 

4. Beerpore 

5. Barh 

6. Mokameh 

7. Semaria 

8. Monghyr 

9. Sultanganj 

10. Bhagalpur 

11. Colgong 

12. Kheria 

13. Manihari 

14. Rajmahal 

15. Palashgachi 

16. Lalgola. 
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im. 

1. Burhaj 

2. Devasia 

3. Belthara 

4. Sicotar 

5. Darauli 

6. Patar 

7. Maniar 

8. Siswan 

9. Revelganj 

10. Chapra 

11. Doriganj 

12. ICorantadih 

13. Buxar 

14. Narhi 

15. Keshopur 

16. Ballia 

17. Sapahi 

18. Haldi 

19. Darjanpur 

20. Nauranga 

21. Bahoranpur 

22. Sinha 

23. Baburah 

24. Mangerpal 

25. Baghi 

26. Digha (Pati 


It will be noticed that with the partition 
of the country, the following eight stations on 
the Ganges Despatch Service were lost to Pakistan:- 

Godagiri 
Rajashahi 
Chorghat 
Saraghat 
Kushtiaghat 
Pabna 
Satbaria 
Goalundo 

Lack of traffic had also forced the 
closure of Surajgarha, Khagaria and Gogri ghats 
on the main Ganges and Baburah, Narhi, Bahooran- 
pur, Maniar and Nauranga on the Feeder Services 
during 1947 and 1950. Subsequent to the 
agreement arrived at at the meeting held in 
Patna on 12.3.1951? the Joint Steamer Companies 
have closed Bhairopur - Deorhi and Bazitpur 
on the main line and Sicotar, Haldi, Mange rpal 
and Baghi on the Feeder Services. The Joint 


FEEDER SERVICES. 

1. Burhaj 

2. Belthara 

3. Sicotar 

4. Darauli 

5. Maniar 

6. Siswan 

7. Revelganj 

8. Chupra 

9. Buxar 

10. Narhi 

11. Ballia 

12. Sapahi 

13. Haldi 

14. Durjanpur 

15. Nauranga 

16. Bahoranpur 

17. Sinha 

18. Baburah 

19. Mangerpal 

20. Baghi 

21. Digha (Patna) 


1954. 

1. Burhaj 

2. Belthara 

3. Darauli 

4. Siswan 

5. Revelganj 

6. Chupra 

7. Buxar 

8. Ballia 

9. Sapahi 

10. Durjanpur 

11. Digha (Patna) 
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Steamer Companies have stated that the Steamer 
Mazdoor Union agreed to the closure of these 
stations during the discussion with them on 
25*9*1951. is somewhat surprising that an 
objection is now being taken to the 
Qlosura ef these stations also. The only 
other stations closed since 1951 are Sinha 
(1.4.1954) and Sahibganj (9.8.1954). The 
Joint Steamer Companies have explained that 
while the total traffic passing through Sinha 
Ghat during 1955 was 11 maunds with an earn¬ 
ing of Rs.389/- during the first six months 
of 1954, Sahibganj Steamer Ghat dealt with 
only 124 maunds bringing a revenue of 
Rs.140/-. A list of the stations at present 
open is appended.* The Steamer Mazdoor Union, *Appendix 46, 
the Bihar Government, the Bihar Chamber of 
Commerce, the Oswal Association and other 
trade organisations have now protested 
against the curtailment of the cargo services 
and the closure of ghats and do not feel 
happy about the present state of affairs. The 
complainants have been pressing for the 
revival of the services and the reopening of 
the ghats as they existed in pre-war days. 

It is stated that these feeder services 
provided a vital link between several important 
riverine districts in Bihar and U.P. on the 
one hand and those situated on the steamer 
services on the main Ganges, Pudda and Brahma¬ 
putra i.e., Assam, West Bengal, North and South 
Bihar and East Pakistan. The State Government 



279 - 


have made out a point that the Bihar services 
are of vital importance not only in the 
interests of Bihar but also in the interests of 
India as a whole, in case of breakdown of 
railways or other road communication in times 
of emergency. The State Government have also 
stated that it has become rather difficult for 
them to carry out most of their post-war 
projects in North Bihar mainly because they 
have not been able to take coal, iron or cement 
to that area. They feel that if the feeder 
services are restored to full capacity these 
materials can be taken easily to Chapra and 
Revelganj in North Bihar from where they can be 
transported by railway to other places north of 
Bihar. The State Government do not agree with 
the contention of the Steamer Companies that the 
Feeder Services are uneconomic and argue that 
the faulty working of the Joint Steamer 
Companies themselves is responsible for the 
present state of affairs. They assert that the 
services were made extremely irregular and 
undependabl and could not naturally attract 
much traffic. The State Government strongly 
feel that once the regularity of the service 
is assured, these services would prove economic. 
In the interests of Bihar, they urge that both 
the feeder services in Bihar as well as the 
main services on the Ganga should be maintain¬ 
ed on a satisfactory basis. The Bihar Chamber 
of Commerce have even suggested that, should 
it be found necessary, the Government of India 
should advance loans on suitable terms or 
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grant a direct subsidy for running these 
services if the Steamer Companies are 
financially not in a position to provide more 
steamers. 

The Ganges steamer block is said to 
have consisted of 15 steamers, about a dozen 
running flats and about 8 receiving flats. 

The following table which gives the position 
in the years 1939> 1948 and 1954 is interest¬ 
ing:- 



Maximum-. 

Minimum. 

1939 

10 steamers 

7 steamers 

1948 

11 steamers 

5 steamers 


6 ""tats and 

2 flats and 


2 barges 

1 barge 

1954 

12 steamers 

7 steamers 


and 

and 


8 flats 

2 flats 

Thi 

o Digha feeder block 

is said to have 

normally c> 

onsisted of about 12 

steamers and 6 

additional 

steamers which used 

to be occa- 

sionally p' 

at on the feeder service during the 

high water 

season when not required in other 

sections o 

r to replace temporarily one or 

more of th 

e steamers of the fee 

dor block 

placed for 

service or docking. 

The position 


continued to be normal upto the middle of 
1943 when some of these steamers were divert¬ 
ed to Assam for transport of war materials, 
but the position even during the war period 
was such that about six vessels were always 
in service c With the cessation of the war, 
the posit .'.on again improved and in August 1947 


there were 11 steamers in service. The position 
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however, again began to deteriorate. 


The following table filed by the complain- 


ants 

is self-explanatory in 

this regard:- 



Maximum number of 

Minimum 

number of 

Year. 

steamers during 

steamers during 


the 

year. 

the 

year. 

1936 

15 

Sept) 

11 (Jam 

r) 

1937 

12 

[March) 

10 (Dec> 


1938 

1939 

13 

13 

;au S ) i 

June j 

10 (Dec) 
10 (Dec) 


1940 

12 



• 


1941 

11 

[Sept) 

10 

[Oct) 

1942 

12 

[Oct) 

10 

March) 

1943 

11 

k Aug) 

6 

[Dec) 


1944 

1945 

6 

7 

[April) 

k Doc) 

4 

4 

Dec) 

Jan) 


1946 

8 

[Oct) 

6 

k Dec) 


1947 

11 

.Sept) 

5 

[May) 


1948 

8 

[Aug) 

3 

May 


1949 

4 

Jan) 

3 

Dec 


1950 

3 

Jan) 

2 

[Nov 


1951 

5 

[Dec) 

2 

[May 


1952 

5 

[Feb) 

3 

(Dec) 


1953 

7 

[Sept) 

3 

[May) 


1954 

8 

[June) 

4 

[May) 



It has been submitted by the complainants 
that during 1939 the Digha Feeder Service steam¬ 
ers used to sail to Burhaj and Buxar daily. Even 
during the war years 1943-46 when some of the 
steamers had been sent to Assam for the transport 
of war materials, sailings on alternate days 
were regularly maintained. In the post-partition 
period, however, sailings to Buxar and Burhaj 
have become very irregular although they are 
scheduled to sail to Buxar on Tuesdays and 
Thursdays and to Burhaj on Wednesdays. On the 
Ganges Despatch Service there were not any 
fixed dates of sailings, but in the pre-war 
years the services were generally regular in 
the sense that steamers were sailing as and 
when necessary. The present position is, 
however, said to be so bad that even in the 
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Year. 

1939 - 

1948. 
1954. 


best period when river conditions are good, 
there are only two or three sailings per 
week. All this shows that there has been 
almost a total dislocation in the frequency 
of service on feeder sections and that the 
Despatch Service has suffered in a like 
manner. The Ganges Despatch Service mainly 
carried goods traffic both between local 

stations as well as from and to Calcutta, 

* 

Assam, Cachar etc. The Digha Feeder Service 
carried an appreciable volume of passenger 
traffic also, in addition to goods traffic. 

The principal commodities exported are 
grains, pulses, sugar, cigarettes, vegetable 
oils, jaggery, tallow, jute etc., via 
Maniharighat. and soap, silicate of soda, 
onions, soda, garlic and potatoes. The 
principal items of imports are salt, 
machinery parts, kerosene oil, miscellaneous 
goods etc.., for North Bihar via Maniharighat 
and Palez; u 

The* following are the figures of 
outward and inward traffic from stations 
under the Patna Agency which controls Feeder 
Services and stations on Ganges services 
from Patna downstream to Barh Ghat, in respect 
of certain specified years furnished by the 
Bihar Chamber of Commerce:- 

Inward s. Outwards. Total 

Mds. Rs, Mds, Rs, Mds Rs. 

11601319|569579|17463831 830052J3347702J1398631 
\ 665557*4076 Oil 7587405 6922285142429701101988 

(§0005 

| 6O23920539O510 986213013040770158860501843128 
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Similar figures for the Monghyr agency 
which controls the remaining stations in Bihar 
on the Despatch service have not been furnished 
by the Chamber. It has, however, been stated 
that of the total inward and outward traffic of 
the two Bihar agencies, the Patna agency operates 
for 60$ and the Monghyr agency for about 40$, 

The figures quoted above are, however, in respect 
of cargo booked to and from the Ganges and the 
feeder steamer stations and Assam and Bengal 
stations including Calcutta and not the inter- 
Ganges traffic which is also fairly heavy. The 
Steamer Mazaoor Union has furnished the following 
figures in respect of the Joint Steamer Companies' 
earnings from the two Bihar Agencies:~ 



Maundage 

Freight 

Passenger earnings 


(Export & Import) 

earned. 

Rs. 

(Outward) 

Rs» 

1932 

3064000 

1 648000 

39000 

1939 

5027000 

2000000 

128000 

1946 

2146000 

1068000 

65000 

1949 

1778000 

1724000 

13400 


It is said that on the Digha feeder service 

during the year 1948 there were two "A" class 

stations viz,, Buxar and Chapra with traffic 

approximately of 1,27,000 and 1,47,000 maunds 

respectively, three "B" class stations viz., 

Siwan, Ballia and Burhaj with traffic approxi- 
% 

mately of 53,000, 65,000, and 93,000 maunds 

respectively, 3 "C" class stations viz,, 
Revelganj, Darauli and Baghi with traffic 
approximately of 32,000, ‘52,000 and 37,000 
maunds respectively and 9 "D" class stations 
with traffic below 25,000 maund3- The position 
on the feeder services in the pre-war years 
when there were regular daily sailings was 
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much better as would be seen from the table 


below: - 


Year, 


1934 

1936 

1938 


Outward . 

Mds. 

14,70,484 

24,33,724 

29,25,676 


Inward . 

Ms. 

13,08,672 

13,67,293 

14,52,976 


TOTAL . 

Mds. 

27,79,156 

38,01,017 

43,78,652 


It has been represented to me by the 
Bihar Chamber of Commerce that there are 
strong rumours current there that the India 
General Navigation and Railway Company Ltd,, 
who had established the Bihar services, are 
being liquidated and their assets are being 
transferred to the Rivers Steam Navigation 
Company Ltd., who have no interest in the 
Ganges services - their interests lie mainly 
in Assam tea and jute. It has been stated 
that the curtailment of feeder services and 
the closure of certain ghats is an indication 
of their intention to withdraw from the 
Ganges eventually. A suspicion has ad.so been 
expressed by some complainants that the fleet 
taken away from Bihar is actually operating 
in Pakistan. This fear is ill-founded and is 

indeed an insinuation that the result of the 
enquiries made' by the Government of India about 

the whereabouts of the fleet was not correct. 
The placement of the entire block of the 
Companies is determinable by a reference to 
their printed Fleet List because the vessels 
registered in one country cannot be taken 
out without the express permission of the 
Government thereof. Although the Joint Steamer 
Companies have not taken that stand, there 
was nothing to prevent them from d.i stributing 
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their fleet block between India and Pakistan to 
suit the changed business trends consequent upon 
the partition of the country, nor were they 
under any legal or contractual obligation not to 
transfer their fleet as they liked. The clause 
relating to prohibition against the transfer of 
the certificate of registration was inserted in 
the Inland Steam Vessels Act, 1917, only in 1951. 

At a meeting held in the Bihar 
Secretariat Conference room on 2nd June 1955, I 
enquired of the representatives of the Joint 
Steamer Companies whether the recommendations 
of the Bihar Inland Transport Advisory Committee, 
which they had confirmed to Shri Fateh Narain 
Singh in May 1953, had been implemented. It was 
explained by the representative of the Joint 
Steamer Companies (Shri Mukerjea) that with all 
their good intentions they had been unable to do 
so because of the shifting of transhipment point 
in Pakistan from Fenchuganj to Markholi. This 
shifting had increased the lead for the feeder 
services and a still greater number of feeder 
steamers had to be employed in that area than 
when Fenchuganj was the transhipment point. It 
was stated on their behalf by Mr.W.J.Coode that 
it was for the Government to decide whether the 
limited number of feeder steamers that they 
possessed should best be utilised in the Cachar 
area or on the Ganges Feeder Services. 

The Steamer Companies have furnished 
the following reasons for reduction in the feed¬ 
er services on the Ganga: 
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1• Shortage of the special type feeder 
craft capable of navigating these 
shallow stretches of river. 

2. The change in traffic trends particular 
ly as a result of Partition, and the 
increasing use of quicker rail and road 
transport for both goods and passengers 
reducing thereby the need for Feeder 
Services. 

3. The uneconomic aspect of maintaining 
these Feeder Services having regard tos- 

(i) The high cost of maintenance in 
relation to the comparatively 
small quantities of cargo they 
are able to carry. 

(ii) The low freight rates which 

river transport can command in 
this area which is well served 
by Rail and where Railway dis¬ 
tances are considerably 
shorter than by rivers in 
other words, Rail and Road 
competition in respect of which 
the Joint Steamer Companies are 
severely handicapped by long 
river distances making the ser¬ 
vices uneconomical to operate. 

They explain that all available craft of the 
feeder type is necessary on the Cachar Service 
where low river conditions prevent the main¬ 
line service steamers proceeding upto Cachar 
for about seven months a year - October to May. 

Communications to and from Cachar in 
the pre-partition period consisted of; 

(i) The river-cum-rail route via 
Chandpur; 

(ii) The all-rail route via Santahar, 

Mymensingh and Akhaura; and 

(iii) the Rail route from Chittagong. 

These routes have now been closed to Cachar 
traffic and Cachar is now served by a single 
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line railway track over the Assam hill section 
via Lumding/Badarpur and by river. There is no 
denying the fact that the hill section rail 
route has a limited capacity which is further 
restricted by the Assam Rail Link capacity. 
River route, therefore, plays an important part 
in the maintenance of transport communications 
to and from Cachar. 


Another important point in this 
connection is that since partition, Tripura 
State has become increasingly dependent upon the 
Cachar service for its supplies. The dependence 
of Cachar upon the river route in recent years 
may be judged from the following figures:- 


? tatement showing incre ase in Calcutta-Cac h ar 
India) river b orn e traff ic s ince - '"part ition 
(ex cluding" coal T' 

1 • Unward traffic ex Ca l cutta . 

Pre-partition Post-partition 

, 11*6 1214 

( jlurn d *) (M aunds ) 


January-June 2,08,250 4,64,657 


J uly- I)e ce mb e r 1,91,40f 


6,68,935 


Total 3,99,659 


11,33,590 


2. Downward traffic to Calcutta. 


Pro-part i tion 
1246 "' 

( Maund s) 


Po st-partition 

1254 

( Maunds ) 


January-Juno 1,54,019 

July-December 2,42,757 


3,20,888 

6,09,040 


Total 5,96,776 


9.29,928 


It has been submitted Dy the Steamer 
Companies that even with the full feeder service 
block they are not in a position to moot entirely 
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thc total transport demand for Cachar during 
the dry season. 

Having regard to the fact that in 
Cachar the Joint Steamer Companies have to 
keep the maximum block in commission during 
the seven Low water months it follows that 
all maintenance, surveys and dockings have 
to be arranged during the remainder of the 
year. This, added to the fact that it takes 
four weeks to send feeder steamers from 
Cachar to Bihar together with the hazards 
of such a journey, precludes the ready 
transfer of block from Cachar to Bihar for 
the rainy season months. 

The Joint Steamer Companies have 
submitted that the Feeder Service Fleet is 
now appreciably less than what it was in 
pre-war days - several vessels having been 
lost or become unfit for further service. 

They say that whilst now construction had 
been planne d it had to be postponed on 
financial considerations. The Joint Steamer 
Companies' submission is that in respect of 
Ganges traffic to and from Calcutta, very 
little is received in either direction due 
to the shorter route mileage by rail and 
the transit time factor. The comparative 
mileage by the two routes and the approximate 
time in transit are given below:- 

galcuffa -~ E stimated " Calcutta Estimated 
Buxar. " Transit Burha.i Transit 

Miles. Time. Miles. Time. 

•y river 1,012 5 weeks 1,060 5/6 weeks 

•y rail 404 5/6 days 491 6/7 days 

•ifference 608 





In such circumstances, Shippers would 
naturally be reluctant to despatch traffic by- 
river when facilities are available by vail. 
Especially when by the river route Customs? regula¬ 
tions for the journey through Pakistan have got 
to be observed* Particulars of the carriage are 
shown below: 


“«r= 


Total Goods Traffic between Calcutta and the (Se rges 
Feeder Services fe^eluding Palosa gbetT , 

To Calcutta Prom CxLcutta^ 
Mis. iWSe 

1938 January-June 15,567 2.51*101 

July-December 11,993 2,56,579 

Total 27* 560 S20SS 


1946 January-June 3,425 7%282 

July-December 1,253 6'.V?15 

*ot«x Wtm :Mm 


1954 January-June 61.1 £5,622 

July-December 1,071 5?.91 J - 



As a further indication of the decline 
in the usefulness of these feeder servicen, the 
Joint Steamer Companies have mentioned that 
before the war they- Cleared approximately 6,00,000 
maunds (1936 figures) of sugar from the Fjoior 
Service stations including Paleza Ghat to 
Calcutta which has now entirely been diverted to 
movement by rail* 

In respect of movement tc and 
Assam/Cachar, the Joint Steamer Companies c-esert 
that the traffic offered at the Bihai Pooivr 
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Service stations consists largely of grain 
and pulses, which, when the Assam link is 
functioning, move mainly by that route owing 
to shorter distance and quicker transit 
and the avoidance of Customs formalities. 

The river route, therefore, is only partially 
attractive. In the reverse direction, from 
Assam/Cachar stations to the Ganges Feeder 
services there is no demand. 

The comparative distances by rail and 
river and the Joint Steamer Companies figures 
of carriage are as follows:- 



feji 9 .4mm, giB 

KSSS3M3EG1 





Gauhat i 

Transit 

Gauhati 

Transit 



Mile s 

Time. 

Miles 

Time. 

By 

river 

888 

4/5 weeks 

936 

4/5 weeks 

By 

rail 

682 

6/7 days 

690 

6/7 days 

Difference 

206 


246 



The 

comparative figures 

of carriage 

are shown 


below: 


Total goods traffic between Assam/Cachar and 
the Ganges Feeder Services. 


—-.... ■ —, 

To Assam 
and Cachar 
(India). 
Mds. 

From Assam 
[ and Cachar 
K (India) 

) Mds. 


January - June 

37,262 

5,634 


July - December 

72,300 

1,810 

1958 

Total 

T> 09-562’ 

7,444 


January - June 

18,045 

5,242 


July - December 

8,638 

4,616 

1946 

Total 

26.683 

a*ssa 


January - June 10,343 

July - December 48,729 796 

59,072 79? 


1954 


Total 
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The need for maintaining regular transport 
service to Cachar is apparently greater than in 
Bihar. 


In brief, the Steamer Companies' 
contention is that the traffic to and from Calcutta 
on the Feeder Services is negligible and can 
move by rail and that to Assam and Cachar the 
traffic offered is only in the upward direction - 
the surplus of railway capacity - the carriage 
of which is hardly economical for any carrier. 

It is not disputed that the inward traffic on 
*the Ganges and Feeder Services from Assam to Bihar 
is negligible. Assam is exporting mainly tea, 
jute, bamboo mats, cane and bamboo tarzas. In 
Cachar, however, there are possibilities of 
exporting cotton and cotton seeds. Excepting 
cotton seeds, all the other items are destined 
for Calcutta. It is, however, believed that the 
inward traffic is capable of expansion. 

The Bihar Chamber of Commerce have 
represented that the Feeder Services are of 
immense importance in view of the great diffi* 

culties experienced in transporting goods from 
Calcutta to North Bihar and Eastern U.P. and 
also from stations in South Bihar to North 
Bihar. It would appear that the area mostly in 
North Bihar districts is not well served by the 
railway - arr Steamer Companies have a monopoly 

* 

in several instances, particularly because of 
the transport bottle-neck over the railways 
specially due to railway wagon ferry tranship¬ 
ment congestions at Mokameh. Between Shahabad 
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and the western part of Patna District on the 
south of the Ganges and Saran, Ballia, Ghazi- 
pur on the North, there are no direct and 
easy means of communication except the rivor 
services. The Saran District is a deficit 
area in food-grains and several other articles, 
most of which have to be imported from the 
south bank stations in South Bihar and else¬ 
where. There being seven stations located in 
the Saran District viz., Darauli, Patar, Siswan, 
Revelganj, Chapra, Deoriganj and Baghi, most 
of them draw their supplies of rice, grain and 
pulses from Buxar and Sapahi on the south 
Bank. It is very difficult and inconvenient 
for Saran District stations to get their 
supplies by rail. i?'or instance, traffic 
moving from Buxar to Darauli (Saran District) 
will have to go by rail either via Mokameh 
or via Banaras to Mairwa (about 13 miles 
from Darauli) causing several days' transit 
delays ar.d congestion over the railway, 
besides the freight rates being much higher 
than those by steamer routes. By steamer 
route it will take only I? days for traffic 
booked from Buxar to reach Darauli ghat and 
at a much cheaper rate. Similarly, traffic, 
for example, from Colgong to Darauli is very 
difficult to go by rail, whereas by the 
steamer route it would take hardly three 
days to reach Darauli. The best and the 
cheapest mode of transport for the Saran 
District stations catchment area markets is 
evidently by the steamer route. The Joint 
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Steamer Companies do admit that there are a few 
stations not connected by rail, where shippers 
experience some difficulty but they do not 
consider that this fact justifies the maintenance 
of an expensive river service. Conditions 
now are not the same as obey were before and the 
traffic trends have considerably changed since 
Shri Mukerjea carried out the traffic survey. 

The main points for determination briefly 

are:- 

(a) whether the existing services on 
the Ganges and the Feeder Services 
are adequate; and 

(b) whether the ghats which have been 
closed need be reopened, and if so, 
which of them. 

A decision on these points should 
naturally depend upon the quantum of traffic 
offering at each ghat and the existing capacity 
of the Joint Steamer Companies to carry the same, 
I have had an inspection of the various ghats 
carried out along the Ganges in April 1955. At 
the Buxar ghat no cargo was lying on the bank 
or in the godowns for shipment. It was 
represented by the merchants who came to see me 
that the Companies had totally stopped acceptance 
of cargo for lack of space. They repeated that 
the Saran District (Revclgunj), which is always 
a deficit area, had been fed by the surplus 
area of Buxar, but they were unable to move 
their traffic due to lack of adequate steamer 
service. At Beerpur where the traffic is mainly 
of chillies, an examination of the Companies' 
records revealed that cargo tendered on 3.3.1955 
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against Forwarding Notes duly accepted were 
loaded on board the steamer "Rohini" (on 
which I was travelling) on 5*4.1955* Either 
no steamer had passed that way between 3rd 
March and 5th April or there was no space on 
the steamer for lifting this cargo. At Barh 
it was found that goods had been lying on 
the bank since 8,3.1955 for downward clear¬ 
ance. Goods for upstream stations were 
lying since 1.4.1955. Apparently, the 
clearances from this station also were not 
satisfactory. At Mokameh Ghat, 900 maunds 
of cargo wore awaiting clearance. It was 
said that the Forwarding Notes in respect 
of this cargo had been sent to Patna for 
acceptance. It was represented to me by 
the Companies' official that atleast 500 
maunds cargo was offered daily, but 
acceptances were restricted due to lack of 
shipping space. At Semaria Ghat also cargo 
had been lying since early March 1955. It 
was stated that Semaria Ghat could attract 
250 maunds cargo every day regularly, 
except during the monsoon time when the 
ghat was not approachable. Acceptances 
here also were, however, strictly limited 
for lack of shipping space. At Monghyr 
(inspected on 7.4.1955), there was no in¬ 
ward cargo awaicing delivery. The cargo 
for export was mainly cigarettes and 
tobacco cases tendered by the Imperial 
Tobacco Company on 6.4.1955. (This was 
cleared cn 7.4.1955 by the steamer "Rohini”), 
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25 bags of rice were, however, lying in the 
receiving flat awaiting shipment. The date on 
which this cargo had been tendered could not be 
ascertained, as the Forwarding Note bore no 
date at all. It is surprising that the local 
Sub Agent accepted the cargo and the Forwarding 
Note without a date. It is said that on the 
way-side stations the practice is generally to 
accept undated Forwarding Notes and date them 
subsequently to suit their convenience to give 
an appearance to the public that the cargo was 
not unnecessarily detained before shipment. At 
Sultanganj, 125 maunds cargo destined for down¬ 
stream stations was found lying since 6.4»1955, 
and 250 maunds cargo for upstream stations 
lying since 1.4.1955. This does not indicate 
much delay. At Bhagalpur, a cargo of 2,000 
maunds consisting of silicate of soda, denatured 
spirit etc., intended for Assam was lying since 
23*5.1955. A steamer had passed that station 
on 28.3*1955 but could lift hardly 300 maunds. 
Another consignment of 1,000 bags of onions 
weighing approximately 1,100 maunds destined 
for Assam was lying since 23*3*1955. It was 
explained by the Sub Agent that the cargo had 
been brought on to the ghat in anticipation 
of the acceptance of the Forwarding Note. As 
the shipper could not be contacted on the spot, 
the Ghat Agent's statement could not be 
verified. He may have as well put in this 
plea to avoid the impression that Bhagalpur 
was suffering a traffic jam. At Ocigong no 
goods were found lying either in the godown 
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or on the tanks. Jaggery and pulses were the 
main commodities for export. A shipper 
represented that 250 maunds of jaggery could 
be offered daily, but that acceptances had 
been totally stopped after 15.3*1955. He 
said that shippers were prepared to give a 
written guarantee absolving the Companies 
for damage, but the Companies would not accept 
the booking of jaggery. The Companies' 
explanation is that booking of jaggery (un¬ 
packed) during certain months of the year 
renders the vessels unfit for loading other 
cargo subsequently unless the deck and holds 
are thoroughly cleaned. At Kheria, which I 
visited on 8.4.1955, there was no downward 
traffic at that time of the year. As regards 
the upward traffic there were only 10 bags of 
food grains lying for shipment to Beerpur. 

This shipment had also been delayed consider¬ 
ably. I was given to understand that Kheria 
was fast becoming a promising jute centre for 
the export to Calcutta and that last season 
the entire produce had to be railed to 
Calcutta, because the Joint Steamer Companies 
expressed their inability bo offer mill 
delivery of jute in Calcutta. At Rajraahal 
Ghat (inspected on 9.4.1955) 211 bags of food 
grains bound for Nazira via Pandu (accepted 
on 31.3.1955) and 71 bags of gram for Dhubri 
(accepted on 4.4.1955) were awaiting clear¬ 
ance. In addition to the above, 57 bags of 

/ 

rice and 1224 tins of lime rock intended 
for Assam were awaiting clearance. The local 
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Ghat Agent explained that these consignments 
had been dumped on the ghat, but no Forwarding 
Notes had yet been tendered in respect oi them. 

He added that despite the clear instructions 
of the Companies that goods should not be 
brought unless the Forwarding Notes had teen 
accepted, the merchants continued to dump their 
goods on the river banks. This plea is quite 
naturally put forward to avoid the impression 
of delay in clearances. The fact remains that 
Forwarding Notes are not being freely accepted 
because of the lack of shipping space- The 
Ghat Agent anticipated very heavy traffic on 
private account if offerings were freely accept¬ 
ed, It may bo mentioned here that hujmahal 
Ghat is at the moment clearing stone chips for 
the Kosi project. At Lalgola Ghat not reach of 
cargo was found awaiting clearance, whatever 
little was found on the bank was said not to 
have been accepted by the Companies for carriage - 
the usual plea. Messrs. Jauhirro.3. Jui Chari’ Lai, 
whose representative happened to be at the 
ghat at the time of the inspection complained 
bitterly against the booking restrictions 
imposed by the Steamer Companies, He said that 
he had offered to ship 10,000 mounds onions 
per week between April and June, and added 
that it did not mean that after June there 
would be no more clearance. He estimated a 
total clearance of 2,00,000 maur.ds of onions 
in a year. He also offered to book 500 maunds 
of gram per month throughout the year if the 
Steamer Companies removed their booking restric¬ 
tions. 
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It will be appreciated that a single 
quick inspection of the ghats like this does 
not show a complete picture of the quantum of 
traffic available on the routes. I am, 
however, convinced that there is a good deal 
of traffic which the Steamer Companies have 

to refuse for shortage of space. A list* of *Not appended, 
the various circulars issued by the Joint 
Steamer Companies from time to time imposing 
restrictions on the booking of traffic on 
these services has been filed by the Steamer 
Mazdoor Union. The Bihar Chamber of 
Commerce, the Oswal Association and a few 
individual merchants also complained about 
the present system of cargo acceptances 
adopted by the Joint Steamer Companies on 
this route. I will deal separately with the 
question of the procedure to be followed for 
acceptance of cargo, but I must record here 
that the very fact that the Joint Steamer 
Companies have to restrict; booking and 
determine quotas to be shipped by regular 
shippers at important ghats proves the in¬ 
adequacy of the present transport facilities 
provided by them. I do not know what the 
present traffic potential on this route is, 
but if the submissions of the complainants 
are taken as an index, there is scope for 
increasing the present block on the main 
Ganges Despatch Service and also the Feeder 
Services. To determine exactly how much 
more block need be added to these services, 
it would bo necessary to have statistics in 
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respect of the cargo that was offered to the 
Joint Steamer Companies on these routes for the 
last two or three years but was refused for 
lack of shipping space. Unfortunately, no such 
statistics were available for ray perusal. In 
order to determine precisely the number of 
additional steamers that should bo brought into 
commission on this service, it would be neces¬ 
sary to undertake a regular traffic survey. 

This survey should be conducted by the Ganga 
Brahmaputra Water Transport Board, assisted by 
the Government of Bihar, the Joint Steamer 
Companies, the representatives of the Steamer 
Mazdoor Union and important Trade Associations. 

It would be worthwhile to associate representa¬ 
tives of the Railway Administrations also with 
this survey. This Survey Committee may also 
go into the question of the necessity of through 
booking arrangements at various points. The 
through booking arrangements which were concluded 
several years ago when the railways were mostly 
controlled by private companies are in respect 
of certain specified commodities only. There 
is a demand on the part of Assam merchants to 
extend the scope of through booking arrangements 
for down traffic. With the changing circums¬ 
tances, a reorientation of policy is quite 
necessary so as to ensure the maximum co¬ 
ordination between the railway services and 
the I.W.T. service and elimination of unnecessary 
haulage both of wagons and steamers. It has 
been represented by the Steamer Mazdoor Union 
that the present arrangement of through booking 
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system of sugar via Paleza should be stopped 
altogether. The Union's contention is that 
the railway wagons are being unnecessarily 
detained at Paleza for lack of steamer 
capacity. It has boon suggested that sugar 
traffic originating at riverine stations 
such as Siswan, Darauli etc., on the Gogra 
river could best be lifted by the Steamer 
Companies direct from these stations. It is 
represented that there is sufficient traffic 
in sugar on these riverine stations for move¬ 
ment by river. 

In the meantime, however, I would 
recommend that: 

(i) thrice weekly service be opened 
between Patna and Buxar and 
between Patna-Burhaj; and 

(ii) two steamers be put on the main 
Ganges Despatch Service in addi¬ 
tion to the number plying in 
1954 

for a trial period of at least one year. Should 
the improved services fail to attract suffi¬ 
cient traffic, the Companies may re-adjust 
their services. If the services prove useful, 
as I expect they would, they should be further 
expanded in the light of the traffic survey to 
be carried out. I must, however, emphasise 
that the services should be regular under all 
but compelling circumstances, as the success 
of any such undertaking mainly depends upon 
its regularity. 

Coming to the question of ghats I 
quite see that it is uneconomical to have a 
large number of ghat stations with little or 
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practically no traffic. 

In connection with the adjudication that 
took place between the Joint Steamer Companies 
and the Steamer Masdoor Union in 1948, on the 
various complaints brought up by the latter 
against the former, it has been mentioned in a 
♦Not appended, note* prepared by Mr.R.F.Allaker, an officer of 

the Steamer Companies, that the quantum of 
traffic at the various important places for the 
period ending 30th June 1947 was as follows: - 


Patna ... 

Between 

26000 & 

27000 

maunds 

p.m 

Chapra ••• 

• 1 • 

• • • 

12000 

maunds 

p.m 

Buxar ... 

• • • 


10500 

maunds 

p.m 

Beerpur ... 

• • • 

• • • 

10000 

maunds 

p.m 

Burha j • • • 

• • t 

• • • 

7700 

maunds 

p.m 

Ballla ... 

• • • 

• • • 

5400 

maunds 

p.m 

Siswan ... 

• • • 

• • # 

4441 

maunds 

p*m 

Baghi •.• 

♦ • 

• • • 

3117 

maunds 

p.m 

Darauli ... 

• • t 

• • • 

2691 

maunds 

p.m 

Revelganj... 

• ♦ • 

• • • 

2625 

maunds 

p.m 

Sapahi • • • 

• • • 

• • • 

1573 

maunds 

p.m 

Belthara ... 

• • • 

l» # • 

1000 

maunds 

p.m 

Durjanpur... 

• • • 

• + • 

770 

maunds 

p.m 

Nauranga ... 

• • I 

• • • 

407 

maunds 

p.m 

Sicotar ... 

• • • 

• • • 

278 

maunds 

p.m 

Mangerpal,•• 

• • • 

• ♦ • 

175 

maunds 

p.m 

Sinha ... 

• • • 


142 

maunds 

p.n 

Mansar •.• 

• • • 

• • • 

86 

maunds 

p.m 

Haldi ••• 

• • • 

• • • 

84 

maunds 

p.m 


The closure of Nauranga, Mangerpal, Sinha, 

Sicotar and Haldi, had,-therefore, been suggested 
by him. He also recommended the closure of 
Sapahi, Belthara and Durjanpur. Figures of 
traffic for these places for the year ending 30th 
June 1947 were as follows:- 


Place. 

Passenger. 

Carso. 

Mds. 

Sapahi 

12828 

18880 

Belthara 

2310 

12002 

Durjanpur 

6623 

9244 


While the Steamer Mazdoor Union and the 
State Government have advocated reopening of 
all the ghats which had been closed, the Oswal 
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Association has put up a very modest demand 
viz., that Fatuwa a.nd Eakhtiarpur ghats bo 
reopened on the main Ganges and the present 
Patna City g hat be shifted to Maroofganj (the 
old site), l.'onc of the complainants have 
tried to substantiate their demands by sub¬ 
mission of any statistics of traffic offerings 
or any other valid reasons. It appears that 
the Steamer Mazdoor Union is interested in 
this question from another angle also viz., 
labour employment. Prom their general attitude 

* i 

it appears :.hat the Bihar Government are 
prepared to support the demands of the Union. 

In the absexiee of any reliable data of the 
traffic offerings at various ghats it is 

* j 

difficult ..or me to suggest what .ghat stations 
should be reopened immediately. As I have 

suggested- a traffic survey be undertaken on 

» 

the main G-nges'and the Feeder Services. This 
survey will also'indicate which old ghats 
should be reopened or new ones established. 

ic regards the shifting of the present 
Patna Cj.ty ghat to its old site viz., Maroof¬ 
ganj. the Oswal Association has stated that 
shippers would not mind paying a little 
additional freight if Maroofganj ghat is re¬ 
opened, bwause with an average monthly clear¬ 
ance of 70,000 maunds a sum of Rs. 1.5 lakhs, 
which is spent annually on cartage alone, can 
be saved: This saving would be reflected in 
the redu ; J -i.en of prices which will help the 
economy >f both Bihar and Assam. It is 
anticipated that the flour, oil and dhal mills 
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situated at Maroofganj and Mansoorganj would 
again begin transporting their produce by river 
route as before. The Joint Steamer Companies 
have explained that the Maroofganj ghat had to 
be closed owing to the shallowness of water 
there. 


Maroofganj which is actually situated 
on the Fatwa channel is stated to be about two 
miles away from the main channel. It is on a 
back water with depths of about 2 feet at low 
water which is inadequate for the berthing of 
steamers and would require a good deal of 
dredging for development. It is possible that 
at some future date the river may oscillate 
back towards this channel, when Maroofganj can 
be reopened. It is understood that the Ganga 
Brahmaputra Water Transport Board will under¬ 
take a detailed survey of the area in the near 
future. For the present, in connection with 
the Second Fi ve Year Plan proposals, the Ganga 
Brahmaputra Water Transport Board have selected 
a site near Durja ghat for development of 
inland port facilities for Patna. This will 
obviate the need for stocking, as at present, 
food grains at Maroofganj and render the re¬ 
opening of Maroofganj unnecessary* 


—:o:os0:o:ot— 
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SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS. 


I. Freight Ratos : 

(a) Incidental Charges : 

1. Customs examination charge* 

2. Boating charge. 

3. Demurrage charge. 

4. Terminal charge. 

5. Fe.der transhipment charge. 

These are justified and may, therefore, 

stand. 

6. Transhipment charge. 

The Railways should share the cost of 
handling so as to give relief to the shippers. 

7. Ghat Charge. 

This is being entirely credited to the 
Railway. The disparity between the charges 
levied on "all rail traffic" and "rail-cum-river 
traffic" should be reduced as far as possible. 

The ghat charge recently levied in 
Assam by the Joint Stcamor Companies was a 
temporary phase and has since been withdrawn. 

(b) Class Rates : 

Basic class rates for distances over 
374 miles are lower than the railway class rates. 

Basic class rates for distances upto 
374 miles are higher than those for distances 
longer than 374 miles. These higher charges 
should be abolished and the long distance tele¬ 
scopic class rate uniformly adopted. To 
compensate the costlier haulage for short 
distances, a short distance charge on the lines 
of the Railways may be levied, if necessary. 
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(o) Steel.al Ratos : 

Those are generally either equal 
to or lover than the Railway rates. 

II. Cond itio ns for book i ng an d carriage ; 

1. Generally the rules are more or 
less similar to those observed by the Railways 
and Indian Steamer Companies. There arc, 
however, a few rules which require a special 
mention, 

2. The expected arrival of steamers 
should be notified to the Chambers of Commerce. 

3. The procedure for grant of open 
deliveries should be liberalised and the assis¬ 
tance of 3is-interested parties enlisted to 
assess damage, if necessary. 

4. Standard packing conditions should 
be published and full responsibility for 
damage or loss assumed in respect of consign¬ 
ments paccod according to their specifications. 

5. All the freight godowns on running 
steamers md flats should be locked and Watch 
and Ward arrangements should bo further 
tightened. 

6. Shortage certificates should be 
issued in a standardised form. Entertainment 
of claims against loss or damage should be 
liberalised and expedited. 

7. Order of priority should be strictly 
followed in accepting and clearing cargo both 
at the originating stations and ghats on 


route. 
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8. Restrictions on booking should be 
circularised to the Chambers of Commerce and 
notices in local languages prominently displayed 
on the Notice Boards at the ghats. 

9. More space should be provided for the 
movement of perishables. 

10. Forwarding Notes should be registered 
in order of priority. In case of congestion, 
however, quantities to be moved should be det.er^ 
mined by quota system among the various regular 
and non-regular shippers, if necessary. 

11. The Question of re-introduction of a 
Direct Despatch Service between Ganges and Cachar 
may be examined. 

12. Transit sheds should be provided at 
rail-river transhipment stations by the Railways 
and the Steamer Companies jointly. 

13. Procedure for the filing of customs 
bonds should be simplified by Government and the 
period of validity of Appendix II Forms bo 
extended. 

14. Shippers Councils should be set up 

at important places and representations on them 
be accorded to all Trade interests as far as 
possible. 

15* Issue of Steamer Receipts should be 
expedited. 

16. Identification Memo should be issued 
immediately in all cases when goods are tendered 
for despatch. 


/ 
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17. Weighmcnt of cargo should not be 
refused, if damage is detected at the time 
of clearance. 

III. 

1. Passenger fares on Tezpur - Silghat 
ferry are not excessive. 

2. The road and bus services from 
Tezpur to Bhomraguri need improvement. 

IV. 

River conservancy work should be 
taken over by Government. Till then, the 
grants to the Joint Steamer Companies should 
be suitably increased. 

Is. 

1. A regular traffic survey should be 
undertaken on the Ganges and the feeder rivers. 

2 . In the meantime thrice weekly 
service be opened between Patna and Buxar, 
and between Patna and Burhaj. 

3. Two more steamers be put on the main 
Ganges Despatch Service in addition to the 
number already plying. 
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APPENDIX 1 . 

Q«uJLS_t„ i.ojH(.A.i_y. 

1. Do you consider the present freight rates 
charged by the Joint Steamer Companies 
excessive? 

2, If so, what reasonable rates do you suggest 
and on what basis? 

Are the conditions imposed by Joint Steamer 
Companies on the booking and carriage of 
goods in any way onerous, and if so, in 
what respect, and what modifications do 
you suggest? 

4* Presumably the Joint Steamer Companies take 
adequate steps to ensure the safety of the 
goods entrusted to them. Do you deny this? 

5. If so, what measures do you suggest to 
prevent damage to and pilferage of goods? 

6. Do not the Joint Steamer Companies issue 
certificates of shortage, loss or damage to 
facilitate claims being filed? 

7. Have yoi; any grievance against the Joint 
Steamer Companies with respect to enter¬ 
taining claims for payment of compensation 
in case of damage, shortage or loss of 
goods entrusted to them for carriage? 

8. Is there any complaint that the Joint 
Steamer Companies discriminate between 
various shippers for acceptance of cargo 
or in the booking of certain type of 


cargo? 
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9. Is there any grievance that trie Joint 
Steamer Companies do not observe the 
system of "FirsT come - First served" in 
moving the cargo? 

10. Is there any grievance that the Joint 
Steamer Companies discriminate between 
various shippers in respect of freight 
rates? 

11. Do not the Joint Steamer Companies 
provide adequate storage facilities at 
the booking stations, transhipment 
points and destination stations? 

12. Are wharfage rates charged by the Joint 
Steamer Companies excessive and do they 
allow sufficient "free delivery" period? 

13. Do not the Joint Steamer Companies 
issue receipts for charges received, if 
demanded by the shippers? 

14. Do you consider that She "customs 
examination charge" levied by the Joint 
Steamer Companies is unjustified or un¬ 
reasonable or too high? 

15. Is there a grievance that the Joint 
Steamer Companies do not give full 
weighrucnt delivery if demanded by the 
consignee? 

16. Do not the Joint Steamer Companies give 
open delivery when claimed by the 


consignee? 
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17. Is there a grievance that the Joint 
Steamer Companies stop booking of cargo 
at their will without notice to the 
Mercantile Community and without assigning 
any reasons? 

18. Do not the Joint Steamer Companies take 
special care for perishable articles 
booked? 

19. Is there any grievance that the Joint 
Steamer Companies h a ve not laid down 
standard and reasonable packing conditions? 

20. Do you think it more convenient if the 
Joint Steamer Companies should execute a 
"composite bond" for the entire ship load 
instead of individual consignor executing 
a customs bond? Give reason for your 
views. 

21. Is there any grievance that the goods 
services operated by the Joint Steamer 
Companies are not regular? If so, 
indicate the repercussions of irregular 
and delayed services on industry, trade 
and commerce in North East India? 

22. Do you consider the present transport 
facilities provided by the Joint Steamer 
Companies are inadequate for the'movement 
of goods? If so, do you suggest any 
"priority schedule", or any other remedy? 

23. Do you make any other suggestions 
regarding the conditions of booking, 
storage, transport, transhipment or 
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delivery of goods by the Joint Steamer 
Companies? Give reasc 
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HINDUSTHAN STANDARD, 

Thursday. Rob, 10, 1955 . 

COMMERCE. FINANCE. INDUSTRY. 

City Notes 
by 

Our City Editor. 

I.G.N. Report. 

India General Navigation and Railway 
Company Limited reports for the year ended the 
31st December 1953 a large decrease in earnings 
as compared with those of 1952. This decrease 
in earnings was chiefly due to the acute 
depression in the tea industry which continued 
well into 1953« The effect of this on the 
company was that tea gardens refrained from 
purchasing stores and equipment thus consider¬ 
ably reducing upward traffic from Calcutta. A 
further factor was the diversion of Assam 
traffic to the all-rail route as a result of 
the crews' strike during October-Noveraber 1952, 
Passenger traffic during the year was also 
considerably less than in 1952 due to a great 
extent to restrictions placed on inter¬ 
country travel by the passport and visa system 
which operates between India and Pakistan, and 
also to the general economic depression which 
prevailed throughout the year. Certain non¬ 
paying services have been closed and steps 
have also been taken to dispose of a number of 
vessels surplus to requirements. The result 
of the year's working shows a loss of £.117,091 
without charging depreciation, to which must 
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be added £,.54,701 in respect of adjustments 
relating to previous years, v/hich refer to 
division of freight earnings with the railways. 
After taking into account the credit balance 
of £.13,172 brought forward from the previous 
year, there is a uebit balance of £.130,620. 

A sum of £.150,000 has been taken from the 
General Reserve to extinguish this debit, 
leaving a credit balance of £.11,380 to be 
carried fo'v/ard to next account. 





R* R. O.R. 


Electrical ) 

appliances &)11 R.R. 11 When weighing over half a 

fittings - ) 9 O.R. ton per individual package* 

Div* M B" ( 

ELectrical 
appliances & 
fittings - 
Div. "C" 

Empties 2 R.R* 11 For kerosene oil tins and 

other empty tins of similar 
size in bundles of 20 tins; 
20 tins to one maund. 

2 Por empty tins larger in 

size than Kerosene Oil tins 
consignments to be charged 
on measurement, 5 C.ft. 
being taken as one maund, 
provided always that the 
freight chargeable on cubi¬ 
cal measurement is not less 
than that leviable on book- 
. ing as Kerosene Oil tins 
in which case freight on 
the latter basis is to be 
charged. 

Fibres, 7 R.R. 11 Por Plax, Hemp and Tow. 

machine 
pressed hand 
or power. 

Fibres, 8 R.R. 11 Por Plax, Hemp and Tow. 

impressed. 

Pish dried 3 R.R. 11 

or salted* 


7 R.R. 11 

5 O.R. 


Iron or 

Steel Div. 
n»n 


Iron or 
Steel Div. 
"B" 

Jute, 
machine 
pressed,hand 
or power. 

Jute, 

unpressed, 

N.O.C. 


5 R.R. 

4 R.R. W/L 
4 R.R. 

3 R.R. W/l 

7 R.R. 11 


) 

11)When weighing over lalf 
)a ton per individual 
)package. 

11 ) 


8 R.R. 


11 















”* {I. R» C, n. {,^ 5 

0General §n/xcopl;ionsj 
Articles. jjciassifi-{ and ^Restrictions of Application 
_ Scat ion. {Variations^ _ 

R.R. O.A. 


Jute Waste 





& Cuttings, 

N.O.C. 

3 

R.R. 

11 

, 

Machinery, 
other than 
Electrical. 

6 

4 

R. R. 
O.R. 


11 When weighing over half a 
ton per individual package 
subject to a minimum charge 





of Its'. 50 in the case of 
boilers, engines and steam 

< 




rollers weighing one ton 
and over. 


Tea 


10 R. iC. 


<L 11. iv.. 


11 Charges calculate! taking 

80 lbs. as equal to one 
maund gross. This does not 
apply to Tea in bags includ¬ 
ing Tea Waste in bags 
which should be charged on 
the basis of 82.29 lbs. to 
the maund. 


When weighing over 4 maunds 
per piece or bundle. 


Timber, 

N.O.C. 


9 
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RATES FOR COAL OVER JOINT STEAMER COMPANIES 

SERVICES. 


• M • n _, t, 8 A. R. & T. Coal Ex Neamati 

Khasi Mine Coal Ex Gauhali 8 Steamer Ghat* 


8 

To stationsjjMileage 

Rate per j 
ton j 

(Gross), i 

8 

To stations!!Mileage 

_8_ 

{Rate per 
| ton 

8(Gro ss). 


• 

Rs 

a 

p 



Rs 

a 

P 

Singri Ghat 

67 

7 

8 

0 

Dehingmukh 

51 

11 

4 

0 

Dhing Road 
Ghat 

70 

7 

8 

0 

Desangmukh 

25 

11 

4 

0 

Tezpur Ghat 

99 

8 

0 

0 

Nigriting 

29 

11 

4 

0 

Silghat 

111 

8 

8 

0 

Dhansirimukh 

57 

11 

4 

0 

Bishnath 

135 

10 

0 

0 

Bordutti Ghat 

71 

12 

12 

0 

Kathanibari 

Ghat 

147 

10 

8 

0 

. 

Gamiri Ghat 

71 

12 

12 

0 

Behaiimukh 

155 

11 

0 

0 

! Behaiimukh 

79 

12 

12 

0 

Gamiri Ghat 

163 

11 

J2p 

pjjk 

i 

Kathanibari 
: Ghat 

87 

12 

12 

0 

Dhansirimukh 

177 

12 

8 

0 

Bishnath 

99 

12 

12 

0 

Subansirimukh 

189 

13 

4 

0 

' Silghat 

123 

12 

12 

0 

Nigriting 

205 

14 

0 

0 

0 

I Tezpur Ghat 

135 

12 

12 

0 

Bordutti Ghat 

217 

14 

8 

SRj. 

: Singrighat 

167 

12 

12 

0 

Neamati Str. 
Ghat 

234 

14 


0 

Kharupatia 

206 

12 

12 

0 

Dikhumukh 

247 

15 

0 

0 

Gauhat i Bazar 
Ghat 

234 

14 

8 

0 

De sangmukh 

259 

15 

0 

0 






Dibrugarh 

Ghat 

305 

16 

0 

0 

1 






i 


(a) The above rates apply to flat load quantities 
at O.R. only and are exclusive of handling 
charges. 

(b) Loading and unloading to be done by sender 
and consignee. 

(c) The above rates are inclusive of all charges 
such as terminal, short distance etc. 


—: o: o:0:o:o: — 
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APPENDIX 20. 


AGREEMENT RATES FOR TEA IN CHESTS. 


With effect from 1st January 1954, the existing 
Agreement rates for Tea in chests from the following 


tat ions on the Assam 

Service 

to Calcutta 

Steamer 

Ghat 

Tea Transit Sheds) have been 

consolidated 

as 

below:- 

Prom Stations. 



Rate per 

md. 




pf 

80 lbs. 




Rs 

a 

P 

Dibrugarh Ghat (temporarily closed) 

4 

4 

3 

Khowang Ghat 

• • 

• • 

4 

8 

4 

Dehingnukh 

• • 

• • 

£ 

4 

3 

Rajatari Ghat 

• • 

• • 

4 

7 

2 

De sangmukh 

• • 

• • 

4 

4 

3 

Dikhuraukh 

• • 

• • 

4 

4 

3 

Nazira Ghat 

• • 

• • 

4 

5 

8 

Santok Ghat 

• • 

• • 

4 

5 

8 







Bamon Ghat 


• • 

4 

5 

8 

Neamati St eame r Ghat.. 

• • 

3 

14 

8 

Nigriting 

• • 

• • 

3 

14 

8 

Bordutti Ghat 

• • 

• • 

4 

6 

9 

S uban sirimukh 

• « 

• • 

3 

14 

8 

Dhansirinukh 


• • 

3 

14 

8 

Gamiri Ghat 

• • 

• « 

3 

14 

8 

Behaiimukh 

• • 

• • 

3 

14 

7 

Kathanibarighat 

• • 

• • 

3 

14 

1 

Bishnatli 

• • 

• « 

3 

12 

6 

Silghat 

• • 

• • 

3 

11 

9 

Tezpur Ghat 

• • 

• • 

3 

9 

5 

Singri Ghat 

• » 

• • 

3 

9 

4 

lCharupatia 

• • 

• • 

3 

6 

8 

Gauhati Bazar Ghat 

• • 

• • 

3 

4 

11 

Amingaon Ghat 

• • 

• • 

3 

4 

11 

Palasbari 

• • 

• • 

3 

4 

4 

Goalpara 

• • 

• • 

3 

0 

1 

Bhubri St r. Ghat 

• • 

• • 

2 

1 

6 

The above rates 

are inclusive of all 

cha 

rges. 

The 


rates are charged on gross weight , 80 lbs being taken 
as equal to one maund. The gross weight will be taken 
from the Garden Invoices accompanying each consignment. 









APPENDIX 21. 


MEMORANDUM OF AGREEMENT MAD E BETWEEN 

the 

rivers steam navigation company limited 

(Incorporated in England) 
and the 

India general Navigation a railway comply limited 

(Incorporated in England) 

(who and whose successors and assigns are herein¬ 
after called the "Companies") of the one part 

aND 

(who and whose executory administrators and assigns 
or successors and assigns as the case may be are 
hereinafter called "the Undersigned") of the other 
part. 


WHEREBY IT IS MUTUALLY aGREED 
as follows 


1 . In this Agreement unless there be something 

in the subject or context inconsistent therewith the 
expressions following . shall have the meanings herein¬ 
after mentioned, that is to says- 

The word "Cargo" shall mean tea produce, 
stores, merchandise, material goods, live¬ 
stock, coolies 1 private effects and 
passengers' baggage such effects and 
baggage being the bona fide property of 
the undersigned or of individuals connect¬ 
ed with the Tea Gardens abovemontioned 
or any of them. 

The word "Ghats" or "Stations" shall 
mean Ghats or Stations on the main river 
or open Feeder Services. 

The word "Vessels" shall mean the Vessels 
belonging to and worked or hired by the 
Companies. 


2. For a period of twelve months commencing on 

the day of ,19 , and continuing there¬ 

after until determined by one calendar month's 
previous notice on either side the undersigned hereby 
agree to ship exclusively by the Companies' vessels 
all cargo which requires to be carried upwards from 
Calcutta or intermediate Ghats or Stations to the Tea 
Gardens in Assam abovemontioned or any of them or 
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downwards from any Ghat or Station in ^ssam or 
from tho said Tea Gardens or any of them to 
Calcutta or to any intermediate Ghats or 
Stations now apened or which may be opened in 
the future' including those mentioned in the 
Schedule he re go paying to the Companies for the 
carriage of such cargo freight at the rates 
specified in the Schedule hereto. 

3. und it is hereby specially agreed that 
the Undersigned shall on no account snip or 
cause any cargo as defined abovu to be carried 
by country craft or any other means whatsoever 
except as herein provided during the currency 
of this Agreement. 

4. The Companies hereby agree to carry on 
their vessels any such cargo as aforesaid for 
such period at the said rates and on the terms 
and conditions set out and expressed in those 
presents, 

5. Notwithstanding anything hereinbefore 
contained to the contrary the Undersigned may 
ship cargo to or from the river Ghats and 
Stations in nssar,; by any of the following lines, 
viz,, Assam Kailway, Tezpur-Balipara Railway, 
and Singri-Panchnoi-River Tramway. 

6. The Undersigned shall also be it 
liberty in case their Tea Gardens aboverient ioned 
or any of them shall be situated inconveniently 
for transport of their cargo by the Feeder 
Steamers belonging to or worked by the Com¬ 
panies to trmsport their cargo otherwise to 

or from such Gardens to or from the nearest 



~ 3 - 


convenient main River Ghat. Provided always 1 
when and so long as such Feodor Steamers are 
provided by the Companies the Undersigned wii'• 
bound and hereby agree to ship such cargo on 
such Steamers. 

7. In the event of the Undersigned crush 

any of their cargo to be carried by cr shippe.; 
any country craft or any means other than the 
Companies' vessels or the said railways except 
hereinbefore provided the Undersigned sh .11 p „ 
demand to the Companies either at the Office i> 
Calcutta of the Rivers Steam Navigation Compar.. 
Limited, or the India General Navigation and a. 
way Company, Limited, as ascertained and liqui i 
damages the amount of freight which would. hav<. 
become payable to the Companies in respect of 
cargo so carried by or shipped on such country 
or other method of transport had the sam 

shipped on and carried by the Company's vessel 
at the discretion of the Companies an amount 

to the sum paid as freight on such country a- .v 
or other method of transport. Provided 11way. 
this clause shall not apply to Tea Shooks pr-u = 
in Assam and purchased by the Undersigned wlvicd 
said shooks may be conveyed to their dust mat i 
by country craft or any other means as to the 
Undersigned shall seem good. Provided further 
in the event of any such cargo having at any t 
to wait at any Ghat for a period exceeding tee 
days without being received on board any .d' th 
Companies' vessels for carriage by such vessel 
the Undersigned shall be at liberty to employ 
country craft or any other available means of 
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transport in order to convoy such cargo to its 
destination but the exercise of this right by 
the tlnd«=rsigned shall not prejudice any claim 
they may have under this agreement to recover 
compensation for loss suffered by them directly 
owing to such detention. 

8. If the Companies should at any time 

during the existence of this ,»grooment carry 
cargo fron any of their Ghats or Stations in 
iissam on their steamers for any other person 
or persons, Company or Companies at rates less 
than those specified and set out in the 
schedule hereto and applicable to such Ghats 
or Stations and whether such reduced rates 
shall hav • Oeen granted on special conditions 
or for special reasons or not ohen the 
Companies shall for such period of this agree¬ 
ment as such reduced rates shall bo granted 
to such person or persons,Company or Companies 
as aforesaid charge similar rates of freight 
on the cargo carried for the Undersigned from 
any such Ghats or Stations under or by vituo 
of this agreement, divine or notice of any 
such reduction having been made or of the 
intention to make the sane shall be given by 
the Companies to the Secretary of the Indian 
Tea .association, Calcutta. Provided that if 
the Companies snail carry troops,coolies,stores, 
railway :-r other material or any description 
of cargo for Government at rates l.-ss than 
the rates payable under this Agreement the 
Undersigned shall not be entitled to any 
similar reduction in respect of such lower 
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rates. The Companies will if desired so to do by 
the Undersigned grant through Bills of Lading in 
respect of any tea belonging to the Undersigned from 
any of their stations in Assam to London when 
practicable on terms to be ascertained at the Com¬ 
panies' Offices. 

9. The Companies shall despatch at least one 
cargo steamer (if they consider necessary with flats 
in tow) weekly from Calcutta to Dibrugarh and vice 
versa (in addition to their despatch boats running 
between Dibrugarh and Calcutta) and during the tea 
season such cargo steamer shall unless prevented by 
the state of the river, fog, grounding, breakdown to 
machinery, strike, epidemic, or other unforseen accident 
or act of God call to deliver and receive cargo to 
for or from the abovemontioned Gardens of the Under¬ 
signed in accordance with this agreement at such 
Ghats or Stations in Assam as may bo necessary. The 
Undersigned agree to ship not less than 75 per cent 
of their tea shipments by river by Despatch Service, 
The Companies undertake to carry the proportion of 
teas shipped by cargo service to reach Calcutta 
within six weeks from the date they are handed over 
to the Companies excluding detentions due to strikeSj 
congestion and other causes beyond the Companies' 
control. The Companies shall also run such 
additional steamers as may be considered by them 
necessary to meet the reasonable requirements of 

the general traffic from time to time. 

10. The Companies shall not stow or carry at 
the same time in the same compartment of any steamer 
or flat in which any tea shipped by the Undersigned 
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n-ay be stowed any jute, sugar, safflower, rhubarl^ 
India-rubber,rapo-soed,hides turmeric,drugs of 
any sort or .my other cargo likely to create 
strong fumes or any cargo likely to taint of 
injure the flavour of such tea but the Com¬ 
panies may carry any such excepted cargo in the 
other compartments of any such steamer or 
flat and may carry jute on deck as well as in 
such other compartments. 

11. The Companies shall provide at the 
several Ghats or Stations free of charge 
ood ana sufficient accommodation (according 
to the usual and reasonable requirements of 
the traffic) either in good weather-proof 
flats or in buildings for such cargo carried 
for or offered to them for shipment by the 
Undersigned as may require protection from 
the weather. The undersigned shall bo- liable 
for demurrage (a) in respect of all cargo 
which shall have been carried f ,>r and not 
cleared by them within ninety-six hours 
after having been discharged by the Companies 
into such flats or buildings such demurrage 
to run from the expiration of th-at time until 
the cargo is cleared and (t) in respect of 
all cargo which is sent in by the Undersigned 
for shipment and which at their request is not 
shipped by the next vessel available for the 
carriage thereof to its destination. In any 
such case the Companies shall warehouse the 
said cargo in their flats or buildings free 
for a period not exceeding ninety-six 
hours from the date of its receipt by them 
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on the expiration of which period demurrage shall 
be charged until receipt by the Companies' Ghat 
iigents of a notice from the Undersigned to ship the 
cargo by the next available vessel. 

Provided always that if the Undersigned 
send any cargo to any of the Ghats or Stations of 
the Companies for shipment thence by tho first 
available vessel all such cargo shall be warehoused 
by tho Companies at such Ghats or Stations free of 
charge until shipped. 

12. The Companies shall give notice to all 
consignees of cargo shipped by the Undersigned on 
arrival at Calcutta of the vessel by which it has 
boon carried and shall commence to deliver the 
cargo as soon after the said vessel's arrival at the 
discharging berth in Calcutta as possible and shall 
continue such delivery with all convenient despatch 
the various consignments of tea being at the same 
time as far as practicable sorted and arranged for 
prompt delivery. 

13. The Companies shall provide good and 
sufficient go down accommodation in Calcutta for 
receiving and warehousing all cargo conveyed or 
about to be conv yed by their vessels for the 
Undersigned who shall pay godown rent on cargo 
carried to Calcutta at the rate set out in the 
Companies' published tariff for the time being 
after the expiration of forty-eight hours from the 
time when the whole of the consignment in respect 
of which such godown runt is charged shall have 
been warehoused. 

14. The Undersigned undertake to make no claim 
against the Companies in respect of any loss of or 
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danage to cargo which can bo covered by ordinary 
v/ith average Policy containing the- following 
clause, viz; 

•’No recourse against Hiwr Carry in-; Com¬ 
panies and/or wharfowners and/or waro- 
housoriw-n or othv-r concerns as carriers 
in tho event of damn o or loss of cargo 
whilst in their charge whether on 
account of the Carriers' statutory or 
other liability to cargo owner and/or 
whether v/ith in Section 8 -d the Indian 
Carriers ^ct or otherwise." 

and any Insurance effected on cargo shall contain 

such a cl .use. 

15. If during the subsistence of this 
reorient r at any t ir.ie thereafter any dispute, 

difference or doubt shall arise between the 
parties hereto ir tneir respective representa¬ 
tives v/ith regard to the rights or liabilities 
of any of then hereunder or to any other matter 
or thing relating to this Agreement or arising 
thereout such doubt,difference or dispute 
snail be ferthv/ith referred to two arbitrators, 
one to be appointed by eacn party in difference 
or to an umpire chosen by the arbitrators 
before entering on the considered;! n of the 
matters referred to them and every such 
reforenc. shall be deemed an arbitration with¬ 
in the Indian arbitration <»ct, 1899 or any 
statutory modification thereof for the time 
being in force. 

16. This agreement shall be deemed to 
cancel any other .agreement between the 
Undersigned and the Companies or either of 
them which may be in f >rce at the time of 
the si-nin.i hereof regarding, the carriage of 



the cargo of the Und>. 


by the Companies’ 


’vessels. 

Dated the 19 . 

Witness. :ENTS, 

Riv .m Navigation Co.,Ltd. 


Witness, 



WAGING AGENTS, 

i Navigation and Railwaj 
Co., Ltd. 


Witness. 





___jt* IH Citssrs 30 lbs oaoss T O Calcutta 

5X1EMFA1 ; - Qg^t- bock img with effect raw 


I^QJSJL&iQaSu. 


i)ibru;,arh Ghat (temporarily closed) 
Khowong Ghat ..• 

Dohingmukh ••• 

:taja bari Ghat ... 


Hate per rad. 

-J 5 &J& JJta— 
3s. a. p. 

4 4 3 

4 8 4 

4 4 3 

4 7 2 


Desangmukh 
Diktiujukn 
llizira Gh:.t 
Gantok Gh^t 
Barnon Ghat 
Neamati itr. Ghat 
:?i,.rtt ing 
Borduttighat 
Sub-insirinukh 
ifoansirimukh 
Garairlshat 
Bohol imukh 
K .-.than it arighat 
Bishnath 
Silghat 


4 4 3 

4 4 3 

4 5 3 

4 G 8 
4 5 3 

3 14 3 

3 14 3 

4 6 9 

3 14 3 

3 14 8 

3 14 8 

3 14 7 

3 14 1 

3 12 6 

3 119 


.'•jzpur Giuc ... 3 9 6 

jJogrighat ... 3 9 4 

Kharupatia ... 308 

u.ud.’iCi ■>izar Gnat ... 3 •« 11 

A<«irtg..on Ghat ... 3 4 11 

Jl’.lasb&ri . « . 3 4 4 

Ooalpar \ ... 501 

Dhulri Str. Ghat ... 210 


The above rates are inclusive of all charges. 

The rites arc to bs charged on gross vroight. 

40 lbs. being taken as oju-J. to one maund. The 
gross weight -/ill io taken from the Garden Invoices 
accompanying each consignment. 
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"The Jugantar" dated 25.2.1955* 
Profit and Loss 

(Prom Delhi Office) 


"22nd February - By examining the accounts of 
the zonal Railways it has been found that 
Central, Eastern, Northern and Western Railways 
have shown a profit. North Eastern and 
Southern Railways have incurred losses. The 
estimated profit of Eastern Railway is 7 
crores 49 lacs. North Eastern and Southern 
Railways estimated losses are 6 crores 86 lacs 
and 3 crores 96 lacs respectively." 


o; oi0:o:o; — 
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FORWARDING NOTE IN USE IN 1958 . 

RIVERS STEAM NAVIGATION GO., LTD. 

INDIA GENERAL NAVIGATION & RAILWAY CO.,LTD., 
(Incorporated in England) 

Despatch Service Forwarding Note. 

Station.. 

Name of Sender*. 

To the Agent.Station. 

Please receive the undermentioned Goods 
for carriage by the Despatch Service and forward 
as consigned below:- 

*** *** *** *** 

*** *** *** *** 

I do hereby certify that I have satisfied 

myself, that the description, marks, weight and 
quantity and class of Goods consigned by me and 
ALL ENTRIES have been correctly entered in the 
Forwarding Note and the Goods have been marked 
by the Company's staff on my identjfication also 
that no undeclared jewellery, specie and/or 
other excepted articles as notified in tRe¬ 
schedule to the Common Carriers Act are contain¬ 
ed in these goods and/or luggage and I agree 
to abide by the conditions endorsed hereon. 


Signature of Sender or Agents 
Address. 










The following are the conditions hereinbefore 
, referred to : 

1. The expression "The Company" in these 
conditions means and shall be deemed to apply 
to either the India General Navigation and 
Railway Company Limited of 4 Pairlie Place, 
Calcutta or the Rivers Steam Navigation 
Company Limited of 2 Pairlie Place, Calcutta 
or both the said Companies according as the 
Goods above-named are carried in the vessels 
of either or both Companies. 

2. The Company shall not be liable for 
goods unless .the Company shall have granted 

a written receipt therefor or after a reason¬ 
able tine not exceeding 24 hours after 
arrival at destination. In all cases and 
under aLl circumstances the Company's 
liability shall absolutely cease when the 
goods are free of the chip's tackle and 
thereupon the goods shall bo at the risk for 
all purposes and in every respect of the 
shipper or consignee. 

3. The Company will not receive or carry 

goods or articles of an oxplosive, inflammable 

damaging, dangerous or offensive nature 

unless pc’opofiy secured and packed and unless 

previous notice is given of the nature of 
✓ * 

such goods or articles in default of such 
goods or articles being properly secured and 
packed or of such notice of their nature 
being given such goods or articles shall be 
liable upon discovery to be thrown overboard 
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or otherwise dealt with as the Company may 
think fit and the Shipper shall be bound to 
make good to the Company any loss or damage 
that may be occasioned by such goods or articles 
and snail bear any loss occasioned by the deal¬ 
ing of the Company as aforesaid with such- 
goods or articles. 

4. The contents of all packages shall be 
truly described in the Forwarding Note or other 
shipping document and the shipper shall state 
truly whether the packages or any and which of 
them contain any and what amount and value of 
cash Currency Notes, valuable securities or 
documents of any description, Gold or Silver in 
a manufactured or unmanufactured state,,Jewels 
or precious stone3, Shawls or other valuable 
articles of any description and such statement 
of contents and value shall be made at the time 
of tender of the packages to the Company and 
the proper freight shall be prepaid therefor. 

5, The Company shall not be liable for loss, 
damage or delay to any property delivered to 
be carried directly or indirectly resulting 
or arising from latent defects of any kind 

in hull, boiler, engines, machinery, ship's 
tackle equipment or appurtenances at the 
commencement or at any stage of the voyage 
provided reasonable means have boon taken by 
the Company to ensure efficiency or for loss, 
damage or delay directly or indirectly 
caused by or arising from Act of God, King's 
enemies, piracy, robbery, theft or pilferage 
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with or without violence on board or else¬ 
where and whether by persons in the service 
of the Company or not, arrests and restraints 
of princes, rulers or people, riots and civil 
commotions, strikes, lock-outs or other 
labour disturbance, barratry, jettison, 
collision, fire, breakage or leakage, vermin, 
sweat, rust, temperature of holds, climate, 
rain, injurious effect of other goods whether 
by contact or otherwise howsoever perils, 
dangers and accidents of the sea rivers or 
navigation storm, tempest or stress of 
weather or any other loss, damage or delay 
of whatsoever nature or kind howsoever caused 
(except to the extent of the liability 
admitted in Condition 6 in cases where 
additional freight shall have been paid) un¬ 
less such loss or damage shall have arisen 
from the negligence or criminal act of the 
Company's own servants or agents. 

6. In the case of goods in respect whereof 
additional freight shall have been paid the 
Company undertake no liability for the loss 
or damage to such goods unless such loss or 
damage is caused by sinking, stranding, 
burning or collision wish another vessel or 
any substance ether than water or unless such 
loss or damage shall have arisen from the 
negligence or criminal act of the Company's 
servants or agents. 

7, The Company shall not be liable for 
detention, non-delivery or misdelivery of 



- 5 - 


any packages or goods unless the same are 
distinctly and indelibly marked before shipment 
with a distinguishing mark and in addition with 
the name of the port of destination nor shall 
the Company bo liable for detention, non-delivery 
or misdelivery caused by insufficiency, inaccuracy, 
obliteration or absence of marks or description. 

8. Consignees shall be ready to take delivery 
of their goods as soon as the same can be dis¬ 
charged from the Company's running vessels 
carrying the same and in all cases the Company 
shall be at liberty to discharge any goods at 
consignee's risk into godowns or Receiving or 
other vessels or into Warehouses and to ware¬ 
house or store the same. In cases of default 
in taking delivery the discharge shall be at 
the Consignee's risk and expense and in all 
cases the consignee shall be liable for demurrage 
and the expenses of and incidental to warehousing 
or storing such goods and the Company shall have 
a lien upon all goods discharged, warehoused or 
stored for such expenses and demurrage and 
shall be entitled on expiry of three months 
after landing such goods to soil the same in 
liquidation of all duos and may further 
recover any balance by legal proceedings but 
shall in no case be liable for any loss or 
damage howsoever caused to any goods discharged 
from such vessel after the same have been so 
discharged. The Company shall be at liberty 
to sell by.auction or otherwise damaged goods 
refused or not removed by consignees within a 
reasonable time. The' Company, its managers, 



servants and agents shall have a general lien 
together with a right of sale by public 
auction over the goods shipped hereunder not 
only for freight and charges duo thereon 
whether payable in advance or not but also 
for all amounts in anywise to become payable 
to them under the provisions of this Bill 
of Lading although the same may not be then 
ascertained and also in respect of any 
previously unsatisfied freight or other 
charges or amounts due either from shippers 
or consignees to the Company and also for 
ail costs end expenses of exercising any 
such lien and the right to deduct from the 
proceeds of any such sale the costs of and 
incidental to or to the exercise of any such 
lien as aforesaid* 

9, The Comcany shall be at liberty to 
carry any 0-oods go their port or place of 
destination by any vessel or vessels whether 
belonging to the Company or not and by any 
route and to carry the goods beyond their 
port or place cf destination and to tranship 
or land and store the goods either on shore 
or afloat and reship and forward the same at 
the Company's expense. The Company shall 
also bo at liberty to deviate from any 
intended voyage and to call and stay at any 
ports or pin ;es whether in or out of the 
usual course of the voyage and in any order 
and for any purpose or at any time whatever 
and further the Company does not undertake to 
deliver goofs ac destination within any 
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could not accompany thorn. They wore, however, 
joined at Rajmahal by the Executive Engineer, West 
Bengal Government, In consultation with the 
Executive Engineers, Bihar and West Bengal, Shri 
Basu collected all the information about the 
river conservancy works on the Ganges upto Lalgola 
Ghat and submitted a report to me,* This inspec¬ 
tion was completed by 10.4,1955. 

I then proceeded to Dibrugarh and 
inspected the local ghats and godowns and checked 
the working of the Joint Steamer Companies on 
15,4,1955 in the company of the representatives 
of the Eastern Assam Chamber of Commerce, with 
whom I held a meeting on the next day. At that 
meeting, the representatives of the National 
Chamber of Commerce, Tinsukhia and of Dibrugarh 
Truck Owners' Association were also present. 

There are at present operational difficulties in 
transporting goods to Dibrugarh due to channel 
conditions, Assam Sunderbans Despatch vessels 
ply upto Desangmukh (46 miles below Dibrugarh) 
whore cargo is transhipped into smaller vessels 
(ARD type) which have to stop at a distance of 
6 or 6£ miles downstream of Dibrugarh. There 
goods are unloaded into a Receiving Flat and 
are thence carried further upstream for 3 ^ 
miles by country boats near the old Dibru tukh 
ghat, from where goods are carried by lorries 
to Dibrugarh Town godowns for delivery. Goods 
are similarly taken by lorries to Dibrugarh 
direct from Desangmukh. I proceeded from 
Dibrugarh by road on 18.4.1955 and inspected 
the Khowang and Rajabari ghats on the Dihing 
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any liability for loss, damage, destruction, 
partial or total deterioration, detention 
and delivery of the goods shall solely rest 
on the respective carrying administrations 
in whose charge the goods may have been 
placed at the time such loss, damage, etc., 
is found to have arisen. In case of goods 
accepted by the Company for carriage beyond 
their own system of transport, the Consignor 
(and consignee) shall be deemed to have 
agreed that the Company has accepted such 
goods on the footing that the Consignor 
(and the Consignee) has entered into a 
series of contracts with the different 
carrying administrations and that the Company 
will not be liable for any loss, damage, 
etc., which may happen when the transit over 
the Company's system of transport is over 
and when the goods are not directly under, 
their controls 

12. When the carrying vessel is unable to 
proceed or continue a voyage for want of 
sufficient water in the rivers, all cargo will 
be carried to the furthermost recognised 
station which the carrying vessel can reach 
and the owners of the cargo will be required 
to take delivery from there. 

13. Freight for all goods shall, .if required 
by the Company, be paid at the port of ship¬ 
ment of the cargo and before delivery of 
shipping documents and shall be calculated on 
the weight shipped or delivered or invoiced 



at the option of the Company. Freight shall be 
payable ship lost or not lost. 

14. The Company make no admission regarding 
weight, quality, quantity, contents and value of 
goods shipped and the Company shall bo entitled 
to correct any charges made on goods that may be 
undercharged in the Bill of Lading or Invoice 
or other shipping document and the Company 
reserves the* right of re measurement, reweighment, 
reclassification, recalculation of charge at the 
place of destination. 

15. The Bill of Lading or receipt given by the 
Company for the articles delivered for conveyance 
must be given up at destination by the consignee 
failing which the Company may refuse to deliver 
until and unless an indemnity to the satisfac¬ 
tion of the Company has been given. The signature 
of the consignee or his agent in the delivery 
register at destination or on the Bill of Lading 
or receipt shall bo conclusive evidence of 
complete delivery. 

16. If for any cause whatever tiro full amount 
of freight properly chargeable under the 
Company's Tariff is not charged in respect of 
any consignment of goods the amount omitted 

to be charged or undercharged shall be paid to 
the Company before delivery of the consignment 
notwithstanding anything to the contrary 
contained in condition 15 hereof or in any 
acknowledgment of freight previously issued by 
the Company. 
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17c A 3ill of Lading on other? shipping docu¬ 
ment admitting receipt of any goods upon any 
vessel of it o Company shall not be conclusive 
evidence that the goods have been loaded on 
such vessel but such goeds nay be loaded on 
any steamer or steamers, flat or flats of the 
Company* 

!8< No claim of any kind whatsoever in 
respect of ~hio contract shall be valid un¬ 
less in writing and delivered at the offices 
of the '/ompnny in Calcutta within six months 
from the ’ate of any default, loss or damage 
in respect r. which such claim arises. No 
parson ahull be entitled to a refund of any 
overcharge in respect to this contract or to 
compensation for loss, damage or injury to 
the goods n.o,n his claim to the refund or 
compensation Ir. ' toon preferred in writing by 
him or on his behalf to the Company in Calcutta 
within s5: : rhs from the date of delivery 
of the goodc to -ho Company. Claimants are 
expressly camel that a notice of claim 
delivered c.t any of the Company’s Joint 
Agencies c •' •hi: -agencies, shall be wholly in¬ 
valid. 


19* the -l. my any srl'L in no case be respon¬ 
sible for a greater sum than that declared 
by the shipper to be the value of the goods and 
which value to not to exceed 5 per cent over 
the marne.- value which as between the shipper 
and the Couj-er.y is by agreement to be consider¬ 
ed the tru => value of the goods and an untrue 
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Declaration shall relieve the Company from all 
responsibility and shall entitle the Company to 
charge double freight on the real value. 

20. In the event of any of these conditions 
conflicting or appearing to conflict with the 
terms of any other Agreement between the Shipper * 
and the Company it shall be at the option of the 
Company to determine whether these conditions or 
the terms of such other agreement shall prevail. 

21. Goods are carried over the C.P.C,Railways 
subject to the provisions of Section 72 of Indian 
Railways Act at the following alternative rates 
viz. (l) at a Railway Risk rate of 8 pies per 
maund in consideration of which the Port Commis¬ 
sioners accept the responsibility of a bailee 
under Sections 151 > 152 and 161 of Indian 
Contract Act, 1872 and (2) at an owner's risk 
rate of six pies per maund in consideration of 
which the senders agree and undertake to hold 
the Commissioners for the Port of Calcutta 
harmless and free from all responsibility for 
any loss, destruction or deterioration of or 
damage to the goods from any cause whatever and 
without exception. 

22. All packages exceeding half a ton in 
weight carried at owner's risk. Loading and 
unloading on and from carrying vessel to be 
arranged by consignor and consignee. The 
Steamer Companies reserve the right to under¬ 
take the loading and landing of packages at the 
solo risk and expense of the concerned. 
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RIVERS STEAM NAVIGATION COMPANY LIMITED 
(Incorporated in England) 

INDIA GENERAL NAVIGATION AND RAILWAY COMPANY LIMITED 
(Incorporated in England) 

SPEC IAL CONTRACT NOTE FORM -- B 
( For use on all river routes ) 


(To bo used when the sunder elects to despatch at a 
"Special Reduced" or "Owner’s Risk" rat- articles for 
which an alt . motive "'Or din ary" or "Risk Acceptance" 
rat. is quoted in the Tariff). 

. STATION. 

. ]95 . 

Whereas tho consignment of ... 

tondorod....by mo/us as per Forwarding Note No.. 

of this date, for despatch from.Station 

to..Station by the abovo Joint Steamer 

Companies or their Transport Agents <r carrier and for 

which I/wo have r.ceived the Companies' B/L or 

Receipt No.. of same date, is charged at a 

special reduced rate instead of at tho ordinary 
tariff rate charg-ablo for such consignment, I/we the 
undersigned do in consideration of such lower charge 
agree and undertake to held the said I.G.N. & Rly., 
Co., Ltd., and R.S.N.Co., Ltd., and also th-ir 
Transport Agents or carriers h^rml-ss and free from 
all responsibility for any loss, destruction or 
deterioration of, or damage to the said consignment 
from any cause whatsoever except when such loss, 
destruction, deterioration or damage, ariso from the 
mia-conduct of the said Companies' servants;.., 
provided that in the following casas;- 

(a) Non-delivery of the whole consignment 
or .of the whole of one or more packages, 
forming part of a consignment properly packed 
and Yuliy .addressed; unless such non- . 
delivery is duo to accident, unforeseen 
events or to fire. 










r 


(b) Pilferng- frcn ppcknrcs of merchandise 
properly packed or protected otherwise 
then by paper or cth.-r packing readily 
r.‘movable by bond provided tho pilfer¬ 
age is p'int;d out and roc- rdod on 
dollv. r;;. 

The Joint St. or r Conr.ani.-s shell be 
required tc lod evidence to sh.w how the consign 
runt was doe It with throughout th. tin. it 'nc in 
its possession or control, but if no circurov nc.. 
from which misconduct can fairly be inferred or. 
disclosed frcn th . inability of th~ Corrspeni s to 
account for the non-deliv :ry or pilf.rng: t'n. 
burden of further proof shall li : upon the 
consigner. 

This ei/re r;. nt shall b.. door..ad to be 
rude separat.ly with nil administrations or 
transpsrt ? * nits or other p rsens who shell be 
carriers for -ny portion o f th . transit at sp - 
cial r due ad ■ r own r’s risk rote. 

WITRESS 


(Signature). 

Sender.. 

(Residence). 

_ .(Father's nor: 

Rnnk£ 

c r (Cost.. :,rj . 

WITNESS 

(Simnatur )...... 


(Residence). 



Tc bo filled in by Goods Clerk.. 

Description of packing... 

............Geeds Clvrk. 
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rivers steam navigation company limited. 

(Incorporated in England) 

INDIA GENERAL NAVIGATION AND RAILWAY COMPANY LIMITED. 
(Incorporated in England) 

SPECIAL CONTRACT NOTE FORM -- Z . 

( For use on all river routes ). 


(To be used as an alternative to Special Contract 
Form B when a sender desires to enter into a general 
agreement instead of executing a Separate Contract 
Note for each consignment) . 

...Station. 

.195 

Whereas all consignments of goods for which the 
R.S ,N .Co..,Ltd., and I.G.N. & Railway Co., Ltd., quote 
both Owner's Risk or sp.cial reduced rates and 
Companies' risk or ordinary rates are (unless I/we 
shall have entered into a special contract in relation 
to any particular consignment): despatched by me/us 
at my/our own risk, and ar ; charged for by the said 
Companies at special redue d or Owner's risk rate 
ins tea- of at ordinary tariff or Company's Risk rates, 
I/wc th: undersigned in consideration of such 
consignments being charg d for at the sp.cial r ducod 
or Own.r's Risk rat-s do hereby agree and undertake 
to hold the said R.S.N. Co., Ltd., and I.G.N. & 

Railway Co., Ltd., and also th^ir transport agents 
or carriers harml-ss and free from all responsibility 
for any loss, destruction or deterioration of, or damage 
to all or any of such consignments from any cause 
whatisoovor except when such loss, destruction, 
deterioration or damage arise from the misconduct of 
the said Compani-s or their servants provided that 
in the following cases 

(a) Non-delivery of the whole consignment or 
of th whole of one or more packages form¬ 
ing part of a consignment properly packed 
and fully addressed? unless such non¬ 
delivery is du to accidents, unforeseen 
events or to fire. 
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(b) Pilferage- from packages of m.rchandisc 
properly packed cr protected othc-r- 
. wise than by paper or other packing 
rowdily removable by hand provided 
th.: pilferage is point.d out and 
recorded on delivery. 

The Joint Steamer Companies shall he¬ 
re quir.d to load evidence to show how the 
consignment was dealt with throughout the time 
it was in its poss.ssion or control, but if no 
circumstances from which misconduct can fairly 
bo inferred are disclosed from the inability 
of the Compani.s to account for the non-delivery 
or pilferage the burden of furth r proof shall 
lie upon the consignor. 

This agreement shall be deemed to b: . 
made separately with all administrations or 



WITNESS 


(Signature) 


(Profession) 


(Residence) 


(R esidonee) 


To bo filled in by Goods Clerk. 
Description of Pocking. 


Goods Clark 














RIVERS STEAM NAV3 

INDIA GENERAL NAVIGAT.* 
(Income^ t 


COMPANY, LIMITED 

ILWAY COMPANY, LIMITED 
England) 


Notice oi' 


1 of Goods 

Parcels 


B/L 5 

Invoice jj Prom Si 
P.W.B l 


i $ Name of Plat 

i Mark jj or 

; S Steamer. 



j| POST C..RD 


STAMP. 


Dear Sirs, 

Please arrar 
remove such Goods/Pi■ 
shown on the revem . 
Goods/Parcels lie it 
risk subject to ch 
conditions on the r. 


1DDRESS ONLY 


the documents. 


Yours i 


Date 


St at io 
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R A I L W A Y. 


CERTIFICATE OF DAMAGES AND SHORTAGES, 


No. 

Dates 

Consignment of: 

Booked from: To: 

Invoice or R.R.No. Date: 

Sender: 

Consignee: 

Risk Notes executed by sender: 

Remarks on R.R. by forwarding station: 

Condition of packages at the time of survey: 

Extent of damages/shortages: 

Weight of goods bag/bale etc. 

I agree to the above without prejudice: 


Consignee: 


Station Master/Goods Clerk/ 

Inspector of Claims _ 

Commercial Inspector 


for 


Railway 





appendix 3; 


STATEMENT SHOWING TRAFFIC FROM CACHxiR (INDIA) TO CiiLCUTTA. 


(TEa ,iND OTHER TRAFFIC). 



8 8 8 8 8 j 

8 8 8 8 8 8 

Jany. 8 42,7968 20,9348 63,7308 51,1715 11,2968 62,467 

8 8 8 8 8 8 

Fob. 8 15,3458 24,875j 40,7205 39,8538 22,1640 62,022 

8 8 8 8 8 8 

March 5 15,6798 34,9095 50,5888 9,0098 29,2858 38,294 

8 8 8 8 3 8 

April 0 7,3548 29,0118 36,3655 6,4665 28,0410 34,507 

8 8 8 8 8 

May 8 18,1005 24,821 5 42,921 8 22,9928 14,6825 37,674 

8 8 8 8 8 

June 6 56,9368 42,3675 99,3038 64,9025 24,350 89,252 

8 8 8 5 8 

July 0 62,1498 22,4638 84,6128 66,9978 33,5301,00,527 

0 8 8 5 5 

August 8 56,1068 27,7098 83,8155 80,1668 19,027 99,193 

8 8 8 8 8 

Sept. 8 94,5058 31 ,04881 ,25,553$ 85,1928 22,125 1 ,07,317 

8 8 fjjifc 5 8 

Oct. 8 86,91 98 36,51601 ,23,4358 — 8 

5 8 5 8 8 

Nov. 8 56,3838 18,4185 74,8018 — 8 

8 3 8 3 8 

Dec. 0 58,7886 15,6650 74,453* - 5 

Total; jj5 4 7l A 56o|5 A 28 A 736|§ A pO A 296|4 A 26 4 753|2 A 04 <i 500 6 A 31 A 253_ 
I 63, 5% ! 36.5^ ! jj 67.6^ | 32.4^ | 
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RIVERS STEAM NAVIGATION COMPANY, LIMITED 
(Incorporated in England) 

INDIA GENERAL NAVIGATION & RAIL W AY COMPANY.LIMITED 
(Incorporated in England) 


Calcutta, 11th September, 1954. 


The Superintendent, 
Jugge rnat hgha t, 
CALCUTTA. 


The Superintendent, 
Armenian Steamer Chat, 
CALCUTTA. 


The Superintendent, 
Nimt oil ah Chat, 
CALCUTTA . 


The Deputy Superintendent, 
"C" Shed, 

O . UJ v v/ L X ♦ k • 


The Officer-in-Charge, 
Kulpi Ghat, 

CALCUTTA. 


Dear Sirs, 

P RIORITY OF ACC 3 PT.ii-i'UE Of TRAFFIC. 


While in the present transport emergency 
caused through the breaching of the Railway Line to 
Assam it is not immediately necessary to introduce 
quotas or priorities as a strict over-all measure, 
(and it is to be hoped in this connection that the 
special steps now being taken to improve the turn- 
round of block will provide the extra space to allow 
uc to continue to accept traffic freely), there may 
be occasions when due to various reasons, adequate 
space may temporarily be difficult. 

It is necessary, therefore, to lay dov/n for 
such occasions a system of priorities as a guide. 


The following will be the order of priori- 

ties:- 

GROUP 1. 


(i) Government Sponsored Foodstuffs. 

(ii) Government Sponsored Cloth ana Textiles. 

(iii) Government Sponsored Telegraphic or 

other similar equipment/materials 
associated with Flood Relief or other 
emergencies. 

(iv) Industrial coal. 

(v) Own Materials and Coal. 

(vi) Medicines and Medical Stores. 

(vii) Military Traffic. 




GROUP 2 
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(i) 

Flour -ana Wheat 

Products. 

(ii) 

Piece Goods.’. 


(iii) 

Salt. 


(iv) 

Grain and Pulses. 

(v) 

Sugar and Sugar Candy. 

(vi) 

Vegetable Oils. 


(vii) 

Tea Garden Stores and Tea Chest 
Fittings. 

(viii) 

A.R. & T. Co., and A.O.C. Stores. 

(ix) 

Petroleum Products. 

(x) 

Tpo 


(xi) 

Jute. 


GROUP 3. 

(i) 

Cement. 


(ii) 

Iron and Steel. 


(iii) 

Soap, Soda and Chemical Products. 

(iv) 

Oilman Stores. 


(v) 

Catt_e Food. 


(vi) 

Plan'-: and Stores 
etc. 

; for Mills, Fact or ie 

GROUP 4. 

(i) 

Fertilisers. 


(ii) 

Bamboo Products 

and Forest Produce. 

(iii) 

Stationery and Paper. 

(iv) 

Gunnies. 


(v) 

Household Effects. 

(vi) 

Timber. 


(vii) 

Oil Seeds. 


GROUP 5. 


Non-priority traffic. 

Yours faithfully, 

Sd/- A. A. EVERINGHAK, 
Superintendent, 

Joint Commercial Department* 





Copy • tot 


All Agents in India. 

All Sub-Agents in India. 

Superintendent, Joint Claims Department. 

Superintendent, Joint Commercial Department, 
Narayanganj. 





STORAGE CAPACITY OP JOINT STEAMER COMPANIES ’ GODOWNS 



Maunds. 


1. C ALCUTTA : 

Jagannnth Chat 85,000 * 
'C* Shed, K.G.D. 55,000 * 
Kulpi Ghat 16,000 * 
A.S.Ghat. 55,000 * 
Nimtollah Ghat 18,000 * 


Tea Transit Sheds 
*3* K.G.D. 

2. ASSAM: 

Pandu 

Gauhati B. Ghat 

Panshi Bazar 
Tezpur Ghat 
Silghat 

Ncaraati Str. Ghat. 

Suban s ir iraukh 
Shilikaguri 
Bordutt ighat 
Dhansiriraukh 
Dhubri Str. Ghat 

Dibrugarh Ghat 

Desangmukh 

Rajabarighat 

Khowang Ghat 

G> Chests 


1,26,000 @ * 

25,000 @ * 


34,000 

) T 

££.000 

) 

40,000 

) % 

10,000 

5 

4,000 

* 

19,000 

T 

17,000 

1° 

10,000 

) 

23,000 

) * 

4,400 

% 

2,500 

T> 

6,000 

To 

12,000 

To 

1,000 

) 

19,000 

) To 

15,000 

) 

17,000 

) To 

20,000 

To 

4,000 

) To 

1,500 

) * 

4,000 

* 

Ashore 

To Afloat 
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(Continued from pre-page) 


Name of Ghat. 


F Sto rage jj Type of Storage 

} Capacity Accommodation. 

Plaunds. 


3, CACHAR: 


Silchar Ghat 

12,000 ) 

3,000 ) 

* 

1o 

Masimpur Ghat 

.4,000 

* 

Sealtick 

2,500 

* 

Badarpur Str. Ghat 

3,000 

* . 

Karimganj Ghat 

16,000 ) 

5,500 ) 

* 

?0 

Karimganj Rly.Siding 

6,500 

fo 

GANGES: 



Patna Str. Ghat 

4,500 ) 

9,300 ) 

* 

i° 

Digha Ghat 

4,500 

1° 

Paleza Str. Ghat. 

8,200 

% 

Buxar Ghat 

5,000 

* 

Burhaj Str. Ghat 

3,500 

* 

Beerpur 

1,500 

•Jfr 


Mokameh Str. Ghat 

5,000 

* 

Monghyr Str. Ghat 

5,000 

* 

Bhagalpur Str. Ghat 

12,000 

* 

Manihari Str. Ghat 

14,000 

1° 

Rajmahal Ghat 

5,000 

1° 

Lalgola Str. Ghat 

5,000 

fo 

* Ashore. 

fo Afloat. 
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(G U 3 T 0 M J3_B. _0. J1JP.) 

(To be written on' Stamp Paper of Value oi Re. 0-1 
per Rs. 100/- on the value of goods. Maximum Sta 
Value Rs.10/-, Minimum Stamp Value Re.l/-) 


To 


The Collector of Land Customs., 
C_A_L_C_U„T 


Sir, 


In consideration of your granting permie 
to transport the under-mentioned goods by Steam., c 
in transit through Pakistan territory to places 
Union of India. I/V/o Mr./Messrs. 


surety hereby guarantee to produce and deliver v. 
two months from the date of despatch, certific.at 
the consignee of the due reception of the goods 
them. Wo further undertake hot to divert any g- 
destined for the Union of India enroute. In th. 
of any short delivery at the destination in th<.. 
of India as compared with the- consignments dosrv 

I/Wo... 

surety undertake to pay duty and/or cess if any 
such penalty as may be adjudicated by the Custo 
Collector under the Land Customs Act, after giv' 
opportunity to the Exporter to explain the c.iu. 
the short delivery. . ' 


Signature of witness (l) Signature of Co; 

Name and adure so:....... Name... 

... address.. 


Signature of witness (2) Signature of Su 

Name and address.. Names ) Bank 

) for !. 

.... jiddresos ) of g> 


Name and Description of Signature to !• iod 

the goods, quantity and by Bar. . 

value. 
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(To bo written on Stamp Paper of Value of Ro.l/-) 


To 


The Collector of Land Customs, 
C ill C U T a ii» 


Sir, 


In consideration of your granting 
•permission for the financial year 1954-55 to trans¬ 
port gooes by Steamer/Rail in Transit through 
Pakistan territory to places in the Union of India, 

we.of. 

. surety, hereby guarantee 

to produce and deliver within tv/c months from the 
date of despatch, certificates from the consignees 
of the due reception of the goods by them. Wo 
further undertake not to divert any goods destined 
for the Union of India enroute. In the event of 
any short delivery at the destination in the Union 
of India as compared with the consignments despatch¬ 
ed. 


Wo. 

surety undertake to pay duty and/or cess if any and 
such penalty as may bo adjudicated by the Customs 
Collector under the Land Customs net, after giving 
an opportunity to the Exporter to explain'the cause 
of the sho 2 "t delivery. 


Wo further agree to execute fresh 
Guarantee 1 , if necessary after finalisation of the 
procedure relating to the execution of General 
Guarantees which is under consideration. ■ 


Signature of witness (l) 
Name and Address.. 


Signature of witness (2) 
Name and Address... 


Signature of Consignor. 

Name.. 

Audre ss................ 


Signature of Surety. 

Name................ 

Add re-os. 




















APPENDIX 56. 


EASTERN/NORTH EASTERN RAILWAY 
CUSTOMS DECLARATION FORM. 


I/VJe hereby declare that the description 
and .the value of the goods stated in Annexure ’A' here¬ 
to as well as the description in the relative 
fort/arding note are true to the best of my/our knowledge 
and belief. 

In case: 

(a) the packages in which they are contained or 
any of them differ from the description 
given in Annexure ’A* hereto or the relative 
forwarding note; or 

(b) the contents thereof have been wrongly 
described in Annexure *A* hereto or the 
relative forwarding note as regards the 
denominations, characters or conditions 
according to which such goods are charge¬ 
able with duty, or are being imported or 
exported; or 

(c) the contents of such packages or any of 
.them have been mis-stated in regard to sort, 

quality, quantity or value; or 

(d) goods not’stated in Annexure 'A' hereto or 
the relative forwarding note have been 
concealed in, or mixed with the articles 
specified therein, or have apparently been 
packed so.as to deceive the officers of the 
Customs, 

and such circumstances or any of them is 
not accounted for to the satisfaction of 
the Collector of Customs, 

or, in case the said goods or any part 
thereof, being subject to export duty, or 
coming under Trade Control Restrictions 
have been lost while in transit over 
Pakistan territory. 

I/We agree to pay on demand to the President 
of India the amount of duty, if any, and also such 
amount of penalty which may be equal to the value of 
the goods, as may be adjudged or imposed by any compe¬ 
tent officer of the Government of India on me/us under 
the Land Customs Act, 1924 and/or Sea Customs Act, 

1878 and/or Import/Export (Control) Act, 1947 and/or 
Foreign Exchange Regulation Act, 1947. 
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ANNEXURB 'A* 


1. Marks on and description of 

packages. 

2. Description of goods....... 

3. Weight, quantity or number. 

4. Real value of goods. 


I/We hereby declare the above particulars 
to be true. 


1• Witness— 

Occupation 
..d dress... 


2. Witness— 

Occupation 
Address... 


Signature of 
Consignor or his 
authorised agent. 

Occupation....... 

address. 


Date.195 


—: o: o: 0: o: oi — 
—: o:0:o: — 

—: 0 : — 

: os 

• • 
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Eastern/North Eastern Railway* 


IN-TRANSIT MANIFEST. 


(i) 

Invoice No. (and date) 

• • 

(ii) 

Station from .. 

• • 

(iii) 

Station to • • 

• • 

(iv) 

Name of consignor .. 

• • 

(v) 

Name of consignee .. 

• • 

(vi) 

Number of packages.. 

• • 

(vii) 

Description of contents 

• • 

(viii) 

Weight .. •• 

• • 

(ix) 

Wagon No. . .. 

• • 

(x) 

Value •• •. 

• • 
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INDIA GENERAL NAVIGATION & RAILWAY COJ v jIMITBD 
(Incorporated in England, 

RIVERS STE..M NAVIGATION COMPANY, . ED 
(Incorporated in England.) 


IDENT IP I CAT ION MEMO. 


Date. ... 195 . 


Registered on account of. ■ • - . 


Forwarding Note No. 


For... .... Station 


erintendent. 


Ghat. 


THIS TO BE EXCHANGED 


;EI?T 















APPENDIX 39. 


NUMBER OP PASSENGERS CARRIED. 


MONTH. 


Gauhati-Tezpur-Neamati 
Express._ 


1 952 


1955 


T 


195 4 


Dhubri-Kholabanda. 


1952 


1 953 *1 9 5 4 


January j 

Februaryj 

March ) 

April 

May 

June 

July 

August 

September 

October 

November 

December 


10,144512,877 3 


Details 

not 

given 


11,599 

8,706 

8,204 

8,403 

13,812 

8,818 

6,894 


13,206 

13,988 

14,924} 

9,938 

10,944} 

11,272 

9,733 

11,804 

15,040 

10,736 


(a) I 


I 

• » 


879(b) 
2,008(b) 
1,845(b) 


8,150 
9,897 
7,659(d) 


2,724 

(a) 


9,491_ . 


9,250(e)! 

i 

10,228 ' 

i 

9,694 
10,455 
12,650 
13,277 
7,173(c)|10,084 
17,684 0 3,259 

======== 4 ===- 


• • 


(a) Service closed from 1.2.1954. 

(b) Service temporarily resumed during the 
floods, from July 22nd to September 
between Tezpur^Neamati only. 

(c) Service opened on 1.11.1952. 

(d) Service closed on 14.3*1953. 

(o) Service resumed on 1.5*1953* 














APPENDIX 40(A) 


MEMORANDUM OP AGREEMENT made this 12th 
day of November, one thousand nine hundred and 
fifty-three BETWEEN THE GOVERNOR OP THE STATE OP 
WEST BENGAL, hereinafter referred to as the 
"GOVERNOR" (which expression shall, unless 
excluded by or repugnant to the context, include 
his successor in office and assigns) of the one 
part AND INDIA GENERAL NAVIGATION AND RAILWAY 
COMPANY LIMITED AND RIVERS STEAM NAVIGATION 
COMPANY LIMITED both limited liability Companies 
incorporated in England and carrying on business 
in India respectively through their Managing 
Agents, Messrs. Kilburn & Co., Ltd., and Agents, 
Messrs. Macneill & Barry Ltd., having their 
principal offices in India at 4, Pairlie Place and 
2, Pairlie Place, Calcutta, respectively (herein¬ 
after referred to as the parties of the Second 
part) of the Other Part WITNESSETH AND IT IS 
HEREBY AGREED as follows;- 

4 

1, The Governor hereby appoints the parties 
of the Second part to carry on the entire 
conservancy of Sunderbans Steamer Route as con¬ 
tained in the Schedule hereunder commencing from 
the 1st day of April, 1953 to the 31st day of 
March, 1954. 

2, The entire conservancy shall mean and 
include the following;- 

(i) Up-keep of marks and buoys. 

(ii) Supervision charges. 

(iii) Detention of vessels. 

(iv) Cost of hire of launch and 

house boat. 

\ . 


-2 


3* In consideration of the services to he 
rendered by the parties hereto of the Second 
Part, the Government of West Bengal (herein¬ 
after for the sake of brevity referred to 
as the 'Government') shall pay to the parties 
hereto of the Second Part a lump sum of Rs«9,500/- 
(Rupees Mine thousand and Five hundred). 

4. The Government shall, in addition to 
the amount mentioned in the preceding clause, 
pay to the parties hereto of the Second Part 
a sum of Us.50/- for buoying and marking 
each wreck provided however that the parties 
hereto of the Second Part shall always keep 
ready with, them buoys to the extent of a 
maximum of three at a time to mark the site 
of any wrecks that may occur. The buoys 
used for marking a wreck shall remain at the 
site until such time as the wreck is removed. 

5. In the event of any breach of any of 
the terms and conditions herein contained 
the parties hereto of the Second Part shall 
be liable to pay such damage as may be fixed 
by Governrrent. 

6. In case of any dispute and difference 
arising between the parties out of and in 
anywise relating to this Agreement or the 
construction or interpretation of the terms 
and conditions hereof the same shall bo 
referred to the decision of an Arbitrator 
if the parties can agree upon one or other¬ 
wise to the decisions of two .Arbitrators, 

one to be nominated by each party with an Umpire 
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in accordance with the provisions of the 
Arbitration Act, 1940 and the decision of such 
Arbitrator or Arbitrators or Umpire shall be 
filial and binding, 

SCHEDULE above referred to: 

Sundcrbans Steamer Route commences from 
the Bartala river or Channel Creek, Doagra, 
Hetolya-Doanya, Soubtarmukhi river, Baracharanadi, 
Calchera, Nakchera, Pakchera, Jaraira river or 
Thakurpal on prddle Creek, Sirfulla, Kaikalmari 
Tatali or Matla river, 3idya river or Mutwall, 
Johnston's Khal, Guasbai river, Tera Banks, 
Haribhanga river. Alternative rivers are:- 

Habilla Creek instead of Barachara, 

Nettee Dhopani instead of Johnston's Khal, 

Punchard Creek instead cf Katali. 

All the rivers mentioned in the Schedule 
flow through P.S,Canning, Sub-Registry Matla; 
P.S.Saugor, Kakdwip and Sandeshkhali, Sub- 
Registry Kakdwip; P, S. Mathura pur, Sub-Registry 
Mathurapur and P.S.Jaynagar, Sub-Registry 
Jaynagar, all in the Distrct of 24 Parganas. 

IN WITNESS WHEREOF these presente have 
been executed the day month and year first 
above written. 


Signed, sealed and delivered by - 
for and on behalf of the Governor 
of the State of West Bengal, by 
Executive Engineer, Canals Division 
under the Department of Irrigation 
and Waterways, Government of West 
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Bengal in the presonoe of: 


Sd/- 

Bxocutivo Engineer, 
Canals Division. 


Sd/- 

Divisional Accountant, 
Canals Division. 


India General Navigation 
and Railway Co.,Ltd. 

By their authorised 
Managing Agents, 

NILBURN fr CO.,LTD. 

Sd.'- 

Managing Director. 


Sd/- 

W it ness. 

For and on behalf of 
The 

ft earn Navigation 
Company Ltd. 

MACNEILL & BARRY LTD. 

Sd/- 

M anage r. 

Agents, 

Sd/- 
W it ness. 


—: o: o: 0: o? o ■ 
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AN AGREEMENT MADE -THE day of 

one thousand nine hundred and fifty-two BETWEEN 
the India General Navigation and Railway Company 
Limited, a Joint Stock Company incorporated under 
the English Companies Act, and having its 
Registered Office at Orient House, New Broad 
Street, London E.C.2, and ite*iprincipal Office 
at No.4, Fiarlie Place 'in the City of Calcutta, 
and the Rivers Steam Navigation Company Limited, 
incorporated under the English Companies Act, 
and having its Registered Office at 117-118 
Leadenhall Street in the City of London, E.C.3’ 
and its principal office at No.2, Fairlie Place 
in the City of Calcutta hereinafter called the 
First Party of the One Part, and the Governor of 
Bihar hereinafter called the Second Party of the 
Other Part. 

WHEREAS in.the interest of trade in 
the State of Bihar it is necessary that there 
should be regular channel for the navigation 
of all vessels between Digha and Buxar through 
the river Ganges throughout the year, and 
whereas the water level in the said river Ganges 
goes down from October to May every year owing 
to which the navigation of vessels in the said 
river becomes difficult and dangerous; and 
whereas it is by means of bandalling work only 
that the water can be kept in one deep channel 
in the said river so as to enable navigation 
to be carried on properly within the said 
months, and whereas the Second Party has 
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authorisod tnc First Party to exacute the 
said bandalling work in which thu First 
Party is greatly interested, and has also 
agreed to contribute the sum of Rs.6,500/- 
(Rupees Six thousand five hundred only) 
towards the cost of the said work to be 
executed by the First Party and the First 
Party has agreed to execute the said work. 

NOW IT IS HE EE BY MUTUALLY AGREED ..NT) 

DECLARED AS FOLLOWS: that is to say:- 

1. The First Party undertakes the 
conservation of the said river Ganges from 
Digha to Buxn.r under the general supervi¬ 
sion of the Executive Engineer, Arrah 
Division. 

2. The Second Party will pay to the 
First Party towards the cost of thb execu¬ 
tion of the said work a sum of Rs.6,500/- 
only in the following two instalments, 
namely:- 

Rs.3>500/- (Rupees three thousand and 
five hundred) in January. 

Rs.3»000/- (Rupees throe thousand) in 
May. 

3. The sum to bo paid as aforesaid 
will not bo liable to any deduction for the 
Irrigation Department establishment and 
supervision charges. 

4. This agreement will remain in 
force for a period of one year commencing 
from 1st July 1953 and unding with 30th June, 
1954. 
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5« The materials available at the beginning 
of this contract from the last year's conservancy 
operations will be taken over by the First Party, 
free of charge, for use in the aforesaid year's 
operations. On the expiry of the said contract 
the First Party will make over to the Second 
Party free of cost half of the said materials 
available on the date on which this Agreement 
expires provided the contract is not extended. 

6. That the said conservancy operations 
during the aforesaid period will be entirely 
under the direction of the First Party who will 
remain in charge thereof subject as aforesaid 

s v 

to tho general supervision of the Executive 

i 

Engineer, Arrah Division. 

7. Tho First Party will be fully liable 
and responsible for the conservation of the said 
channel on the terms herein stipulated for the 
full period of the contract, that is to say for 
the working season (viz.,October to June) 
included in this contract for tho said amount 

of Rs.6,500/- which the Second Party will pay 
to the First Party in the manner aforesaid. 

8. That if tho Government of Bihar are at 
any time of opinion that any bandalling work 
already executed or in course of execution or 
proposed to bo executed by tho First Party in 
pursuance of the terms herein contained is 
causing or is likely to cause damage to any 
property on or about either bank of the river 
or is or is likely to be otherwise injurious 
to Public interest the said Government may by 
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a notice in writing under the hand of the 
Secretary ~o Government in Irrigation 
Department pass an order prohibiting the 
First Party from executing or further pro¬ 
ceeding wish the execution of the said work 
in any par - ; of the river or directing the 
First Party to modify or- execute the said 
work in such manner and subject to such 
conditions and restrictions as to the said 
Government, may appear fit and proper and 
the First Party shall be bound to faithfully 
and truly oarry out all such orders of the 
said Government within such time as the said 
Government may fix for the purpose. Should 
the First Party for any reason whatsoever 
fail to carry out any order passed by the 
said Government in exercise of the power 
reserved to them under this Clause the 
Second Party shall be entitled to stop pay¬ 
ment of thu unpaid balance of the above 
mentioned contribution for the year in which 
such order is passed, and the First Party 
shall not bo entitled to claim any compensa¬ 
tion on any ground whatsoever. Whether the 
First Party has or has not faithfully and 
truly carried out any of the aforesaid 
orders shall be judged by the said Government 
whose decision on the point shall be final 
and binding upon the First Party and shall 
not bo liable to be questioned in any Court 
of Law. 


IF WITNESS HEREOF THE PARTIES HERETO 
have set their hands the day and year first 



above written 


India General • 

Comp-1--!,', ;• = 

By their author!; - 

KILJiUii 'l ■ 


Witness/. 


MANAGiifC 


iy 

its, 


Per ana -x. 

The Rivero St. ;.am ' 1 1 -’-hy 

!j i.ia.l.! . 

MACGEILL <•■■■• 


Witness. 



Witness. 


SECii.lv; 

Irrigation • 
Acting ir. t-r. ;o 

on behali oi' i ; ;- 


.1 

oar. 







APPENDIX 40(C). 


AN AGREEMENT MADE THE day of 

one thousand nine hundred and fifty-two BETWEEN 
the India General Navigation and Railway Company 
Limited, a Joint Stock Company incorporated 
under the English Companies Act, and having its 
Registered Office at Orient House, New Broad 
Street, London, B.C.2, and its principal Office 
at No.4, Pairlie Place, in the City of Calcutta, 
and the Rivers Steam Navigation Company Limited, 
incorporated under the English Companies Act, 
and having its Registered Office at 117-118, 
Leadenhall Street in the City of London, E.C.3 
and its principal Office at No. 2, Pairlie Place, 
in the City of Calcutta hereinafter called the 
First Party of the One Part, and the Governor of 
Bihar hereinafter called the Second Party of the 
Other Part. 

WHEREAS IN THE INTEREST OP trade in the 
State of Bihar it is necessary that there should 
be regular channel for the navigation of all 
vessels between Digha and Rajmahal through the 
river Ganges throughout the year, and whereas 
the water level in the said river Ganges goes 
down from October to May every year, owing to 
which the navigation of vessels in the said 
river becomes difficult and dangerous; and 
whereas it is by means of bandalling work only 
that the water can be kept in one doup channel 
in the said river so as to enable navigation to 
be carried on properly within the said months 
and whereas the Second Party has authorised the 
First Party to execute the said bandalling work 



in which the First Party is greatly interest¬ 
ed and has also agreed to contribute the sum 
of Rs.40,000/- (Rupees forty thousand only) 
towards the cost of the said work to bo 
executed by the First Party and the First 
Party has agreed to execute the said work; 

NOW IT IS HEREBY MUTUALLY AGREED AND DECLARED 
AS FOLLOWS: that is to say:- 

1, The First Party undertakes the 
conservation of the said river Ganges from 
Digha to Rajmahal under the general supervi¬ 
sion of the Executive Engineer, Arrah Division. 

2. The Second Party will pay to the 
^'irst Parxy towards the cost of execution of 
the said work a sum of Rs.40,000/- only, in 
the following three instalments, namely:- 

Rs.12,000/- (Rupees twelve thousand) 
in November. 

Rs.12,000/- (Rupees twelve thousand) 
in January. 

Rs.16,000/- (Rupees sixteen thousand) 
in May. 

3« The sum to be paid as aforesaid will 
not be liable to any deduction for the 
Irrigation Department establishment and super¬ 
vision charges. 

4. This agreement will remain in force 
for a period of one year commencing from 1st 
July 1953 and ending with 30th June, 1954. 

5. The materials available at the 
beginning of this contract from last year*s 
conservancy operations will be taken over by 
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the First Party free of charge, for use in the 
aforesaid year’s operations. On the expiry of 
the said contract the First Party will make over 
to the Second Party free of 'cost half of the 

said materials available on the date on which 

* 

this Agreement expires provided the contract is 
not extended. 

6. That the said conservancy operations 
during the aforesaid period will be entirely 
under the direction of the First Party who will 
remain in charge thereof subject, as aforesaid 
to the general supervision of the Executive 
Engineer, Arrah Division. 

7. The First Party will be fully liable and 
responsible for the conservation of the said 
channel on the terms herein stipulated for the 
full period of the contract that is to say for 
the working season (viz., October to June) 
included in this contract fo-r the said amount 

of Rs.40,000/- which the Second Party will pay 
to the First Party in the manner aforesaid. 

8. That if the Government of Bihar are at 
any time of opinion that any bandalling work 
already executed or in the course of execution 
or proposed to be executed by the First Party 
in pursuance of the terms herein contained is 
causing or is lik'ely to cause, damage to any 
property on or about either bank of the river 
or is or is likely to be otherwise injurious 
to public interest the said Government may by 
a notice in writing under the hand of the 
Secretary to Government in Irrigation Department 
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pass an order prohibiting the First Party 
from executing or further proceeding with 
the execution of the said work in any part 
of the river or directing the First Party 
to modify or execute the said work in such 
manner and subject to such conditions and 
restrictions as to the said Government may 
appear fit and proper and the First Party 
shall be bound to faithfully and truly 
carry out all such orders of the said 
Government within such time as the said 
Government may fix for the purpose. Should 
the First Party for any reason whatsoever 
fail to carry out any order passed by the 
said Government in exercise of the power 
reserved to them under this Clause the 
Second Party shall be entitled to stop pay¬ 
ment of the. unpaid balance of the above- 
mentioned contribution for the year in which 
such order is passed and the First Party 
shall not be entitled to claim any compensa¬ 
tion on any ground whatsoever. Whether 
the First Party has or has not faithfully 
and truly carried out any of the aforesaid 
orders shall be judged by the said Govern¬ 
ment whose decision on the point shall bo 
final and binding upon the First Party and 
shall not be liable to be questioned in 
any Court of Law. 


IN WITNESS HEREOF THE PARTIES 


HAVE SET THEIR HANDS THE DAY AND YEAR first 



above written. 


Witness. 


Witness. 


Witness. 
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India General Navigation & Railway 
Company Limited. 

By their authorised Managing /gents, 
KUBURN & CO.,LTD. 


MANAGING DIRECTOR. 


For and on behalf of 
The Rivers Steam Navigation Company 
Limited. 

MACNEILL & B^RRY LTD. 


DIRECTOR, 

AGENTS. 


SECRETARY, 

Irrigation Department, 

Acting in the premises for and 
on behalf of the Governor of Bihar. 


—: o: at 0;o:o; 
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Memorandum of Agreement made this 
fifteenth day of February, One thousand Nine 
hundred and Fifty-five, between the Governor of 
the State of West Bengal, hereinafter referred to 
as the "Governor" (which expression shall unless 
excluded by or repugnant to the context include 
his successor in office and assigns) of the One 
Part and India General Navigation and Railway 
Company Limited and Rivers Steam Navigation 
Company Limited both limited liability Companies 
incorporated in England and carrying on business 
in India respectively through their Managing 
Agents, Messrs. Kilburn & Co.,Ltd., and Agents, 
Messrs.Maoneill & Barry Ltd., having their 
principal offices in India at 4, Fairlie Place, 
and 2, Fairlie Place, Calcutta, respectively 
hereinafter referred to as the "Companies" 

(which expression shall unless excluded by or 
repugnant to the context be deemed their 
respective successor or successors or assigns) 
of the Other Part. 

Whereas by the Canals Act V of 1864 
it was declared expedient to provide for the 
improvement of lines of navigation. 

And whereas by Notification No. 250 
dated the 17th November, 1902, the provisions 
of the said Act wore declared applicable to the 
River Ganges Northward from Dayarampur to where 
it crosses the boundary between the States of 
Bihar and West Bengal near Rajmahal for the 


navigation of Steamers and Boats. 
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And whereas the Companies have boon 
appointed end authorised by the Government 
of West Bengal (hereinafter referred to as 
the "Goverixment") under Section 3 of the 
said Act to carry out such bandalling, river 
training, dredging and other works or opera¬ 
tions as are necessary, for the conservancy 
of the main navigable channel of the said 
River Ganges Northward up stream from Daya- 
rarapur to where the river crosses the 
boundary between the States of Bihar and 
West Bengal near Rajmahal (hereinafter for 
the sake of brevity referred to as "between 
Rajmahal and Dayarampur"). 

^r.d whereas the water level in the 
said portion of the River Ganges gees down 
from October to May in each and every year 
thereby causing the navigation of vessels in 
the said portion of the river to become 
difficult and dangerous. 

And whereas it is by means of 
bandalling, river training, dredging and 
other works that the stretch of the river 
between Rajmahal and Dayarampur can be con¬ 
served and the waters thereof kept flowing 
in one deep channel so as to admit of 
navigation in the stretch of river being 
carried on properly and continuously through¬ 
out the year. 


And whereas the Companies have 
agreed with the Government to execute and 
carry out the necessary bandalling, river 
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training, dredging and other works or operations 
upon the terras and conditions and in manner 
hereinafter provided. 

Witnesseth and it is hereby mutually 
agreed and declared as follows:- 

1. This agreement shall notwithstanding 
the date hereof be deemed to have come into 
force on the 1st day of August, 1949 and shall 
expire on the 31st day of July, 1955 (which 
period is hereinafter referred to as the 1949-50, 
1950-51, 1951-52, 1952-53, 195.3-54 and 1954-55 
seasons) unless extended as hereinafter 
mentioned. 

2. During a period of six years commencing 
from the 1st day of August, 1949, the Companies 
will do and execute continuously and without 
any unnecessary interruption to navigation all 
bandalling, river training, dredging and other 
works or operations in the main channel of the 
said River Gang„s from Rajoahal to Dayarampur 
for the purpose of providing and maintaining in 
that portion of the bed of the said river as 
deep a channel as possible with a view to 
enable vessels with drafts upto four feet nine 
inches safely and at all times to navigate the 
said channel and such works and operations as 
aforesaid in the bed of the said river between 
Rajmahal and Dayarampur are to be carried out 
under the direction and control of the Companies 
subject to periodical supervision by Officers 

of the Department of Irrigation and Waterways 
of the Government. 
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3. Subject bo the provisions eontainou 
in Clause 5 hereof the Government shall on 
expiry of the periods of 1949-50, 1950-51, 
1951-52, 1952-53, 1953-54 and 1954-55 respec¬ 
tively of this Agreement pay to the Companies 
for the said works or operations a fixed sum 
of Rs.12,750/- each year without any deduc¬ 
tions therefrom in respect of the establish¬ 
ment and supervision charges of the said 
Irrigation ar.d Waterways Department of the 
Government whether the actual expenditure 
which may be incurred by the Companies in 
execution of such works or operations is 

less than or exceeds the said sura of Rs. 12,750/- 
per annum. 

4. The materials available from the 
previous season’s conservancy works or opera¬ 
tions having been taken over by the Companies 
free of charge, for use in the operation of 
1949-50, 1950-51, 1951-52, 1952-53, 1953-54, 
1954-55, the Companies immediately on the 
expiry of this Agreement shall make over to 
the Government free of all costs or charges 
whatsoever the materials available from 
1949-50, 1950-51, 1951-52, 1952-53, 1953-54, 
1954-55, seasons' works or operations 
provided alway3 that if this Agreement is 
extended for any further period the stipula¬ 
tion as to handing over of materials by the 
Companies shall be postponed till the end of 
such extended period. 

5. The Companies shall exercise duo and 
reasonable care in the execution of the 
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aforesaid works or operations and shall be fully 
responsible for carrying out the said conservancy 
of the channel upon the terms hereinafter 
stipulated through the periods of this Agreement 
and shall keep the Government and/or the 
Governor saved harmless and indemnified against 
all suits or proceedings, costs and damages 
that may be lawfully brought, made or claimed 
against the Government by any person by reason 
of any act or omission or negligence of the 
Companies in the execution of the said works or 
operations provided that notice of any such 
suits or proceedings, and of any claim pursuant 
thereto shall forthwith be given by the Govern¬ 
ment to the Companies and the Companies shall 
be entitled at its own costs and through its own 
legal advisers to defend any such suits or 
proceedings on behalf of the Government and appeal 
against any decree made therein, and no act shall 
be performed or admission made by the Government 
in relation to such claim, suits, or proceedings 
or appeal whereby the Companies may be pre¬ 
judiced in the defence thereof. Nothing in this 
clause shall be construed as amounting to any 
Waiver of the immunity available in law to the 
Government and/or the Governor. 

6. Nothing in this Agreement contained 
shall be so construed as to prevent the Companies 
from entering into Agreement with the Government 
of Bihar for the execution and carrying out 
through their conservancy Officer of similar 
operations in the said River Ganges between Digha 
and Rajmahal on behalf of the State of Bihar ? 
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7. The Companies shall immediately on 
the conclusion of each of the 1949-50, 1950-51, 
1951-52, 1952-53, 1953-54, 1954-55 seasons 
submit to the Government a report and state¬ 
ment of the said conservancy work during the 
periods aforesaid. 

In witness whereof these presents 
have been executed by or on behalf of the 
parties hereto the day, month and year first 
above written. 


Signed, Sealed and delivered by - 


For and on behalf of the 
Governor of the State of 
West Bengal, by Executive 
Engineer, Berhampore 
Irrigation Division under 
the Department of Irriga¬ 
tion and Waterways, 
Government of West Bengal 
in the prosonce of: 


The India General Navigation 
and Railway Co.,Ltd. 

By their authorised Managing 
Agents, 

KILBURN & CO.,LTD. 


Sd/-N. C.Bird, Sd/-M.Heald, 

Witness. Managing Director. 


For and on behalf of the 
Rivers Steam Navigation Co., 
Ltd. 

MACNEILL & BARRY Ltd. 


Sd/-H.E. Hedges, 
Witness. 


Sd/-J.B. Craig, 

Manager, 

Agents. 





and Sub-Registries thr ■ itich the River Gansa 
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RIVERS STEaM NAVIGATION COMPANY LIMITED 
(Incorporated in England) 

AgentsJ MACNEILL AND BARRY LTD. 

INDIA GENERAL NAVIGATION & RAILWAY COMPANY LIMITED 
(Incorporated in England) 

Managing Agents: KILBURN & CO., LTD, 


JOINT COMMERCIAL DEPARTMENT, 

2, Fairlie Place, 

JC/FG/288/281 5 Calcutta 1, 8th November,1954. 


Shri H. D. Mohindra, 
Secretary, 

Lokur Enquiry Committee, 
Ministry of Transport, 
Government of India, 

NEW DELHI. 


Dear Sir, 

RIVER CONSERVANCY IN INDIA. 


In response to your request, the following 
documents are enclosed herewith for information. 

(1 ) A statement giving complete details of 
expenditure incurred in India on River 
Conservancy, broken do a under the 
several heads. This statement also 
includes the amount of grants already 
received from the Provincial Governments. 

(2) Copies of Provincial Government Agree¬ 
ments under which grants for River 
Conservancy are allowed. In the case of 
the Assam Government, we have no agree¬ 
ment. 

(3) Copies of our representations to the 
Provincial Governments, together with 
certain demi-official correspondence 
which has passed on the subject of the 
Joint Steamer Companies receiving 
additional grants in line with their 
actual expenditure, 

(4) A note outlining River Conservancy. 


As you will note from the Agreements attached 
hereto, we act as Governments' Contractors for the 
work of river conservancy. It is our contention 
that our costs should, therefore, be met and that 
the existing grants should be enhanced to the 
following sums:- 
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Assam (including Cachar) Rs.2,00,000 

Upper Ganges (U.P.Govt.) Hs. 10,000 

Middle Ganges (Bihar Go vt.)Rs.1 ,50,000 

Sunderbans (West Bengal Ks. 15,000 
Government) 

It will be noted that the amounts 
mentioned above defray costs only for River 
Conservancy, and that we have omitted costs 
which fall under the heading of Pilotage. 

hs has been explained in the attached 
documents, the Joint Steamer Companies have 
for many decades maintained and improved the 
rivers on 'which they navigate, the advantages 
of which are available free of charge to other 
Inland Water Transport operators and the very 
many country boats which use the rivers for 
the carriage of passengers and cargo. 

We trust the information contained 
in the documents forwarded herewith will 
enable you to recommend to Government that 
our grants are increased to the amounts 
requested above. 


Yours 


MnCNEILL & BrtRRY LTD. 

3d/-J.B. Craig,. 
Manager 
rtGENTt 

RIVER ST End NnVIGa'TION 
CO. ,LTD. 


faithfully, 


KI LB URN & CO. LTD. 

3d/-il. Heald, 
Managing Director, 
Managing agents 

IN Din GENERAL NnV IGA- 
TION & RLY. ,C0. ,L?D. 
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INDIA GENERAL HaVIGaTION & RaILWaY COMPANY LIMITED 

HaNaGING aGENTS: XILBOHH & CO. .LTD. 

FaIRLIE HOUSE, 

Calcutta. 

Our Ref. LWD/379. 20th February 1948. 

Shiva Pujan Rai, Esq. , 

Sole Member of the Patna Labour Tribunal, 

CaLCUTT... 

Dear Sir, 

Transfer to vessels from Bihar to 
other provinces. 


We would draw your attention to your letter 
No. 55 of the 21st January 1943, addressed to our 
Jt, Agents, Digha which reads as follows 

"It has been reported to me that three 
steamers plying in Bihar have been sent by your 
Company outside the Province. T am unable to under¬ 
stand why this course has been adopted when the 
traffic is increasing. Curtailment of steamer 
service will affect the movement of goods inside the 
Province adversely and also bring about unemployment 
I would direct that those steamers may be called 
back and that none of them should be sent out of 
the Province without permission from the Tribunal." 

The meaning of the above communication 
from you is not altogether clear to us, but we inter 
pret it as being in the nature of a Rule calling 
upon the Joint Companies to show cause why an order 
of the sort which the Tribunal has been asked to 
make, presumably by the Union, should not be made. 

We would, therefore, rujuost you to fix 
a place and date for the hearing of the Rule, We 
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are advised that the order which the Tribunal 
has been asked to make would be beyond the 
jurisdiction of the Tribunal and the Jt.Coys, 
Lawyers will contend accordingly at the time 
of hearing. 

We shall be glad if you will arrange, 
if possible, for the hearing to be fixed for a 
Saturday, as it would be more convenient for 
the Jt. Coys.' Lawyers from Calcutta to attend 
on that day. 


Yours faithfully, 


Sd/-Mg.Agents, 

India General Navigation 
and Railway Company Ltd. 
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INDIA GENErUL NAVIGATION & RaILVJaX COMPANY LIMITE1 
(Incorporated in England) 

MANaGING AGENTS: KILBURN & CO.-,LTD. 
FAIRLIE HOUSE, 

Calcutta. 


D0/Freight/289(X) 
Dated 5th May, 1953. 


My dear Fateh Narayan Singh, 

Ganges Services . 


In pursuance of correspondence resting with 
your letter No. 7 of 2.1.1953 as you were present at 
the recent meeting of the Bihar Inland Water Trans¬ 
port Committee at Patna, you will be aware of the 
decisions which were arrived at which I summarise 
below: - 


(a) Additional Steamers will be placed on 
the main Ganga Service for duty to and 
from Patna. 

(b) The Feeder Service which has hitherto 
plied intermittently between Patna and 
Burhaj will be increased to a regular 
alternate day service. 

(c) The Feeder Service between Patna and 
Buxar will run as a regular bi-weekly 
service. 

(d) A direct Steamer Service from Patna 
to Cachar will be introduced which 
eliminates transhipment at Goalundo 
and will enable goods to bo delivered 
with a minimum of delay in Cachar. 

(e) Improved services will be arranged 
to and from Calcutta. 

(f) Freight rates have been adjusted to 
make the booking of goods by river 
attractive and passenger faros are 
to be reduced immediately over both 
the Feeder and Mainline Services. 

(g) Subject to river conditions permit¬ 
ting, Steamer Ghats will be located 
at sites most favourable to markets. 


These changes are being introduced as an 
experimental measure and, if they are found to be 



successful, those additional services will be 
maintained. 

I am quite sure that we can count on 
you to assist us to the utmost in securing as 
much traffic as possible. 

a copy of Mr. Mukerjea’s report on his 
survey of the Feeder Services was handed to 
you during discussions on 17.2.1953 and a copy 
was also sent to Government. 

. We have already given you statements 
on the implementation of previous agreements. 

This letter now disposes of all the 
points raised in your letter D.0.47 of 29.9.52 . 

The setting ur of the I.W.T.Advisory 
Committee by the Bihar Government, will, in 
our opinion, provide a forum for the discussion 
of many of the points that have previously 
been raised by you in direct correspondence, 
and I hope i/e can look forward to co-operation 
through this medium, 
i* 

With kind regards, 


Yours sincerely, 


Sd/- J.M,Sweet. 


Shri Fateh Narain Singh, M.L.C., 

General .Secretary, 

Steamer Mazdoor Union, 

Digha Ghat, 

Patna. 

Copy to Shri E.P.Sinha, 

Under Secretary to the Government of 
Bihar, Labour Department, 

PATNa. 
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hist of Stations at present 
open on the Ganges Service* 


MIN LINE BUXAR FEEDER GQGRA FEEDER 


Lalgola Steamer 
Ghat 

Chupra Ghat 

Palashgachi 

Durjanpur 

Rajraahal Ghat 

Sapahi 

Manihari Steamer 
Ghat 

Ballia 

Kheria 

Buxar Ghat 

Colgong Ghat 


Bhagalpur Steamer 
Ghat 


Sultanganj Ghat 


Monghyr Steamer 
Ghat 


Semeria Steamer 
Ghat 


Mokameh Steamer 
Ghat 


Barh 


Beerpur 


Patna Steamer 

Ghat 


Digha 


Paleza Steamer 

Ghat 



Revelganj Steamer 
Ghat 

Siswan 

Darauli 'Ghat 
Belthara 

Barhaj Steamer 
Ghat 




